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Executive  Summary 


The  New  England  Transportation  Initiative  (NETI)  is  a  cooperative  venture  of  the  six  New 
England  states  to  develop  a  coordinated  strategic  transportation  planning  vision.  NETI  is 
directed  by  a  Policy  Committee  consisting  of  representatives  from  state  Departments  of 
Transportation,  Environmental  Protection,  and  Economic  Development  (see  Appendix  A 
for  Committee  members).  The  Plan  of  Cooperation  represents  the  outcome  of  the  NETI 
effort.  The  NETI  Project  represents  an  unprecedented  attempt  to  develop  a  coordinated 
strategic  approach  to  transportation  planning  in  the  New  England  region.  The  resulting 
Plan  of  Cooperation  is  intended  to  serve  as  a  Business  Plan  for  New  England's  transporta- 
tion future.  It  identifies  thematic  and  project-specific  areas  of  agreement  and  action,  and  an 
implementation  strategy. 

The  Project  has  focused  on  using  transportation  policy  to  enhance:  1)  mobility  and  access 
for  persons  and  goods;  2)  environmental  quality;  and  3)  economic  vitality.  At  a  regional 
level,  we  believe  that  most  potential  conflicts  among  these  goals  can  be  resolved.  For  most 
Americans,  these  goals  define  quality  of  life.  The  new  era  of  global  economic  competi- 
tiveness makes  it  imperative  that  New  England  use  transportation  policy  to  promote 
economic  vitality.  The  economic  forecasts  developed  for  the  NETI  study,  based  on  national 
data,  project  the  New  England  region  growing  at  roughly  two-thirds  the  rate  of  the  nation 
as  a  whole.  We  have  an  opportunity  to  take  actions  that  will  help  to  ensure  that  New 
Englanders  will  share  more  fully  in  the  future  prosperity  of  America.  Transportation 
policy  can  minimize  the  economic  disadvantages  associated  with  New  England's  location 
in  a  far  corner  of  the  nation,  and  maximize  the  advantages  of  our  location  astride  new 
global  trade  routes. 

Three  Alternative  Scenarios  for  New  England's  transportation  future  were  defined  and 
analyzed.  Scenario  1  was  based  on  continued  implementation  of  policies  reflecting  the 
Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA)  and  the  1990  Clean  Air  Act 
Amendments.  Scenario  2  proposed  a  combination  of  multimodal  capacity  expansion 
projects,  demand  reduction  strategies,  application  of  new  technologies,  and  regional 
planning  efforts.  Scenario  3  was  based  on  a  major  shift  in  passenger  transportation 
priorities  from  the  highway  and  air  modes  toward  the  development  of  a  New  England- 
wide  High  Speed  Ground  Transportation  (HSGT)  system.  On  the  freight  side,  it  proposed 
the  development  of  a  New  England  Regional  Intermodal  Freight  Alliance  among  the  states 
to  coordinate  aspects  of  freight  transportation  planning  and  development  in  the  region. 

The  Policy  Committee  endorses  the  Scenario  2  approach  to  passenger  transportation,  and 
the  Scenario  3  approach  to  freight  transportation.  The  Scenario  2  actions  emphasizing 
multimodal  capacity  improvement  projects  and  travel  demand  management  strategies  will 
enhance  environmental  goals  such  as  improved  air  quality  and  reduced  energy  consump- 
tion. It  also  endorses  a  Scenario  1  policy  developed  under  the  Clean  Air  Act  Amendments 
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for  the  adoption  of  a  Low  Emitting  Vehicle  (LEV)  program  for  the  region.  The  Plan  of 
Cooperation  reflects  these  policy  choices. 

The  following  are  the  major  recommendations  of  the  NETI  project.  Specific  actions  to 
implement  these  recommendations,  and  supporting  analyses,  are  described  in  the  main 
body  of  the  text. 

1.  Create  the  New  England  Regional  Intermodal  Freight  Alliance  to  assist  the  states 
in  the  development  and  implementation  of  a  strategic,  intermodal,  and  regional 
approach  to  the  movement  of  goods  in  New  England. 

The  dictionary  defines  an  "Alliance"  as  "a  union,  relationship,  or  connection  by  common 
interest."  The  New  England  states  have  a  common  interest  in  ensuring  that  freight  can 
move  efficiently  and  cost  effectively  within  the  region  and  between  the  region  and  the 
outside  world.  This  is  essential  for  maintaining  the  region's  economic  competitiveness 
and  will  affect  business  locational  decisions  and  environmental  quality.  While  trucks 
are  and  will  remain  the  predominant  mode  of  freight  transportation  in  the  region,  they 
are  contributors  to  highway  deterioration  and  congestion.  As  called  for  in  the  ISTEA 
legislation,  an  intermodal  approach  is  required  which  ensures  that  products  move 
by  the  most  optimal  combination  of  modes  including  trucks,  rail,  ship,  and  air.  The 
Alliance  will  serve  as  a  regional  planning  and  development  forum  for  the  six  states, 
facility  operators,  and  private  carriers.  It  will  take  on  specific  functions  as  desired  by 
the  states  such  as  the  development  of  new  financing  mechanisms,  negotiation  with 
other  states  and  trans-regional  interests,  the  promotion  of  facility  improvements  such  as 
double-stack  rail  access  to  ports  and  port  dredging,  and  the  facilitation  of  intermodal 
freight  movements. 

2.  Address  increasing  levels  of  congestion  in  passenger  transportation  by  undertaking 
regionally  coordinated  multimodal  capacity  expansion  and  demand  management 
projects  in  congested  priority  regional  travel  corridors  defined  by  interstate  high- 
ways 1-95  (five  of  the  six  states),  1-93  (Massachusetts  and  New  Hampshire)  and  1-91 
and  1-84  in  Connecticut. 

New  England  faces  a  future  in  which  pockets  of  urban  highway  congestion  will  grow 
more  severe  and  extend  further  beyond  the  core  of  urban  areas  in  certain  corridors. 
1-95,  which  traverses  five  New  England  states,  could  potentially  be  congested  during 
peak  hours  from  the  New  York  border  to  Brunswick,  Maine;  1-93  (and  related  routes) 
could  be  congested  from  Manchester,  New  Hampshire  to  Cape  Cod;  most  sections  of 
1-91  and  1-84,  from  the  vicinity  of  Hartford  west  to  Danbury  and  south  to  New  Haven, 
are  anticipated  to  experience  congestion  during  peak  hours.  Congestion  on  these  and 
parallel  routes  affects  travel  throughout  the  region.  Logan  Airport,  which  accounts  for 
60  percent  of  all  enplanements  in  ISIew  England,  will  face  increasing  congestion.  All  of 
these  trends  will  negatively  impact  the  ability  of  New  Englanders  to  travel  to  work, 
shopping,  and  recreation;  increase  the  cost  of  transporting  goods  by  truck;  and  dis- 
courage outside  business  and  recreational  travelers  from  coming  to  the  region. 

Several  strategies  are  recommended.  Highway  (general  purpose  or  HOV)  and  rail 
capacity  expansion  and /or  operational  improvements  should  be  implemented  where 
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appropriate  to  serve  demand.  However,  this  investment  should  be  targeted  to  those 
cities,  subregions,  employment  and  activity  centers  which  aggressively  promote  Travel 
Demand  Management  (TDM)  and  growth  management  strategies  to  minimize  the 
generation  of  new  travel  demand  resulting  from  the  expansion  or  improvement  in  any 
modal  service.  This  is  necessary  to  achieve  maximum  regional  benefits  from  and  to 
protect  transportation  investments.  A  regional  coordinated  airport  planning  effort 
should  be  undertaken  to  distribute  air  services  more  efficiently  across  the  region  and  to 
ensure  effective  access  to  the  national  air  system  for  all  of  New  England. 

3.  Undertake  a  regional  tourism  transportation  initiative  to  facilitate  the  movement  of 
tourists  into  and  throughout  the  region. 

The  tourism  industry  represents  one  of  the  most  vibrant  sectors  of  the  New  England 
economy.  It  promotes  economic  vitality  precisely  through  the  preservation  of  environ- 
mental quality.  Its  stability  and  growth  must  not  be  taken  for  granted.  It  is  uniquely 
transportation  dependent  requiring  effective  access  from  the  rest  of  the  nation  and 
foreign  markets,  internal  movements  around  New  England,  and  local  mobility  at  the 
final  destination.  The  New  England  states  should  undertake  a  regional  tourism 
transportation  initiative  including  such  elements  as  a  more  aggressive  joint  marketing 
campaign;  enhanced  intermodal  connectivity;  a  regional  intermodal  information 
initiative;  development  of  strategies  for  improving  external  access  to  the  region's  tourist 
centers;  promotion  of  tourist  trains  and  charter  bus  operations;  and  development  of 
creative  local  access  strategies. 

4.  Undertake  four  initiatives  on  a  regional  basis  in  the  application  of  new  technologies 
to  the  solution  of  transportation  problems:  Intelligent  Transportation  Systems 
(ITS);  Telecommunications;  Low  Emitting  Vehicles  (LEVs);  and  Alternatively  Fueled 
Vehicles. 

New  technologies  offer  another  way  of  addressing  congestion  and  air  quality  problems 
other  than  by  building  new  physical  capacity  or  reducing  demand.  New  England,  as  a 
national  center  of  high  technology,  ought  to  vigorously  embrace  the  application  of  these 
technologies  to  transportation  problems.  ITS  systems  such  as  Advanced  Traveler 
Information  Systems  (ATIS)  and  Automated  Vehicle  Identification  (AVI)  systems  at  toll 
plazas  offer  strategies  for  improving  the  operational  efficiency  of  highway  travel. 
Telecommunications  offers  a  way  of  reducing  the  demand  for  business-related  travel. 
Low  emitting  and  alternatively  fueled  vehicles  offer  the  potential  to  significantly 
mitigate  two  of  the  most  serious  externalities  associated  in  part  with  transportation  — 
air  pollution  and  energy  consumption  —  regardless  of  how  issues  of  mobility  and 
congestion  are  addressed.  The  New  England  states  should  support  the  implementation 
of  an  LEV  program  which  achieves  the  ozone  reduction  goals  of  the  Ozone  Transport 
Commission's  (OTC)  petition  to  the  U.S.  EPA,  even  assuming  continued  growth  in 
vehicle  miles  traveled.  The  states  should  work  jointly  through  the  Department  of 
Energy's  Clean  Cities  and  Clean  Corridors  programs  to  develop  a  regional  strategy  for 
the  creation  of  an  alternative  fuel  infrastructure. 
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5.  Continue  efforts  to  preserve  the  existing  transportation  infrastructure  in  good 
working  order.  The  most  critical  link  in  this  system,  despite  the  new  initiatives 
described  above,  is  the  roadway  system  which  will  continue  to  accommodate  the 
majority  of  passenger  and  freight  trips  and  which  will  experience  increased  volume 
under  any  of  the  proposed  scenarios. 

The  New  England  states  should  use  their  collective  political  strength  to  ensure  national 
support  for  the  preservation  of  this  system;  act  jointly  in  the  debate  on  ISTEA  re- 
authorization; and  maintain  stable  state  and  local  revenue  strategies,  including 
adjustments  in  fuel  taxes,  user  fees,  market  pricing  programs,  and  public/private 
partnerships,  which  are  adequate  to  meet  the  needs  of  system  preservation. 
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The  New  England  Transportation  Initiative  (NETI)  is  a  cooperative  venture  of  the  six  New 
England  states  to  develop  a  Plan  of  Cooperation  which  can  serve  as  a  Business  Plan  for 
strategic  transporting  planning  in  the  region.  The  Plan  is  not  intended  to  create  a  detailed 
transportation  network  or  program  -  that  will  continue  to  grow  out  of  the  traditional  state 
and  local  planning  processes.  It  is,  however,  intended  to  achieve  agreement  on  policies  and 
priorities  at  the  strategic  level  on  issues  of  regional  significance.  The  agreement  on  a  Plan 
of  Cooperation  represents  an  unprecedented  achievement  in  regional  cooperation  in  the 
transportation  field  among  six  states  which  have  disparate  political  cultures  and  priorities 
and  which  have  tended  to  act  unilaterally  in  the  past. 

The  study  has  focused  on  using  transportation  policy  to  enhance:  1)  mobility  and  access 
for  persons  and  goods;  2)  economic  vitality;  and  3)  environmental  quality.  At  a  regional 
level,  it  should  be  possible  to  resolve  and  manage  conflict  among  these  goals.  For  most 
Americans,  they  define  quality  of  life.  The  new  era  of  global  economic  competitiveness 
makes  it  imperative  that  the  New  England  states  use  transportation  policy  to  promote 
economic  vitality,  or  risk  falling  behind  national  economic  growth  rates. 

Figure  1.1  shows  the  Project's  organizational  structure.  The  Project  was  conducted  under 
contract  to  the  Massachusetts  Highway  Department  (MHD)  with  a  combination  of  Federal 
Highway  Administration  (FHWA)  Intermodal  Surface  Transportation  Efficiency  (ISTEA) 
demonstration  funding  and  state  matching  funds.  All  states  contributed  significant  in-kind 
staff  support.  Substantive  project  direction  was  provided  by  a  Policy  Committee  which 
consisted  of  ten  representatives  from  state  Departments  of  Transportation,  Environmental 
Protection,  and  Economic  Affairs.  A  complete  list  of  NETI  committee  members  is  included 
in  Appendix  A.  The  project  work  was  carried  out  by  a  seven  firm  consultant  team  headed 
by  Cambridge  Systematics,  Inc.  A  complete  list  of  authors  is  included  in  Appendix  B. 

The  NETI  Project  conducted  an  extensive  public  participation  process  under  the  direction 
of  Howard /Stein-Hudson  Associates.  Regional  public  meetings  were  held  in  northern  and 
southern  New  England  at  the  beginning  of  the  project  to  help  define  the  scope  and  near  the 
end  to  review  the  draft  Plan  of  Cooperation.  However,  the  primary  focus  of  the  public 
participation  effort  was  on  three  standing  committees  which  met  as  needed  to  review 
interim  products. 

These  committees  were  the  New  England  Regional  Technical  Advisory  Committee 
(NERTAC),  Business  Roundtable,  and  Intergovernmental  Committee.  The  NERTAC, 
which  met  five  times,  consisted  of  three  citizen  representatives  from  each  state.  The 
representatives  were  chosen  from  individual  state  Advisory  Committees  invited  to 
participate  in  the  NETI  process  by  each  state's  Policy  Committee  members.  These 
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committees  were  in  some  cases  constituted  specifically  to  participate  in  NETI  and  in  other 
cases  constituted  standing  Advisory  Committees  to  state  DOTs.  In  general,  they  included  a 
broad-based  membership  drawn  from  citizens  interested  in  transportation  issues.  The 
consultants  met  with  each  state  Advisory  Committee  an  average  of  three  times,  and  the 
Committees  met  with  their  Policy  Committee  representatives  on  other  occasions. 

The  Business  Roundtable  consisted  of  five  representatives  from  business  and  labor  nomi- 
nated by  each  state's  Policy  Committee  members.  In  general,  these  were  people  who  had 
not  historically  been  active  in  transportation  planning  activities.  The  Roundtable  met  four 
times.  The  Intergovernmental  Committee  consisted  of  representative  of  state  and  federal 
agencies  involved  in  transportation  issues  and  met  three  times. 

The  consultant  team  participated  in  a  total  of  32  general  public  or  committee  meetings,  plus 
15  Policy  Committee  meetings.  In  addition,  four  newsletters  and  two  press  releases  were 
issued.  The  public  participation  process  is  highlighted  in  Figure  1.2  and  a  complete  list  of 
all  meetings  and  publications  is  included  in  Appendix  C.  Some  samples  of  press  coverage 
is  included  in  Appendix  D. 

As  shown  in  Figure  1.2,  five  major  products  were  produced: 

•  Inventory; 

•  Forecast,  Goals  and  Objectives,  and  Issues  of  Regional  Significance; 

•  Alternative  Scenarios; 

•  Alternative  Scenario  Analysis;  and 

•  Plan  of  Cooperation. 

In  each  case,  a  draft  report  was  initially  produced  for  review  by  the  Policy  Committee,  after 
which  it  was  revised  and  distributed  for  review  to  the  Advisory  Committees.  Committee 
meetings  with  the  consultant  were  held  at  each  milestone  point.  The  public  comments 
were  then  discussed  by  the  Policy  Committee  and  a  Final  Executive  Summary  was  pub- 
lished which  included  all  written  comments  received  and  a  summary  of  their  disposition. 
The  main  body  of  the  text  of  each  report  remained  in  draft  form.  The  key  points  from  each 
report  are  summarized  in  this  Final  Report.  However,  each  report  can  be  accessed  at  area 
libraries  and  Departments  of  Transportation.  A  complete  list  of  locations  is  included  in 
Appendix  E.  The  Inventory  Report  in  particular  is  recommended  to  the  reader  interested 
in  a  single  data  source  on  existing  transportation  conditions  in  all  major  modes  in  the  six 
New  England  states.  It  should  be  noted  that  this  remains  a  draft  report  with  minor 
inaccuracies. 

The  approach  taken  by  the  study  was  to  first  inventory  existing  conditions  in  the  region. 
This  lead  to  the  identification,  through  the  public  participation  process,  of  issues  of  regional 
significance  and  of  the  project's  goals  and  objectives.  From  this  effort,  three  Alternative 
Scenarios  outlining  visions  of  New  England's  transportation  future  were  defined.  These 
Scenarios  represented  a  continuation  of  current  policies,  moderate  change,  and  major 
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change.  The  analysis  of  the  Scenarios  created  the  data  used  by  the  Policy  Committee  in  the 
development  of  the  Plan  of  Cooperation. 

The  NETI  Project  attempted  to  cover  a  wide  range  of  transportation,  economic  and  envi- 
ronmental topics  across  a  six  state  region.  Given  the  limited  budget  of  the  consultant  study 
($650,000),  it  was  necessary  to  winnow  down  the  list  of  possible  topics  through  the  Policy 
Committee  and  public  review  process.  Thus,  the  study  came  to  focus  on  the  major  trans- 
portation modes  in  the  region  —  highway,  railroad,  air,  and  ports,  and  three  key  environ- 
mental issues  —  air  quality,  energy  consumption,  and  land  use  patterns.  While  other  issues 
brought  to  the  attention  of  the  study  are  important  (at  least  locally  if  not  regionally),  the 
resources  simply  did  not  exist  to  fully  address  all  issues.  Some  of  these  issues  are  listed  in 
Chapter  2.0. 

Again  due  to  limited  resources,  almost  all  of  the  analyses  in  NETI  were  based  on  existing 
data  which  in  some  cases  were  modified  to  be  consistent  with  other  NETI  assumptions.  No 
original  modeling  or  data  collection  was  attempted.  Data  were  gathered  from  published 
documents  or  interviews  with  experts  in  the  field  including  public  officials,  private  trans- 
portation providers,  citizen  advocacy  groups  and  the  like.  Of  particular  importance  to  the 
overall  conclusions  of  the  study  are  the  economic  forecasts  which  project  New  England 
growing  more  slowly  than  the  nation  as  a  whole  during  the  next  twenty-five  years.  These 
were  based  on  analyses  developed  by  a  wide  variety  of  sources  including  The  Bank  of 
Boston,  New  England  Regional  Commission,  Boston  Federal  Reserve  Bank,  New  England 
Economic  Project,  the  U.S.  Department  of  Coirunerce's  Bureau  of  Economic  Analysis  (BEA), 
and  the  Massachusetts  Institute  for  Social  and  Economic  Research  (MISER). 

The  data  presented  in  this  report  are  primarily  regional  averages.  For  state  specific  data, 
see  the  draft  technical  reports. 

Chapter  2.0  describes  the  NETI  Plan  of  Cooperation  —  the  basic  product  of  the  effort.  This 
chapter  also  describes  the  project's  goals  and  objectives,  and  outlines  the  Alternative 
Scenarios.  Chapter  3.0  outlines  Issues  of  Regional  Significance  which  were  identified 
during  the  course  of  the  study.  Chapter  4.0  summarizes  existing  conditions  in  the  New 
England  region  as  identified  in  the  Inventory  Report.  Chapter  5.0  describes  in  more  detail 
the  three  Alternative  Scenarios  used  as  the  basis  for  evaluating  policy  choices  facing  the 
region.  Chapter  6.0  summarizes  the  results  of  the  analysis  of  these  Scenarios. 

In  addition  to  the  appendices  listed  above.  Appendix  F  provides  a  List  of  Acronyms  fre- 
quently used  in  the  study;  Appendix  G  is  a  response  to  comments  received  on  the  Plan  of 
Cooperation;  Appendix  H  includes  all  written  comments  received  coded  to  correspond  to 
the  responses;  and  Appendix  I  provides  a  List  of  Sources. 
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2.0  Plan  of  Cooperation 


2.1  Goals  and  Objectives 

Early  in  the  NETI  process,  the  following  nine  objectives  were  established: 

•  Minimize  intraregional  competition; 

•  Use  transportation  investment  to  promote  economic  vitality; 

•  Protect  the  environment  while  minimizing  regulatory  barriers  to  investment; 

•  Use  technological  advances  to  the  maximum  extent  possible; 

•  Use  changes  in  social  and  work  patterns  to  minimize  travel  demand  growth; 

•  Coordinate  land  use  and  transportation  planning; 

•  Promote  intermodalism; 

•  Promote  innovative  and  fiscally  sound  financing  policies;  and 

•  Promote  intra-  and  inter-regional  connectivity. 

The  Plan  of  Cooperation  is  consistent  with  these  objectives.  As  the  study  proceeded,  three 
overriding  goals  emerged  which  incorporate  most  of  these  concepts: 

•  Enhance  mobility  and  access  for  persons  and  goods; 

•  Enhance  environmental  quality;  and 

•  Enhance  the  economic  vitality  of  the  region. 

The  Plan  of  Cooperation  endeavors  to  achieve  these  three  goals.  The  recommendations 
reflect  an  overall  conclusion  that  a  continuation  of  current  transportation  policies  and  prac- 
tices are  not  sufficient  for  the  New  England  states  to  improve,  or  even  retain,  their  compet- 
itiveness in  the  national  and  international  economies.  In  particular,  the  New  England 
states  must  take  aggressive  actions  involving  cooperation  of  the  private  and  public  sectors 
to  improve  the  cost-efficient  movement  of  freight  on  an  intermodal  basis. 
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■  2.2  Mission 


The  NETI  Project  represents  the  most  significant  attempt  to-date  to  develop  a  coordinated 
strategic  approach  to  transportation  planning  in  the  New  England  region.  It  is  an  attempt 
to  use  transportation  policy  on  a  regional  basis  to  help  preserve  New  England's  quality  of 
life  and  competitiveness  in  the  national  and  global  economies.  It  has  provided  a  forum 
for  the  public  sector  managers  of  New  England's  transportation,  economic  and  environ- 
mental agencies,  and  interested  private  parties,  to  exchange  views  on  their  vision  for  New 
England's  transportation  future.  It  has  provided  quantitative  and  institutional  analyses  of 
these  visions.  The  resulting  Plan  of  Cooperation  is  intended  to  serve  as  a  Business  Plan  for 
New  England's  transportation  future.  It  identifies  thematic  and  project-specific  areas  of 
agreement,  and  an  implementation  strategy. 


■   2.3  Vision  of  New  England's  Transportation  Future 


The  NETI  Project  has  focused  on  using  transportation  policy  to  enhance  1)  mobility  and 
access  for  persons  and  goods;  2)  economic  vitality;  and  3)  environmental  quality.  At  a 
regional  level,  it  should  be  possible  to  manage  and  resolve  conflicts  among  these  goals.  For 
most  Americans,  they  define  quality  of  life  —  the  ability  to  move  about  freely;  to  enjoy  a 
healthy  and  attractive  environment;  and  to  attain  economic  security.  Lack  of  mobility  and 
access  leads  to  economic  stagnation  and  environmental  degradation.  New  England's 
environmental  quality  —  its  natural  resources,  historic  sites,  and  vibrant  town  centers  —  is 
what  attracts  it  to  others  who  bring  tourist  dollars  and  new  businesses  to  the  region.  Thus, 
its  environmental  quality  is  essential  to  its  economic  vitality.  Similarly,  the  funding  and 
political  will  to  invest  in  environmental  protection  is  highest  during  times  of  economic 
growth. 

The  nation  and  the  world  have  entered  a  new  era  of  economic  competitiveness.  One  can 
look  around  the  country  at  cities,  states  and  regions  which  have  pursued  unique  com- 
petitive niches  and  advantages  —  Columbus,  Ohio's  development  as  a  major  intermodal 
freight  center  positioned  between  New  York,  Chicago  and  Atlanta;  South  Dakota  as  a 
center  for  the  back  office  and  telecommunications  functions  of  large  financial  institutions; 
Pennsylvania  and  New  York's  investment  in  port  and  double-stack  rail  facilities;  Miami  as 
the  financial  and  tourist  gateway  to  Latin  America;  West  Coast  ports  as  jumping  off  points 
to  the  Pacific  Rim  countries;  and  the  entire  Sunbelt  using  its  climate  to  its  advantage  in 
competing  with  the  rest  of  the  nation. 

New  England  has  numerous  advantages  in  this  competition  including  strong  institutional 
sectors  (universities,  hospitals,  museums);  a  vibrant  tourist  industry;  a  desirable  environ- 
ment; strong  financial  and  business  services  (insurance,  financial  services,  liigh  technology); 
a  skilled  and  highly  educated  work  force;  and  a  strong  foundation  in  knowledge-based 
industries.  Transportation  policy  can  play  a  major  role  in  maximizing  these  advantages. 


2-2 


Cambridge  Systematics,  Inc. 


NETI  Final  Report 


New  England  also  faces  many  challenges.  Some,  such  as  the  harsh  winter  climate,  cannot 
be  changed  nor  directly  affected  by  transportation  policy.  Others,  such  as  our  geographic 
location,  while  immutable  in  and  of  themselves  can  be  turned  into  advantages  or  dis- 
advantages partly  through  transportation  policy.  For  example,  our  location  in  a  far  corner 
of  the  nation  requires  that  we  maintain  efficient  and  cost-effective  transportation  connec- 
tions to  the  rest  of  the  country.  This  location  also  puts  New  England  astride  major  new 
trade  routes  such  as  the  land  bridge  between  Asia  and  Europe  which  has  developed  as  a 
result  of  new  container  ships  which  are  too  large  to  traverse  the  Panama  Canal.  So  far,  we 
have  not  made  the  transportation  investments  necessary  to  take  full  advantage  of  these 
opportunities. 

Thus,  the  NETI  Plan  of  Cooperation's  vision  of  New  England's  transportation  future  is 
one  in  which  the  six  states  pursue,  in  a  fiscally  prudent  manner,  a  variety  of  multimodal 
strategies  that  enhance  mobility  and  access  for  people  and  goods;  economic  vitality;  and 
environmental  quality. 


■  2.4  Recommended  Actions 


This  section  describes  the  specific  actions  recommended  under  each  of  the  thematic  areas 
outlined  in  the  Executive  Summary. 

2.4.1  Freight  Transportation 

There  are  tremendous  opportunities  for  enhancing  freight  transportation  throughout  the 
region  by  developing  and  implementing  a  coordinated,  strategic,  interstate  and  intermodal 
infrastructure  investment  strategy. 

Investment  is  required  in  highways,  railroads,  ports,  and  airports,  and  in  the  intermodal 
connections  among  the  modes.  If  successful.  New  England  could  enhance  the  efficiency 
of  freight  movements  to  and  from  its  own  markets  and  businesses,  serve  as  a  key  link  in 
the  land  bridge  between  Asia  and  Europe,  and  as  a  major  shipping  center  between  the 
Midwest  and  Europe.  It  could  become  a  major  force  in  "Atlantic  Rim"  trade.  If  it  fails,  it 
faces  a  future  of  increasing  transportation  costs  impacting  business  locational  decisions; 
increasing  dependence  on  truck  transportation  for  goods  movement  with  implications  for 
highway  congestion  and  maintenance,  and  air  quality;  and  declining  ports  and  the  jobs 
associated  with  them. 

The  key  to  achieving  this  vision  is  the  creation  of  the  New  England  Regional  Inter- 
modal Freight  Alliance  to  serve  as  a  regional  planning  and  development  forum  for  the  New 
England  states.  The  purpose  of  this  Alliance  would  be  to  assist  the  states  in  the  devel- 
opment of  a  strategic,  intermodal,  regional  approach  to  the  movement  of  goods  in  New 
England. 
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In  the  movement  of  goods.  New  England  faces  intense  competition  from  mid-Atlantic 
states,  as  well  as  powerful  national  and  international  interests  including  organized  labor, 
shipping  associations,  and  railroads.  A  new  regional  approach,  going  beyond  a  planning 
study  and  possibly  leading  to  the  development  of  new,  cooperative  institutional  arrange- 
ments, is  needed  to  maximize  long-term  regional  benefits  and  equitably  distribute  the  costs 
and  benefits  of  goods  movement  across  the  region. 

The  proposed  Alliance  would  initially  provide  a  forum  in  which  the  state  agencies  already 
represented  in  the  NETI  process,  other  governmental  agencies,  and  the  public  and  private 
operators  of  freight  facilities  and  transportation  services,  could  address  issues  of  mutual 
concern.^  It  would  provide  an  opportunity  for  the  informal  exchange  of  views  and  data 
prior  to  decision  making.  The  individual  states  would  maintain  full  sovereignty  except 
where  they  chose  to  specifically  delegate  authority  to  new  institutional  structures.  The 
Alliance  could  function  as  an  enabler  for  the  states  -  assisting  in  resolving  problems  and 
taking  on  such  functions  as  determined  by  the  states.  It  would  provide  a  central  forum  in 
which  the  private  sector  could  engage  government  in  problem  solving  and  in  which 
government  could  help  to  catalyze  private  sector  action. 

Some  of  the  issues  to  be  addressed  by  the  Alliance  may  include  the  following: 

•  Develop  and  implement  an  intermodal  regional  freight  investment  strategy; 

•  Secure  double-stack  rail  access  (or  other  appropriate  technologies)  to  the  ports  of 
Boston,  Davisville,  and  the  Central  Vermont  Railroad;  and  investigate  the  potential  for 
further  development  of  New  England's  rail  freight  potential; 

•  Achieve  the  necessary  investment  in  port  infrastructure  and  dredging  at  designated  key 
facilities  to  ensure  that  New  England's  ports  remain  competitive; 

•  Develop  a  strategy  to  create  New  England  air  freight  niche  airports  in  conjunction  with 
the  development  of  a  regional  air  passenger  strategy  by  others; 

•  Negotiate  agreements  on  behalf  of  the  region  with  labor,  shipping  associations,  and 
railroads; 

•  Secure  and  distribute  federal  funds  and  raise  funds  through  mechanisms  such  as  pooled 
bond  sales  or  other  creative  financing  mechanisms; 

•  Distribute  costs  and  revenues  of  freight  transportation  equitably  across  New  England; 

•  Negotiate  with  New  York  state  and  Canadian  provinces  regarding  the  development  of 
suitable  freight  transportation  gateways; 


1/  While  described  originally  in  the  Alternative  Scenarios  as  a  "Corporation,"  the  NETI  process 
should  not  prejudge  the  final  form  of  this  effort  without  more  direct  input  from  those  interests 
which  will  be  most  affected.  It  is  also  not  the  intention  of  NETI  to  create  new  government 
bureaucracy. 
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•  Develop  rail/truck/port  intermodal  terminals  and  minimize  barriers  to  the  successful 
operation  of  existing  facilities; 

•  Acquire,  retain  and  enhance  abandoned  rail  lines  suitable  for  freight  transportation 
such  as  the  Concord  to  White  River  Junction  line  recently  acquired  by  the  state  of  New 
Hampshire; 

•  Standardize  truck  regulatory  policy  across  the  region,  building  on  the  current  New 
England  commercial  vehicle  initiatives; 

•  Facilitate  the  development  of  railroad  interlining  agreements  and  joint  operation  of 
multiple  rail  services  on  the  same  facilities; 

•  Enhance  the  efficiency  of  Canadian  border  crossings; 

•  Operate  such  facilities  as  may  be  requested  by  individual  states; 

•  Monitor  the  impact  of  proposed  laws  and  regulations  on  freight  transportation;  and 

•  Develop  a  regional  freight  database  to  support  its  planning  efforts. 

Clearly,  barriers  exist  to  the  successful  implementation  of  the  Alliance  including  the 
traditional  independence  of  states  and  modes,  and  the  dispersed  operational  and  regu- 
latory authority  for  freight  transportation  among  state  transportation  agencies,  quasi-public 
port  authorities,  and  public  and  private  operators.  A  strategy  for  overcoming  these 
barriers  is  the  identification  and  successful  implementation  of  a  small  number  of  achievable 
short-term  actions  as  confidence  and  consensus  building  measures. 

2.4.2  Passenger  Transportation 

New  England  faces  a  future  in  which  pockets  of  urban  highway  congestion  will  grow  more 
severe  and  extend  further  beyond  the  core  of  urban  areas  in  several  important  corridors 
especially  1-95  and  secondarily  1-93  and  1-91 /I-84.  Logan  Airport,  which  handles  60  percent 
of  all  New  England  enplanements,  will  become  increasingly  congested.  Vehicles  Miles 
Traveled  (VMT)  will  continue  to  increase  at  a  rate  dependent  on  population  and  economic 
growth,  changing  demographics,  and  the  success  of  strategies  intended  to  minimize  its 
growth.  In  areas  of  congestion.  New  England  should  pursue  a  range  of  strategies  which  is 
predominantly  oriented  toward  minimizing  VMT  growth  in  congested  areas  by  reducing 
peak-period  demand  and  providing  transportation  alternatives,  but  also  includes  multi- 
modal capacity  expansion  to  accommodate  this  growth.  This  strategy  needs  to  be  regional 
in  nature,  and  maximize  the  use  of  new  technologies  intended  to  improve  the  efficiency  of 
highway  operation. 

Strategies  include  highway  and  rail  improvements  and  expansions;  HOV/bus  facilities; 
growth  management  planning;  Travel  Demand  Management  (TDM)  strategies;  regional 
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airport  planning;  and  market-based  pricing.  These  strategies  should  be  targeted  and 
prioritized  toward  the  most  congested  regional  travel  corridors,  and  selected  based  on  the 
travel  demand  characteristics  of  the  corridor  and  their  potential  for  cost-effective  imple- 
mentation. Specific  technological  components  of  this  strategy  such  as  Intelligent  Transpor- 
tation Systems  (TTS)  and  Telecommurucations  are  discussed  separately  in  Section  2.4.4. 

This  strategy  recognizes  that  the  region  (and  the  nation  as  a  whole)  has  entered  the  post- 
interstate  construction  era  in  which  intermodal  solutions  and  system  preservation  are  now 
the  priorities.  It  approaches  the  transition  to  a  new  era  in  an  evolutionary  and  incremental 
manner  stressing  a  variety  of  new  modes  and  technologies,  with  appropriate  emphasis  on 
physical  capacity  expansion,  demand  reduction,  and  more  efficient  operations.  It  seeks  to 
use  existing  rights-of-way  or  avoid  the  need  for  new  infrastructure  entirely  when  possible. 
As  such,  it  seeks  to  implement  proven  approaches  while  gradually  introducing  new  tech- 
nologies and  institutional  arrangements. 

The  New  England  states  should  establish  priority  regional  travel  corridors,  agree  to  coor- 
dinate with  each  other  on  the  development  and  implementation  of  strategies  for  addressing 
congestion  in  these  corridors,  and  give  preference  to  the  advancement  of  projects  within 
these  corridors.  Priority  corridors  are  defined  by  the  major  interstate  highway  which 
traverses  the  corridor.  However,  the  definition  is  intended  to  include  all  NHS  roadways  in 
the  corridor  and  all  other  major  modes  of  transportation  which  parallel  this  route. 

The  top  regional  priority  travel  corridor  for  New  England  is  1-95.  It  is  New  England's  main 
street,  traverses  five  of  the  six  states,  has  the  highest  level  of  congestion  today,  and  under 
all  scenarios  is  forecast  to  experience  congestion  on  most  segments  between  the  New  York 
border  and  Brunswick,  Maine  in  the  year  2020.  It  is  one  of  four  national  priority  corridors 
and  is  already  the  subject  of  a  larger  regional  ITS  initiative  (the  1-95  Corridor  Coalition) 
which  includes  the  mid- Atlantic  states,  as  well  as  New  England.  While  1-95  does  not  tra- 
verse Vermont,  it  too  is  impacted  by  congestion  on  the  New  York  to  New  Haven  segment 
which  is  used  by  trucks  and  tourists  traveling  to  Vermont  from  outside  New  England  via 
1-91. 

The  second  priority  corridor  is  1-93  which  is  projected  to  experience  congestion  from 
Manchester,  New  Hampshire  to  Cape  Cod  (U.S.  Routes  3  and  6  are  included  in  the  1-93 
corridor  south  of  Boston).  While  1-93  traverses  only  Massachusetts  and  New  Hampshire,  it 
is  a  major  lifeline  between  Vermont  and  the  Boston  area. 

The  third  priority  corridors  are  1-91  and  1-84  which,  although  most  congestion  is  confined 
to  a  single  state  —  Connecticut  —  are  major  lifelines  to  western  New  England  including 
Massachusetts  and  Vermont,  and  to  New  Hampshire  and  Maine  via  1-90  and  1-495. 

In  addition  to  highway  congestion,  the  other  major  issue  in  New  England  passenger 
transportation  centers  around  congestion  at  Logan  Airport,  and  its  ability  to  serve  as  New 
England's  gateway  to  the  outside  world. 

The  following  are  the  types  of  projects  which  should  be  undertaken  in  these  corridors,  with 
specific  examples  cited. 
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Highway  Capacity  Expansion 

These  projects  are  all  in  advanced  planning  stages  in  their  respective  states.  No  new 
projects  are  proposed. 

Massachusetts  is  considering  expanding  the  section  of  I-95/MA  128  (and  a  small  section  of 
I-93/MA  128)  between  Wellesley  and  Randolph.  The  expansion  would  be  from  six  to  eight 
lanes  with  the  additional  capacity  being  for  either  general  purpose  or  HOV  traffic.  This 
would  complete  an  eight-lane  circumferential  highway  around  Boston.  This  is  an  excellent 
example  of  a  project  which,  while  located  entirely  in  one  state,  is  of  critical  importance  to 
the  connectivity  of  the  entire  New  England  region  from  points  to  the  west  and  south. 

Massachusetts  and  New  Hampshire  are  considering  widening  Route  3  and  the  F.E.  Everett 
Turnpike  respectively  from  four  to  six  lanes.  These  roadways  constitute  a  major  parallel 
travel  corridor  to  1-93  itself.  The  New  Hampshire  project  is  further  advanced  in  plan- 
ning and  commitment.  In  addition.  New  Hampshire  is  proposing  to  widen  1-93  south  of 
Manchester  from  four  to  six  lanes  (it  is  already  six  lanes  on  the  Massachusetts  side)  and 
1-293  connecting  1-93  to  the  Everett  Turnpike. 

There  are  no  capacity  improvement  projects  currently  planned  for  1-91  in  Connecticut. 
Projects  programmed  for  1-84  include  widening  from  four  to  six  lanes  between  1-691  and 
Waterbury;  and  extension  of  the  HOV  facility  from  East  Hartford  to  Founders  Bridge  in 
Hartford.  The  State  of  Connecticut  will  be  initiating  an  1-84  West  Corridor  Analysis.  It  will 
be  a  Major  Investment  Study /Environmental  Impact  document  exploring  needs  and  alter- 
natives for  improving  mobility  in  the  1-84  corridor. 

Vermont  anticipates  selective  strategic  investments  to  enhance  mobility  throughout 
its  National  Highway  System  corridors.  In  the  late  1980s,  the  Maine  Turnpike  initiated  a 
project  to  widen  the  Maine  Turnpike  from  four  to  six  lanes  between  York  and  Portland,  but 
capacity  expansion  was  placed  on  hold  by  Maine's  Sensible  Transportation  Policy  Act  of 
1991.  As  traffic  continues  to  grow  on  this  major  artery  into  Maine,  congestion  and  safety 
concerns  are  also  increasing.  Some  form  of  substantial  mobility  improvement,  whether 
capacity  expansion,  operational  improvements,  and/or  demand  management,  should  be 
anticipated  in  this  key  corridor  in  order  to  preserve  and  improve  Maine's  economic  vitality. 

Under  current  policies,  each  state  would  individually  pursue  these  projects,  competing  for 
federal  funding  with  each  other  and  with  other  projects  within  their  states.  The  operational 
strategies  for  the  projects  -  general  purpose  lanes  versus  HOV,  toll  strategies  if  any,  ITS 
applications,  etc.  -  would  be  decided  by  the  individual  states.  The  Plan  of  Cooperation  de- 
clares these  projects  to  be  of  regional  significance.  The  New  England  states  should  jointly 
support  federal  funding  for  all  of  these  projects  and  develop  common  operating  strategies. 

Rail 

The  New  England  states  already  support  the  Northeast  Corridor  Transportation  Plan 
(NCTP)  for  three-hour  rail  service  between  Boston  and  New  York  City.  That  support  is 
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reiterated  in  this  Plan  of  Cooperation.  The  Plan  of  Cooperation  supports  the  concept  of  in- 
terconnecting passenger  rail  service  from  the  south  and  west  with  service  to  northern  New 
England  and  commits  the  states  to  attempt  to  develop  a  common  approach  to  achieving 
this  goal. 

Commuter  rail  is  an  effective  strategy  for  reducing  automobile  trips  on  congested  radial 
routes  into  densely  developed  urban  cores.  Thus,  continuing  the  improvement  and  ex- 
pansion of  commuter  rail  service  into  Boston  and  New  York  City  is  of  regional  significance 
as  part  of  the  strategies  to  minimize  highway  congestion  in  the  1-95  and  1-93  corridors.  The 
New  England  states  should  as  a  region  support  these  projects,  and  give  particular  attention 
to  the  potential  for  greater  interstate  cooperation  in  the  expansion  and  improvement  of 
commuter  rail  services  between  downtown  Boston  and  points  in  Rhode  Island  and  New 
Hampshire.  An  example  would  be  the  coordination  of  Massachusetts'  program  for  pos- 
sible commuter  rail  service  to  Fall  River  with  Rhode  Island's  desire  to  provide  connecting 
service  to  Aquidneck  Island  (Portsmouth,  Middletown,  Newport).  Presently,  only  limited 
peak-period  service  is  provided  between  Boston  and  Providence.  These  projects  are 
regionally  significant  not  because  of  their  impacts  on  specific  urban  areas  —  either  Boston  or 
New  York  City  —  but  because  of  their  potential  for  removing  local  commuter  trips  from 
regional  travel  corridors  hence  improving  the  movement  of  people  and  goods  across  the 
region. 

The  New  England  states,  as  a  region,  recognize  that  passenger  rail  service  has  a  role  to  play 
in  addressing  congestion  and  access  problems  in  corridors  which  now  or  in  the  future  have 
or  will  have  the  demand  characteristics  necessary  to  permit  the  cost-effective  application  of 
rail  services.  These  services  should  be  studied  and  implemented  where  appropriate  as  part 
of  a  regional  multimodal  capacity  expansion  and  demand  management  strategy.  To  that 
end,  critical  rail  assets  should  be  maintained  today  through  cooperative  regional  actions. 

Bus  and  HOV 

The  New  England  states  recognize  that  not  all  corridors  have  the  travel  characteristics  and/ 
or  physical  rights-of-way  to  make  rail  a  cost-effective  solution.  The  Plan  of  Cooperation 
commits  the  New  England  states  to  the  maintenance  of  a  healthy  intercity  and  commuter 
bus  industry,  and  to  actively  consider  bus  service  options  in  corridor  planning.  As  dis- 
cussed above,  particular  attention  should  be  paid  to  opportunities  for  incorporating  HOV 
facilities  into  highway  capacity  expansion  projects. 

Regional  Airport  Planning 

New  England  has  one  congested  airport  —  Logan  International  in  Boston.  Forecasts  for 
2020  are  for  congestion  to  worsen  at  Logan  and  spread  to  only  one  other  airport  —  Bradley 
International  in  Hartford  —  and  even  that  is  uncertain.  Congestion  at  Logan  is  experi- 
enced on  both  the  air  side  —  affecting  the  timely  arrival  and  departure  of  flights  during 
peak  periods  —  and  on  ground  side  access.  As  a  whole.  New  England's  existing  second  tier 
commercial  airports  service  only  60  percent  of  the  potential  demand  in  their  service 
catchment  areas.  Additional  abandoned  military  airfields  are  likely  to  become  available  in 
the  coming  years  further  adding  to  the  available  airport  capacity  in  the  region  for  civilian 
purposes. 
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Logan  Airport  is  New  England's  air  transportation  gateway  to  the  outside  world  and  the 
tenth  highest  volume  airport  in  the  nation.  Much  of  the  air  traffic  congestion  at  Logan  is 
related  to  the  high  volume  of  trips  to  short  and  intermediate  destinations  such  as  New  York 
and  Washington  (the  1-95  corridor),  and  the  large  number  of  short-haul  commuter  trips 
from  other  points  in  New  England  -  particularly  northern  New  England  airports  such  as 
Burlington. 

New  England  possesses  ample  airport  physical  capacity  but  has  a  need  to  develop  a  re- 
gional planning  approach  to  best  use  that  capacity.  The  goal  of  this  planning  effort  should 
be  to:  1)  focus  Logan,  and  secondarily  Bradley,  on  the  provision  of  long-haul  national  and 
international  services;  2)  develop  a  critical  mass  of  short-  and  intermediate-haul  services  at 
the  second  tier  airports  at  competitive  fares  through  negotiations  with  air  carriers;  and 
3)  ensure  that  sufficient  capacity  remains  at  Logan  for  short-haul  and  commuter  services 
from  other  New  England  points  connecting  to  long-haul  services.  The  latter  point  is 
particularly  critical  for  those  areas  of  northern  New  England  which  are  beyond  convenient 
driving  distance  to  Logan  and  therefore  require  effective  air  access. 

The  Plan  of  Cooperation  supports  regional  airport  planning  efforts  such  as  that  initiated  by 
the  New  England  Council,  and  recommends  their  expansion  to  include  the  wider 
constituencies  represented  by  the  NETI  process;  consideration  of  air  freight  services;  and 
development  of  a  new  regional  air  travel  demand  model  which  is  less  "Logan-centric"  than 
previous  efforts  and  which  can  provide  an  analytical  basis  for  the  implementation  of  a 
regional  strategy  and  for  negotiations  with  air  carriers.  It  supports  the  continued 
expansion  of  Logan's  capacity  as  proposed  in  the  Logan  2000  program. 

Travel  Demand  Management  (TDM)  and  Growth  Management  Planning 

The  New  England  states  should  give  consideration,  as  a  region,  to  targeting  transportation 
infrastructure  investment  to  activity  centers  (such  as  office  and  industrial  parks,  shopping 
centers,  urban  cores  and  major  recreational  destinations),  municipalities,  and  subregions 
(such  as  metropolitan  areas,  counties,  and  rural  planning  districts)  which  actively  promote 
TDM  and  growth  management  policies.  TDM  strategies  include  telecommunications, 
ridesharing  programs,  flexible  work  hours  and  other  strategies  intended  to  make  more 
efficient  utilization  of  existing  transportation  capacity.  Growth  management  planning  is 
intended  to  discourage  sprawl  development  which  inevitably  leads  to  longer  and  more 
single-occupant  vehicle  (SOV)  trips.  The  pursuit  of  these  policies  can  help  to  maximize  the 
benefit  of  and  protect  the  investment  in  transportation  infrastructure. 

While  this  might  seem  like  a  strictly  local  or  state  issue,  the  cumulative  result  of  many 
individual  local  planning  decisions  is  to  increase  congestion  on  the  major  regional  travel 
corridors.  Right  now,  most  of  the  incentives  for  municipalities  in  our  property  tax-based 
systems  of  finance  favor  sprawl  development.  By  targeting  infrastructure  investment,  a 
counter-incentive  can  be  created.  Similarly,  the  New  England  states  compete  with  each 
other  for  businesses  on  the  basis  of  what  government  can  offer  business  with  very  few 
expectations  in  return  other  than  the  immediate  tax  revenue  and  job  creation  benefits. 
New  England  must  still  compete  for  businesses  with  the  rest  of  the  nation  and  world,  but 
internally  the  states  should  cooperate  in  developing  realistic  expectations  and  incentives 
for  businesses  to  make  transportation-responsible  decisions.  This  is  very  important  for 
protecting  air,  land  and  water  resources  and  maintaining  the  New  England  quality  of  life. 
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Market  Pricing  Demonstrations 

Automobile  travel,  almost  alone  among  goods  and  services  in  the  United  States,  is  shielded 
from  market  prices.  Fuel  taxes  are  low  relative  to  other  developed  countries.  Many  of  the 
costs  associated  with  auto  travel,  such  as  insurance,  are  fixed  and  vary  only  slightly  if  at  all 
in  relation  to  usage.  Such  costs  are  also  paid  "off-line"  and  are  not  considered  by  most 
people  as  part  of  the  daily  cost  of  auto  travel. 

One  of  the  most  effective  ways  of  expanding  highway  capacity  without  building  new  infra- 
structure is  to  spread  the  peak  period  so  that  the  highest  volumes  are  distributed  over 
longer  periods  of  time.  This,  rather  than  mode  shifting,  has  been  the  overwhelming  public 
response  to  the  increasing  congestion  levels  brought  about  by  the  VMT  growth  of  the  last 
decade  during  which  there  has  been  relatively  little  capacity  expansion.  Drivers  who  shift 
their  travel  times  receive  no  direct  monetary  benefit  for  their  trouble. 

The  development  of  ITS  technologies  such  as  Automated  Vehicle  Identification  (AVI)  offers 
an  opportunity  to  establish  differential  user  fees  for  highway  travel,  and  to  do  so  barrier 
(i.e.,  toll  plaza)  free  by  means  of  transponders  and  receivers  implanted  in  roadways  and 
vehicles.  Electronic  toll  collection  has  been  successfully  implemented  on  several  toll 
facilities  located  throughout  the  country.  Market-based  pricing  demonstration  projects  are 
encouraged  by  the  ISTEA  legislation,  with  the  San  Francisco-Oakland  Bay  Bridge  project  in 
California  being  the  most  advanced  in  terms  of  implementation.  The  Plan  of  Cooperation 
urges  the  New  England  states  to  develop  one  or  more  interstate  demonstration  projects 
oriented  toward  the  urban  commuter  and  seasonal  recreational  travel  markets.  In  order  to 
maximize  public  support  for  this  effort,  the  total  revenue  collected  from  these  demon- 
stration projects  should  either  be  equal  to  the  revenue  collected  today  (revenue  neutral),  or 
any  additional  revenue  should  be  dedicated  to  transportation  improvements  in  the 
corridor. 

ISTEA  Requirements  and  Reauthorization 

ISTEA  requires  that  each  state  develop  six  management  systems,  and  statewide  transpor- 
tation plans  and  investment  programs.  Some  of  the  management  systems,  particularly  the 
most  developed  ones  such  as  bridge  and  pavements,  are  fairly  state  specific.  However,  the 
least  developed  systems  -  congestion  and  intermodal  -  could  benefit  from  a  regional 
approach.  With  respect  to  statewide  transportation  planning,  most  of  the  states  are  well 
advanced  in  the  development  of  individual  statewide  travel  demand  models.  The  lack  of  a 
regional  multimodal  New  England-wide  travel  demand  model  made  it  extremely  difficult 
for  the  NETI  study  to  quantitatively  analyze  regional  transportation  issues.  The  Plan  of 
Cooperation  recommends  the  development  of  New  England  regional  congestion  and 
intermodal  management  systems,  and  an  intermodal  regional  travel  demand  forecasting 
model. 

The  Plan  of  Cooperation  also  urges  the  New  England  states  to  develop  a  common  approach 
toward  ISTEA  reauthorization  legislation,  and  to  use  their  political  influence  in  Congress 
and  at  the  Gubernatorial  level  to  secure  enactment  of  a  common  New  England  position. 
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2.4.3  Tourism  Initiative 

The  tourism  industry  represents  one  of  the  most  vibrant  sectors  of  the  New  England  econ- 
omy. It  promotes  economic  vitaHty  precisely  through  the  preservation  of  environmental 
quality.  Its  stability  and  growth  must  not  be  taken  for  granted.  It  is  uniquely  transpor- 
tation dependent  —  requiring  effective  connections  with  the  rest  of  the  nation  and  foreign 
markets,  internal  movements  around  New  England,  and  local  mobility  at  the  final  desti- 
nation. 

The  New  England  states  should  undertake  a  regional  tourism  transportation  initiative 
including  the  following  elements  to  ensure  effective  access  to  our  tourism  industries: 

•  A  more  aggressive  regional  marketing  campaign; 

•  Improved  regional  intermodal  connections; 

•  A  regional,  intermodal  travel  information  program; 

•  Explicit  consideration  in  priority  corridor  travel  studies  of  impacts  on  regional  tourist 
destinations; 

•  Promotion  of  tourist  trains  and  a  vibrant  charter  bus  industry;  and 

•  Regional  cooperation  in  the  development  of  local  access  strategies  at  tourist  desti- 
nations to  reduce  seasonal  auto  traffic  in  regional  corridors  and  at  the  destinations 
themselves:  strategies  might  include  expansion  of  rental  car  opportunities  at  major 
tourist  destination  terminals  of  all  modes;  enhancement  of  local  shuttle  bus  operations; 
promotion  of  bicycle  travel  and  its  facilitation  in  conjunction  with  all  regional  travel 
modes;  and  market  pricing  demonstration  projects  as  discussed  above. 

2.4.4  Technology  Applications 

New  technologies  offer  another  way  to  reduce  congestion  problems  other  than  by  building 
new  physical  capacity  or  reducing  demand.  New  England,  as  a  national  center  of  high 
technology,  should  vigorously  embrace  the  application  of  these  technologies  to  transpor- 
tation problems.  This  includes  Intelligent  Transportation  Systems  (ITS);  Telecommuni- 
cations; Low  Emitting  Vehicles  (LEVs);  and  Alternatively  Fueled  Vehicles.  ITS  provides 
strategies  for  improving  the  operational  efficiency  of  highways.  Telecommunications  is  a 
way  to  reduce  the  demand  for  business-related  travel.  Low  emitting  and  alternatively 
fueled  vehicle  technologies  offer  the  potential  to  significantly  mitigate  two  of  the  most 
serious  externalities  partially  associated  with  transportation  —  air  pollution  and  energy 
consumption  —  regardless  of  how  issues  of  mobility  and  congestion  are  addressed. 
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Intelligent  Transportation  Systems  (ITS) 

ITS  (formerly  known  as  IVHS  or  Intelligent  Vehicle  Highway  Systems)  offers  the  potential 
for  applying  technology  solutions  to  highway  operations  in  order  to  improve  their  effi- 
ciency and  increase  capacity  without  extensive  new  physical  construction.  This  is  the 
major  focus  of  the  1-95  Corridor  Coalition  effort  mentioned  earlier.  Several  ITS  projects  are 
currently  in  the  planning  and  deployment  stages  in  New  England  including  the  1-95 
corridor  in  southwestern  Connecticut  and  elsewhere;  a  Boston  metropolitan  area  plan 
beginning  with  the  1-93  corridor;  efforts  to  standardize  and  make  more  efficient  commercial 
vehicle  regulation;  and  the  application  of  Automated  Vehicle  Identification  (AVI)  to  toll 
plazas  on  1-95  in  Maine  and  New  Hampshire,  and  on  the  Tobin  Bridge  (1-95  corridor)  and 
Third  Harbor  Tunnel  (1-90  corridor)  in  Boston. 

The  NETI  Plan  of  Cooperation  endorses  as  being  of  regional  significance  the  application  of 
ITS  technology  in  the  priority  regional  travel  corridors,  and  urges  all  of  the  New  England 
states  to  support  these  efforts  and  to  implement  them  on  a  regional  basis. 

Telecommunications 

Several  New  England  states,  including  Massachusetts  and  Vermont,  have  initiated  tele- 
communications demonstration  projects.  The  Plan  of  Cooperation  urges  that  all  of  the  New 
England  states  join  together  in  a  regional  telecommunications  demonstration  project. 
Telecommunications  offers  a  way  to  reduce  the  demand  for  travel  and  avoid  new  infra- 
structure construction.  Telecommuting  can  reduce  auto  commuting  trips  while  telecon- 
ferencing can  reduce  the  demand  for  business  travel.  A  regional  demonstration  project  can 
enhance  New  England's  image  as  a  center  of  high  technology  and  innovative  public  policy, 
while  promoting  the  local  telecommunications  industry.  It  also  offers  an  opportunity  to 
systematically  study  all  of  the  implications  of  telecommunications  on  travel  and  devel- 
opment patterns.  For  example,  to  what  extent  will  telecommunications  enhance  the  attrac- 
tiveness and  feasibility  of  living  in  rural  areas  of  the  region,  and  with  what  impacts? 

A  1991  study  by  Arthur  D.  Little  projected  that  telecommunications  could  substitute  for  10 
to  20  percent  of  all  trips  nationally  resulting  in  a  $23  billion  benefit  in  reduced  emissions, 
fuel  savings,  travel  time  and  roadway  maintenance.  In  contrast,  savings  associated  with 
ITS,  high  speed  rail,  and  alternative  fuels  are  estimated  at  $10  to  13  billion.  The  1993  Stra- 
tegic Assessment  Report  by  the  Massachusetts  Aeronautics  Commission  estimated  that  by 
2010  telecommunications  could  replace  up  to  seven  percent  of  projected  enplanements  at 
Logan  Airport.  The  Telecommuting  Research  Institute  projects  that  by  2002  between  2.3 
and  4.5  percent  of  work  trip  VMT  could  be  eliminated  be  telecommuting. 

Low  Emitting  and  Alternatively  Fueled  Vehicle  Technologies 

Despite  the  rapid  increases  in  VMT  over  the  past  two  decades,  the  air  in  New  England 
is  significantly  cleaner  today  than  it  was  in  1970.  The  states  of  Massachusetts  and 
Connecticut  have  formally  requested  that  Boston  and  Hartford  respectively  be  classified  as 
in  attainment  of  carbon  monoxide  standards.  The  Environmental  Protection  Agency  (EPA) 
has  reported  that  in  New  England,  "between  1984  and  1993,  ground-level  ozone  levels 
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dropped  by  12  percent,  carbon  monoxide  levels  by  37  percent,  nitrogen  dioxide  levels  by  12 
percent,  sulfur  dioxide  levels  by  26  percent  and  lead  levels  by  89  percent."  These  improve- 
ments have  been  achieved  through  a  combination  of  state  actions  and  improvements  in 
automobile  technology. 

The  Ozone  Transport  Commission  (OTC),  composed  of  12  Northeast  states  and  the  District 
of  Columbia,  petitioned  EPA  to  impose  a  Low  Emitting  Vehicle  (LEV)  program  on  the 
region.  Presently,  only  California  has  a  LEV  program.  As  shown  in  Chapter  6.0,  the  LEV 
Program  as  defined  by  the  OTC  petition,  in  combination  with  other  already  approved 
actions  such  as  enhanced  Inspection  and  Maintenance  (I/M)  programs  and  reformulated 
fuels,  would  reduce  ozone  precursor  chemical  emissions  in  the  region  by  over  70  percent 
during  the  next  25  years  even  given  continued  VMT  growth.  In  comparison,  differences 
in  the  level  of  VMT  growth  would  have  much  smaller  relative  impacts.  The  Plan  of 
Cooperation  endorses  implementation  of  an  LEV  program  which  will  achieve  the  ozone 
reduction  goals  of  the  OTC  petition  even  under  assumptions  of  continued  increases  in 
VMT. 

The  National  Energy  Policy  Act  has  initiated  the  introduction  of  alternatively  fueled  (non- 
gasoline  powered)  vehicles  into  vehicle  fleets.  This  is  considered  an  initial  step  in  the 
introduction  of  alternative  fueled  vehicles  among  the  general  public.  To  facilitate  the  suc- 
cess of  this  program,  there  is  a  need  for  a  regional  fueling  and  servicing  infrastructure.  The 
Plan  of  Cooperation  urges  the  New  England  states  to  work  through  the  Department  of 
Energy's  Clean  Cities  and  Clean  Corridors  programs  to  develop  a  regional  strategy  for  the 
creation  of  such  an  alternative  fuel  infrastructure.  The  focus  of  the  Clean  Corridor  Energy 
Program  is  the  North/South  Atlantic  Corridor,  consistent  with  the  recommended  focus  on 
the  1-95  corridor  for  NETI  implementation  efforts. 

2.4.5  System  Preservation 

The  New  England  states  must  continue  efforts  to  preserve  the  region's  existing  transpor- 
tation infrastructure  in  which  billions  of  dollars  have  been  invested.  The  most  critical  link 
in  this  system,  despite  the  new  initiatives  described  above,  is  the  highway  system  which 
will  continue  to  accommodate  the  majority  of  passenger  and  freight  trips  and  which  will 
experience  increased  volume  under  any  of  the  proposed  scenarios. 

The  New  England  states  should  use  their  collective  political  strength  to  ensure  national 
support  for  the  maintenance  and  preservation  of  this  system  through  full  funding  of 
ISTEA,  airport  and  port  programs;  and  maintain  state  and  local  revenue  strategies,  in- 
cluding adjustments  in  fuel  taxes,  user  fees,  market  pricing  programs,  and  public/private 
partnerships,  which  are  adequate  to  meet  the  needs  of  system  preservation.  Further  study 
is  recorxunended  to  determine  the  most  effective  and  politically  viable  means  of  financing 
infrastructure  requirements. 
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■  2.5  Implementation  Strategy 


The  NETI  agenda  proposed  in  the  Plan  of  Cooperation  is  ambitious.  Yet,  because  it 
is  strategic  and  future  oriented,  none  of  it  is  on  any  state's  critical  path.  There  is  no  dead- 
line requiring  the  creation  of  the  New  England  Regional  Intermodal  Freight  Alliance,  the 
implementation  of  congestion  pricing  demonstration  projects,  or  the  development  of  a 
regional  air  passenger  strategy.  The  participants  in  the  NETI  process  are  committed 
to  ensuring  that  real  actions  result  from  this  effort.  Therefore,  the  following  steps  are 
recorrm\ended . 

•  Participation  (buying-in)  at  the  highest  political  levels  is  required  -  i.e..  Secretaries 
or  Commissioners  of  Transportation,  Environmental  Policy,  and  Economic  Affairs; 
and  Governors.  This  buy-in  must  be  institutionalized  for  the  long  term  by  means  of 
a  formal,  written  Memorandum  of  Understanding  (MOU).  This  joint  participation 
occurred  in  the  establishment  of  the  NETI  Project,  but  does  not  automatically  continue 
due  to  the  coincident  timing  of  the  NETI  recommendations  and  the  1994  elections. 
Scheduled  meetings  with  the  New  England  Governor's  Conference  have  not  occurred. 
In  1995,  three  New  England  states  will  have  new  Governors.  It  is  essential  that  high- 
level  buy-in  occur  quickly.  In  some  cases,  due  to  turnover  in  policy  and  senior  manage- 
ment, it  will  be  the  responsibility  of  career  civil  service  employees  to  bring  the  NETI 
agenda  to  the  attention  of  the  new  leaders. 

•  A  high-level  champion  is  required  in  each  state.  This  person  must  have  policy-level 
responsibilities  and  frequent,  direct  contact  with  an  agency  head. 

•  Once  buy-in  has  been  achieved,  regularly  scheduled  meetings  should  be  held  among 
agency  heads  or  their  designees  which  include  monitoring  progress  on  the  NETI 
agenda. 

•  Ongoing  staff-level  support  is  essential.  These  staff  must  view  the  advancement 
of  the  NETI  agenda  as  part  of  their  job  description.  These  individuals  could  be  state 
employees,  consultants,  or  some  combination. 

•  A  short-  and  medium-range  implementation  plan  of  achievable  actions  should  be 
agreed  to  by  the  Policy  Committee  with  formal  nulestone  dates  established. 

•  Participation  in  the  NETI  process  should  be  broadened  to  include,  on  an  advisory  basis, 
more  representation  of  public  and  private  sector  managers  involved  in  freight,  air  and 
port  operations  and  planning. 

•  The  NETI  citizen  advisory  committees  should  play  integral  roles  in  monitoring  NETI 
progress  and  advocating  the  NETI  agenda.  In  particular,  the  Business  Roundtable 
needs  to  be  more  fully  engaged  than  was  the  case  during  the  study  phase. 
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The  following  are  recommended  immediate  next  steps: 

•  Brief  existing  and  in-coming  Governors,  Secretaries  and  Commissioners; 

•  Identify  high-level  champion  in  each  state  for  the  next  phase; 

•  Define  short-term  priority  actions; 

•  Apply  for  follow-on  grant  or  otherwise  determine  strategy  for  financing  implemen- 
tation activities; 

•  Establish  the  logistical  roles  to  be  played  by  the  states; 

•  Establish  regular  meeting  schedule  and  method  for  maintaining  citizen  and  business 
community  involvement;  and 

•  Broaden  public  sector  participation  to  include  freight,  airport,  and  port  representatives 
on  an  advisory  basis. 


■  2.6  Topics  Not  Addressed  by  the  Plan  of  Cooperation 


Throughout  the  course  of  the  NET!  Project,  a  wide  range  of  issues  were  raised  by  members 
of  the  Policy  Committee  or  through  the  public  participation  process.  Due  to  the  limited 
resources  of  the  study,  it  has  not  been  possible  to  address  all  such  issues.  As  the  study 
advanced,  the  focus  has  tended  to  narrow  to  the  major  regional  transportation  modes  — 
highway,  rail,  air,  and  ports  —  and  to  a  few  key  environmental  issues  such  as  air  quality, 
energy  consumption,  and  land  use.  The  lack  of  attention  to  other  issues  should  not  be 
interpreted  as  a  rejection  of  their  significance.  However,  in  order  to  produce  meaning- 
ful results  in  a  few  key  areas,  the  study  had  to  be  focused.  It  is  certainly  possible  that 
as  follow-up  activities  proceed,  greater  attention  could  be  paid  to  some  of  these  issues. 
Included  are  the  following: 

•  Local  public  transportation; 

•  Urban  circulation  strategies; 

•  General  aviation; 

•  Bicycle  travel; 

•  Tiltrotor  aircraft  technology; 

•  Pipelines; 
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•  Ferry  services; 

•  Water  resources; 

•  Other  environmental  issues  such  as  the  possible  impact  of  Electromagnetic  Fields 
(EMF); 

•  Intermodal  cross-subsidies;  and 

•  Safety  and  security. 
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3.0  Issues  of  Regional  Significance 


In  an  effort  to  provide  focus  to  the  study,  one  of  the  early  efforts,  along  with  the  identi- 
fication of  the  goals  and  objectives  as  described  in  Chapter  2.0,  was  to  obtain  consensus  on 
a  definition  of  issues  of  regional  significance.  Initially,  a  fairly  lengthy  list  was  developed 
as  reflected  in  Section  II  of  the  Forecasting  Report.  The  following  list  represents  those 
issues  which  retained  their  significance  throughout  the  course  of  the  NETI  study.  Not  all  of 
these  issues  were  translated  into  specific  recommendahons  in  the  Plan  of  Cooperation,  but 
many  of  them  were. 


■  3.1  Institutional 


1.  The  ways  in  which  government  finances  transportation  projects,  and  the  implicit 
subsidies  to  different  modes  inherent  in  these  approaches,  needs  reexamination  in 
light  of  constrained  government  finances,  the  priority  given  to  intermodalism,  and  the 
impact  of  changing  travel  patterns  and  technology  on  the  traditional  user  fee-based 
financing  mechanisms  such  as  the  gasoline  tax.  The  possibility  of  broadening  the  user 
base  to  charge  equitably  for  all  movements  of  people  and  goods  should  be  examined. 
As  part  of  this  analysis,  the  potential  for  public /private  partnerships  should  be  exam- 
ined. 

2.  There  is  a  need  for  better  freight  data  to  facilitate  regional  planning  and  coordination. 


■  3.2  Highways 


1.  Maintain  in  good  working  order  the  existing  roadway  infrastructure. 

2.  Develop  strategies  for  identifying  those  situations  requiring  capacity  expansion 
programs,  and  for  meeting  capacity  limitations  through  means  additional  to  the 
expansion  of  Single  Occupant  Vehicle  (SOV)  capacity  including  the  development  of 
High  Occupancy  Vehicle  (HOV)  facilities;  operational  improvements  via  new  tech- 
nologies; and  Transportation  Demand  Management  (TDM).  The  purpose  should  be  to 
meet  demand  requirements  while  maintaining  or  reducing  total  vehicle  trips  and 
emissions  during  critical  periods;  and  to  determine  which  demand  management 
strategies  would  be  both  effective  and  feasible. 
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3.  The  majority  of  freight  traffic  in  New  England  is  carried  by  motor  carriers.  The 
industry  faces  a  range  of  pressures  including  competition  within  and  outside  the 
industry;  increasing  emphasis  on  "just-in-time"  delivery;  and  increasing  highway 
congestion.  New  England  should  examine  the  development  of  a  consistent  approach 
to  commercial  vehicle  registration  which  will  minimize  regulatory  barriers  and  inef- 
ficiencies between  states,  and  incorporate  commercial  vehicle  operational  issues  into 
ITS  planning.  Considerations  include  the  critical  role  played  by  the  motor  carrier 
industry  in  the  New  England  economy. 

4.  Define  intercity  bus  services  which  may  be  essential  to  rural  mobility  and  develop 
strategies  for  their  maintenance;  evaluate  the  potential  for  enhanced  intercity  bus 
commuter  services  to  urban  areas  in  conjunction  with  the  development  of  HOV 
facilities;  and  provide  better  scheduling  coordination  with  urban  transit  services  and 
other  modes  as  necessary. 


■   3.3  Railroads 


1.  Maintain  and  enhance  the  Northeast  Corridor  and  other  main  line  passenger  and 
freight  transportation  service. 

2.  The  role  of  railroads  in  providing  a  land  bridge  between  seaport  connections  is  a  major 
issue  affecting  the  future  role  of  both  New  England  port  and  rail  freight  facilities.  This 
will  likely  require  providing  double-stack  clearances  over  railroad  tracks  on  key 
routes,  which  will  impact  highway  programs  as  well.  Market  forces  affecting  the 
shipping  industry  will  have  a  major  impact  on  the  growth  of  demand  for  these  facil- 
ities; examples  include  the  preference  of  the  automobile  industry  to  concentrate 
shipments  at  a  small  number  of  major  centers,  and  the  increasing  growth  of  the 
Southeast  Asian  market  with  a  shipping  orientation  through  the  Suez  Canal  to  East 
Coast  ports. 

3.  In  addition  to  the  intermodal  market  for  railroad  freight  service,  another  potential 
growth  market  which  has  been  identified  is  the  shipment  of  waste  material.  With  the 
closure  of  local  landfills,  there  are  growing  opportunities  for  longer  distance  (i.e., 
railroad  competitive)  movements  to  reclamation  or  disposal  sites.  In  New  England, 
the  waste  paper  industry  may  be  a  major  destination  of  this  market  for  this  type  of 
commodity. 

4.  There  is  considerable  interest  in  the  expansion  of  commuter  rail  services,  many  of 
which  serve  more  than  one  state.  Multi-state  financing  is  a  particularly  critical  issue, 
as  is  the  sharing  of  facilities  also  used  by  intercity  passenger  and  freight  services. 

5.  There  are  many  projects  and  studies  underway  for  the  implementation  of  interstate 
high  speed  ground  transportation  facilities  in  the  Boston-New  York- Washington- 
Portland  corridor  and  Boston- Albany  corridor.  The  interrelationship  of  these  services 
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with  commuter  air  service  and  interstate  auto  travel  is  critical  in  determining  an 
appropriate  investment  strategy  for  the  region. 

6.  Many  rail  facilities  in  New  England  still  face  the  threat  of  abandonment  due  to  under- 
utilization.  These  facilities  often  provide  the  only  rail  service  to  existing  manu- 
facturing operations.  The  development  of  an  abandonment  strategy  and  identification 
of  a  core  New  England  rail  network  worth  preserving  is  an  issue  of  regional  signifi- 
cance. 

7.  The  provision  of  an  interconnected  passenger  rail  system  within  New  England  and 
between  New  England  and  the  larger  Amtrak  system  is  of  regional  significance. 

8.  Cross-Hudson  rail  freight  capacity  including  a  possible  new  connection  is  of  regional 
significance  in  the  maintenance  of  a  viable  New  England  rail  freight  service  integrated 
with  national  service,  particularly  with  respect  to  expanded  intermodal  traffic. 

9.  Overlapping  operational  responsibilities  on  rail  corridors  with  multiple  users  are  a 
major  jurisdictional  issue. 

10.  The  apparent  ISTEA  prohibition  on  the  use  of  FHWA  funds  for  a  variety  of  rail  freight 
improvements  is  a  regional  issue  which  requires  clarification  by  the  federal  gov- 
ernment. 


■  3.4  Airports 


1.  Ground  access  to  airports  is  a  critical  intermodal  issue  which  is  a  major  factor  in  the 
potential  regional  role  which  an  airport  can  play.  This  issue  is  most  critical  today  at 
Logan  Airport.  A  related  issue  is  the  prohibition  on  the  use  of  passenger  facility 
charges  for  ground  transportation  services  indirectly  related  to  airport  operations. 

2.  The  growth  of  airport  demand  is  inversely  related  to  the  development  of  high  speed 
ground  transportation  services,  which  will  in  turn  impact  the  capacity  requirements  of 
some  New  England  airports  in  the  future. 

3.  The  development  of  a  regional  air  transportation  system,  which  may  or  may  not 
involve  a  single  second  major  regional  airport  or  a  system  of  smaller  regional  airports, 
is  clearly  of  regional  significance.  Related  to  this  issue  is  commuter  access  to  Logan 
Airport  from  smaller  New  England  airports  for  access  to  national  and  international 
long-haul  service. 

4.  Bradley  International  Airport  in  Windsor  Locks,  Connecticut  is  an  under-utilized 
facility  which  represents  the  second  largest  airport  in  the  region  with  twice  as  many 
annual  enplanements  as  the  next  busiest  facilities  (Bangor  and  Providence)  and  four 
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times  as  many  as  any  other  facility.  Maximizing  its  potential  role  in  the  regional  air 
transportation  system  is  an  important  issue. 

5.  The  route  and  fare  structures  available  to  New  England  residents  and  businesses  affect 
issues  of  economic  growth  and  consumer  choice.  The  airport  surveys  conducted  in  the 
inventory  phase  indicated  relative  satisfaction  with  the  route  system  but  some  concern 
with  fare  structure.  The  latter  could  be  improved  through  the  development  of  low 
cost  carriers  serving  short-haul  markets.  While  the  growth  of  such  carriers  is  primarily 
market-driven.  New  England  needs  to  position  itself  through  a  regional  air  trans- 
portation strategy  to  take  maximum  advantage  of  such  developments. 

6.  The  impact  of  industry-wide  market  trends  such  as  larger  aircraft  serving  major  hubs 
and  smaller  aircraft  serving  other  destinations,  the  decline  of  general  aviation, 
reduction  in  industry  operating  costs,  the  growth  of  commuter  and  international 
traffic,  and  FAA  technology  improvements  in  Air  Traffic  Control  (ATC)  will  impact 
New  England  decisions  regarding  airport  capacity. 

7.  Fimding  of  capital  improvement  projects  and  operating  subsidies  are  key  concerns  for 
airports,  in  particular  the  uncertain  future  of  the  Airport  Improvement  Program  (AIP) 
and  the  Essential  Air  Service  (EAS)  Program. 


■   3.5  Ports 


1.  As  identified  above,  intermodal  rail  connections  are  critical  to  the  future  of  New 
England  ports. 

2.  The  ability  to  expand  port  capacity  is  impacted  by  environmental  controversies  over 
harbor  dredging. 

3.  New  international  trade  agreements,  and  market  trends  in  the  shipping  industry,  will 
have  major  impacts  on  the  development  of  port  strategies. 

4.  The  vast  majority  of  cargo  (90  percent)  which  passes  through  New  England  ports  are 
imported  fuel  products.  While  this  market  may  slowly  decline  due  to  greater  reliance 
on  cleaner  burning  fuels  and  the  introduction  of  more  energy  efficient  vehicles 
individual  markets  remain  strong.  The  future  of  the  ports  is  really  dependent  on  what 
happens  with  the  other  10  percent  of  cargo,  and  this  will  be  the  focus  of  NETI.  Of  this 
10  percent,  the  key  elements  are  those  cargos  which  are  competitive  in  nature  and  can 
readily  shift  among  ports  as  compared  to  those  which  are  largely  dependent  on  a  local 
hinterland  market. 

5.  In  addition  to  gross  tonnage,  passenger  volume  and  the  dollar  value  of  cargo  should 
also  be  considered  in  evaluating  the  role  of  New  England  ports. 
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6.  Water  passenger  services  should  be  encouraged  for  their  role  in  enhancing  local 
tourist  markets  and  providing  essential  transportation  connections. 

7.  The  development  of  a  regional  port  strategy  which  focuses  on  maximizing  New 
England  port  activity  vis-a-vis  other  regions  and  modes  rather  than  on  intraregional 
competition,  is  a  critical  NETI  issue. 


■  3.6  Trends  in  Commuter  Behavior 


Changing  demographic  patterns,  in  combination  with  specific  work-related  trends  which 
can  be  encouraged  as  a  matter  of  public  policy  such  as  telecommuting  and  other  flexible 
work  arrangements,  has  the  potential  to  significantly  impact  regional  travel  growth  in 
positive  ways  so  as  to  reduce  congestion  and  hence  the  need  for  future  capacity  expansion 
projects. 


■  3.7  Economic  Vitality 


1.  A  more  efficient  and  time-sensitive  transportation  system  is  desirable  to  meet  the  "just- 
in-time"  delivery  requirements  of  the  manufacturers  of  high  tech  and  other  smaller, 
lighter  goods  which  are  increasingly  replacing  the  traditional  heavy  industry  manu- 
facturing base. 

2.  Better  external  connections  are  required  to  take  advantage  of  export  opportunities 
generated  by  the  changing  international  trade  climate,  the  continued  increase  in  tourist 
traffic  into  the  region,  and  increases  in  frequent  business  travel  into  and  out  of  the 
region. 

3.  The  increase  in  tourist  traffic  also  drives  the  need  for  improvements  to  local  access 
facilities  which  may  experience  severe  seasonal  peaking  requirements. 

4.  The  development  of  new  internal  "cluster"  industries,  such  as  biotechnology,  requires 
improved  intraregional  transportation  systems. 

5.  The  continued  growth  in  population,  employment,  and  economic  activity,  though 
projected  to  be  slower  than  during  the  past  two  decades  in  New  England  and  slower 
than  for  the  nation  as  a  whole  over  the  next  two  decades,  will  nevertheless  substan- 
tially increase  demand  for  transportation  services.  The  greatest  numerical  increases 
will  occur  in  southern  New  England  where  transportation  systems  are  today  the  most 
congested.  The  greatest  proportional  increases  will  occur  in  northern  New  England 
where  facilities  are  in  general  less  congested  but  also  less  robust. 
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■  3.8 


Air  Quality  and  Energy 


1.  The  critical  pollutant  of  regional  significance  is  ozone  since  its  concentration  is  im- 
pacted by  transport  over  wide  areas,  and  it  represents  the  most  serious  non-attainment 
problem  in  New  England. 

2.  In  the  past  decade,  gains  in  vehicle  efficiency  have  been  partially  offset  by  increases  in 
vehicle  miles  traveled.  It  may  be  desirable  to  develop  a  regional  clean  and  alternative 
vehicle  fuel  program  which  meets  the  requirements  of  both  CAAA  and  NEPAct,  is 
acceptable  to  industry,  and  for  which  an  infrastructure  of  critical  mass  can  be  created. 


1.  Wetland  and  waterways  protection  remains  an  issue  of  regional  significance  given  its 
broad  impact  on  transportation  investment  decision  making.  Related  issues  include 
stormwater  run-off  into  sensitive  waterways  and  the  pending  reauthorization  of  the 
Clean  Water  Act. 

2.  Land  use  planning  provides  a  major  policy  opportunity  for  shaping  future  trans- 
portation investment  decisions  in  ways  that  can  minimize  growth  in  VMT  and  un- 
necessary SOV  trips  and  promote  more  efficient  freight  movement,  and  thus  assist  in 
achieving  compliance  with  CAAA  mandates.  Transportation  decisions  could 
potentially  help  to  develop  new  land  use  patterns,  while  being  sensitive  to  patterns 
which  may  want  to  emerge  for  other  reasons.  Transportation  planning  has  the  poten- 
tial to  promote  regional  considerations,  which  in  turn  could  promote  a  different 
pattern  of  land  use  development. 

3.  Aesthetics  and  quality  of  life  issues  are  increasingly  critical  in  transportation  decision 
making  as  New  England  continues  its  transformation  from  a  manufacturing  to  a 
service-based  economy.  This  includes  those  characteristics  which  help  to  define  the 
New  England  environment  for  residents  and  visitors,  including  personal  mobility; 
rural,  suburban  and  urban  lifestyles;  traditional  town  centers;  rural  vistas;  historic 
places;  and  recreational  facilities. 
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■  4.1  Institutional 


Three  federal  laws  passed  in  the  1990s  are  critical  in  defining  the  present  focus  of  trans- 
portation planning  activities  in  the  region  -  the  1991  Intermodal  Surface  Transportation 
Efficiency  Act  (ISTEA);  the  1990  Clean  Air  Act  Amendments  (CAAA);  and  the  1992 
National  Energy  Policy  Act  (NEPAct).  In  defining  what  is  meant  by  a  "current  policies" 
alternative  scenario,  these  laws  have  created  a  very  different  definition  than  what  would 
have  been  the  case  in  the  late  1980s.  Because  these  laws  are  still  relatively  new  and  not  yet 
completely  implemented,  their  full  implications  are  not  always  fully  understood.  Further, 
the  regulatory  process  remains  dynamic.  Therefore,  the  development  of  a  "current  policies" 
scenario  was  more  challenging  than  would  have  previously  been  the  case. 

ISTEA  differs  from  previous  transportation  authorization  legislation  in  its  strengthened 
emphasis  on  the  statewide  and  Metropolitan  Planning  Organization  (MPO)  planning 
process;  in  providing  states  with  an  increased  ability  to  shift  funding  among  modes  and 
regions;  in  more  strongly  emphasizing  the  importance  of  intermodal  connections;  and  in 
requiring  that  states  develop  six  transportation  management  systems  in  the  areas  of 
pavements,  bridges,  safety,  congestion,  intermodal,  and  public  transit. 

The  Clean  Air  Act  Amendments  (CAAA)  established  the  Ozone  Transport  Commission 
(OTC)  consisting  of  twelve  Northeast  states  (including  all  of  New  England)  and  the  District 
of  Columbia,  and  empowered  the  OTC  to  petition  EPA  for  the  imposition  of  mandatory  air 
quality  strategies  on  the  region.  As  a  result,  the  OTC  petitioned  EPA  to  impose  a  Low 
Emitting  Vehicle  (LEV)  program.  This  has  become  a  major  element  in  the  NETI  analysis 
and  Plan  of  Cooperation. 

The  CAAA  also  contains  a  clean  fuels  program  for  vehicle  fleets  in  certain  geographic 
areas;  schedules  for  the  submission  of  State  Implementation  Plans  (SIPs)  demonstrating 
achievement  of  targeted  reductions  in  hydrocarbon  emissions;  demonstration  that  state 
transportation  plans  conform  with  the  SIP  goals  for  mobile  source  emissions;  a  requirement 
that  emissions  associated  with  growth  be  offset  by  mitigation  measures  in  the  SIP;  and  the 
imposition  by  EPA  of  sanctions  on  federal  highway  funds  if  a  state  is  found  to  be  in  non- 
compliance with  provisions  of  the  Clean  Air  Act. 

The  CAAA  is  clearly  a  major  element  in  transportation  planning  today,  and  was  the  focal 
point  of  much  NETI  analysis  and  discussion  in  regard  to  long-term  projections  of  growth  in 
Vehicle  Miles  Traveled  (VMT)  and  its  relative  impact  on  air  quality  in  comparison  to 
potential  changes  in  vehicle  technology. 
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The  National  Energy  Policy  Act  (NEPAct)  contains  a  requirement  for  the  use  of  alternative 
fuels  (i.e.,  non-gasoline  powered  vehicles)  in  vehicle  fleets  which  is  similar  but  not  identical 
to  the  clean  fuels  requirement  of  the  CAAA.  The  combination  of  the  two  acts,  as  well  as 
New  England's  air  quality  issues  and  traditional  dependence  on  imported  petroleum  pro- 
ducts, spurred  the  interest  of  the  NETI  participants  in  the  development  of  a  regional 
approach  to  addressing  these  issues. 

Other  laws  which  are  more  modal-specific  are  addressed  in  the  following  sections  where 
appropriate. 


■  4.2  Highways 


The  analysis  of  highway  operations  in  the  region  focused  on  the  National  Highway  System 
(NHS)  as  submitted  to  Congress  by  the  U.S.  Department  of  Transportation.  The  NHS  was 
established  by  ISTEA  to  provide  an  interconnected  system  of  principal  arterial  routes 
which  will  serve  major  population  centers,  international  border  crossings,  ports,  airports, 
public  transportation  facilities,  other  intermodal  transportation  facilities  and  other  major 
travel  destinations;  meet  national  defense  requirements;  and  serve  interstate  and  inter- 
regional travel.  The  NHS  consists  of  those  Interstate  and  other  U.S.  and  state  roadways 
which  serve  these  functions.  The  complete  New  England  NHS  system  is  shown  in 
Figure  4.1. 

The  focus  of  the  NETI  highway  analysis  was  on  determining  congestion  levels  on  interstate 
highways  and  other  NHS  routes  of  regional  significance  under  different  assumptions  about 
the  growth  in  Vehicle  Miles  Traveled  (VMT).  Maximum  service  flow  rates  were  calculated 
based  on  the  number  of  lanes,  lane  widths,  design  speed,  truck  percentage,  and  the  devel- 
opment environment.  Recent  annual  average  daily  traffic  volumes  and  peak  hour  factors 
were  used  to  determine  volume  to  capacity  (v/c)  ratios  for  peak  hour  traffic  for  individual 
roadway  segments.  V/C  ratios  in  excess  of  0.9  were  considered  congested. 

Figures  4.2  and  4.3  show  areas  of  existing  peak  hour  congestion  on  New  England  interstate 
highways  and  a  limited  number  of  other  NHS  routes  which  serve  regional  or  interstate 
functions.  It  should  be  noted  that  congestion  may  also  exist  on  other  NHS  routes  due  to 
1)  seasonal  variations  in  traffic  volume;  2)  the  routes  are  primarily  intrastate  in  nature  and 
thus  not  shown;  or  3)  different  results  can  be  obtained  by  the  application  of  different 
methodologies. 

As  shown  in  Figures  4.2  and  Figure  4.3,  congestion  exists  today  on  1-95  in  Connecticut, 
Rhode  Island,  and  Massachusetts  (MA  128);  1-91,  1-84,  and  the  Merritt  Parkway  in 
Connecticut;  1-93  in  Massachusetts  and  New  Hampshire;  and  US  3/Everett  Turnpike  in 
Massachusetts  and  New  Hampshire  respectively.  Twenty  (20)  percent  of  existing  interstate 
highway  miles  are  congested;  12  percent  of  all  NHS  miles  exclusive  of  Massachusetts  are 
congested;  and  7  percent  of  all  Massachusetts  NHS  miles  are  congested. 
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Figure  4.1  Interstate  Highways  and  NHS  Routes 
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Figure  4.3  Highway  Congestion  -  Existing  Conditions,  Boston 
Metropolitan  Area 
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While  few  new  highways  are  planned  in  the  New  England  region,  there  are  plans  for 
capacity  expansion  or  operational  improvements  to  several  of  the  congested  routes 
identified  above  (as  well  as  to  other  routes  not  discussed  here).  These  include  the  fol- 
lowing: 

•  1-90  extended  eastward  to  Logan  Airport  via  Third  Harbor  Tunnel; 

•  1-93  expanded  from  six  to  eight  lanes  in  downtown  Boston  (Central  Artery  Project); 

•  MA  128  (I-95/I-93)  expanded  from  six  to  eight  lanes  (either  SOV  or  HOV); 

•  rrS  projects  in  Boston  metropolitan  region  and  on  1-95  in  Connecticut; 

•  1-93  expanded  from  four  to  six  lanes  from  Manchester  to  MA  border; 

•  US  3/F.E.  Everett  Turnpike  expanded  from  four  to  six  lanes  in  MA  and  NH; 

•  ITS  and  TDM  projects  on  the  Maine  Turnpike  south  of  Brunswick; 

•  1-84  expanded  from  four  to  six  lanes  between  Waterbury  and  1-691,  and  extension  of 
HOV  facilities;  and 

•  Construction  of  VT  289  (Chittenden  County  Circumferential  Highway)  in  the 
Burlington  area. 

In  addition  to  this  general  analysis  of  highway  operations,  NETI  also  examined  issues 
related  to  motor  carrier  operations  -  bus  and  truck.  Routes  of  six  major  regional  bus  car- 
riers are  shown  in  Figure  4.4.  Major  bus  hubs  are  located  in  Boston,  Hartford,  Providence 
and  White  River  Junction.  Smaller  hubs  include  Concord,  Bangor  and  Springfield. 

Buses  provide  intercity,  commuter,  and  charter  services.  While  the  latter  two  types  of 
operations  are  generally  growing,  intercity  bus  service  has  been  in  a  long  period  of  decline 
resulting  in  the  abandonment  of  many  rural  connections.  In  1963,  30  percent  of  national 
intercity  travel  was  on  buses;  by  1981,  this  figure  had  dropped  to  12  percent.  The  number 
of  locations  served  dropped  from  17,000  in  1968  to  12,000  in  1982  to  6,000  in  1991.  In  1982, 
the  Bus  Regulatory  Reform  Act  reduced  the  authority  of  the  Interstate  Commerce  Com- 
mission (ICC)  and  state  regulatory  agencies  and  allowed  bus  companies  greater  flexibility 
to  set  fares,  enter  markets  and  discontinue  unprofitable  service.  A  result  has  been  healthy 
competitive  growth  in  the  commuter  and  charter  markets  and  the  abandonment  of  intercity 
services  in  rural  areas. 

Several  New  England  states  have  attempted  to  redress  this  situation.  ISTEA  permits  states 
to  spend  15  percent  of  Section  18  rural  transportation  funds  on  intercity  services.  Maine 
and  Massachusetts  provide  operating  and  capital  assistance;  and  Massachusetts  provides 
terminal  construction  assistance.  Vermont  uses  rural  ridematch  services  provided  by 
transit  agencies  to  provide  intercity  access  to  transportation  disadvantaged  residents  of 
rural  areas.  New  Hampshire  is  constructing  park  and  ride  facilities  for  commuter  bus 
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Figure  4.4  Intercity  and  Commuter  Bus  Routes 
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operations.  Massachusetts  and  Connecticut  have  extensive  HOV  construction  programs  in 
the  Boston  and  Hartford  areas. 

Trucks  are  the  dominant  mode  of  freight  transportation  in  New  England.  In  1991,  80  per- 
cent of  manufactured  freight  moved  in  the  region  was  by  truck,  an  increase  of  37  percent 
from  the  66  percent  carried  in  1982.  During  this  period,  the  rail  share  dropped  from  12 
percent  to  6  percent;  waterborne  movements  dropped  from  22  percent  to  13  percent;  and 
the  air  share  remained  stable  at  1  percent.  All  of  the  80  largest  manufacturers  in  the  region 
use  trucks  as  at  least  part  of  their  goods  movement  strategy.  A  significant  imbalance  exists 
between  inbound  and  outbound  freight  movements  in  the  region,  due  to  its  location  at  one 
end  of  the  national  transportation  infrastructure.  As  such,  a  far  greater  amount  of  goods  is 
shipped  into  the  region  than  leaves  the  region. 

In  addition  to  providing  direct  point-to-point  service,  the  trucking  industry  also  supports 
the  movement  of  freight  by  other  modes.  For  example,  one  of  the  primary  growth  areas  for 
rail  in  New  England  is  in  intermodal  containerized  and  piggybacked  freight  which  are 
"truck  dependent."  Unlike  other  U.S.  regions,  very  few  containers  in  New  England  are 
placed  directly  from  ship  onto  rail  cars  for  shipment  without  drayage  by  truck.  The 
principal  container  facilities  in  New  England  are  in  Boston;  trucks  move  these  containers  to 
their  final  destinations.  Even  goods  which  move  primarily  via  air  freight  are  transported  to 
and  from  air  cargo  facilities  by  truck. 

Trucking  companies  operating  in  multiple  states  are  subject  to  different  regulations  and 
taxation  policies  in  each  state.  While  the  New  England  states  are  attempting  to  achieve 
greater  uniformity,  the  issue  of  regulatory  complexity  and  inconsistency  remains  sig- 
nificant. Other  issues  facing  the  industry  include  competitive  pressures;  the  increased 
importance  on  customer  service  such  as  the  introduction  of  just-in-time  manufacturing  and 
distribution  systems;  increasing  roadway  congestion;  and  institutional  resistance  within 
both  the  industry  and  the  public  sectors  to  changes  in  business  and  regulatory  procedures 
and  in  the  introduction  of  Intelligent  Transportation  System  (ITS)  technologies  which  are 
oriented  toward  the  removal  and  standardization  of  regulatory  barriers  and  procedures. 


■  4.3  Railroads 


There  are  31  railroads  which  own  or  operate  railroad  lines  in  New  England.  The  complete 
New  England  rail  network  is  shown  in  Figure  4.5.  There  are  seven  large  regional  carriers 
which  formed  the  focus  of  the  NETI  study:  Amtrak,  Conrail,  Guilford  Transportation 
Industries,  Canadian  Pacific,  Bangor  and  Aroostook,  Central  Vermont,  and  Providence  and 
Worcester.  In  addition,  two  public  agencies  -  the  Massachusetts  Bay  Transportation 
Authority  (MBTA)  and  the  Connecticut  Department  of  Transportation  -  own  substantial 
commuter  rail  networks  in  the  Boston  metropolitan  area  and  southwest  Connecticut 
respectively.  These  systems  are  operated  under  contract  by  Amtrak  in  Massachusetts  and 
by  the  Metro  North  Railroad  in  Connecticut.  Intercity  passenger  service  in  the  region  is 
operated  by  Amtrak  and  includes  Shore  Line  service  between  Boston,  New  York  City  and 
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Figure  4.5  New  England  Railroad  Network 
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points  south;  Inland  Route  service  from  Boston  to  points  west  and  south  via  Springfield 
and  Hartford;  and  the  Montrealer  (now  programmed  for  elimination)  from  NYC  to 
Montreal  via  New  London  and  points  in  Massachusetts  and  Vermont.  An  increasing 
number  of  small  tourist  and  specialty  trains  are  also  operated  by  private  interests. 

The  approved  Northeast  Corridor  Transportation  Plan  (NCTP)  will  provide  three-hour 
service  between  Boston  and  NYC  via  electrification  from  New  Haven  north;  procurement 
of  high  speed  train  sets;  and  related  infrastructure  improvements  including  track,  bridges, 
and  signal  systems.  A  21  percent  increase  in  total  intercity  travel  between  Boston,  NYC, 
and  intermediate  points  is  forecast  for  the  year  2010,  or  about  one  percent  annually.  The 
NCTP  improvements  and  increasing  highway  and  airport  congestion  will  increase  rail's 
share  of  the  market  from  5.9  percent  today  to  16.8  percent. 

The  states  of  Massachusetts  and  New  York  are  conducting  a  study  of  high  speed  rail 
options  between  Boston  and  Albany.  Plans  have  been  approved  for  the  extension  of 
passenger  rail  service  from  Boston  to  Portland  but  implementation  may  be  delayed  due  to 
changes  in  the  political  climate.  Due  to  systemwide  budget  constraints,  Amtrak  has 
armounced  plans  to  terminate  the  Montrealer,  and  to  suspend  nearly  all  Boston-Springfield 
Inland  Route  service.  Massachusetts  and  Connecticut  continue  to  expand  and  make 
operational  improvements  in  their  commuter  rail  systems,  while  Vermont  has  plans  for 
development  of  commuter  rail  service  to  Burlington  and  a  tourist  train  loop. 

In  1992,  the  six  New  England  states  generated  27.4  million  tons  of  rail  freight  traffic. 
Reflecting  the  region's  status  as  a  consumer  of  raw  materials  and  finished  products, 
terminating  tonnage  accounted  for  72  percent  of  this  volume.  Two  categories  deemed  to  be 
areas  of  exceptional  growth  opportunities  were  Intermodal  and  Waste  N4aterials.  The  NETI 
project  focused  on  Intermodal  freight  movements  of  regional  significance.  Intermodal 
freight  movements  are  driven  by  advances  in  container  technologies  requiring  higher 
overhead  clearances  for  double  stack  container  cars  or  tri-level  auto  carriers.  The  older 
infrastructure  of  New  England's  roads  and  bridges  presents  a  particular  challenge  in  this 
regard.  Alternative  technologies  are  also  being  developed  such  as  RoadRailer  operations 
which  entail  the  use  of  special  rubber-tired  truck  trailers  that  are  fitted  onto  rail  wheel  sets 
and  combined  with  other  units  to  form  a  train  with  truck  bodies  carrying  in-train  forces. 

Double  stack  and  similar  technologies  provide  an  opportunity  for  New  England  to  shift 
some  long-haul  truck  deliveries  to  intermodal  rail/truck;  and  for  New  England  ports  to 
handle  exports  from  the  Northeast  and  Midwest,  and  to  participate  in  land  bridge  traffic 
involving  the  transshipment  of  goods  between  Europe  and  Asia.  There  is  presently  no 
double  stack  rail  access  to  any  New  England  port,  with  service  extending  as  far  east  as 
Worcester.  Massachusetts  has  proposed  a  program  to  extend  double  stack  access  to  Beacon 
Yards  in  Boston  which  would  still  require  truck  drayage  to  the  port  itself,  and  to  increase 
vertical  clearances  on  both  the  Conrail  Mainline  and  Guilford  line  west  of  Worcester  and 
Ayer  respectively  to  accommodate  the  new  generation  of  containers.  Rhode  Island  is 
proposing  construction  of  a  third  track  and  improved  vertical  clearances  on  the  Amtrak 
Shore  Line  between  Kingston  and  Providence  to  accommodate  double  stack  container  and 
tri-level  auto  carrier  service  to  the  Port  of  Davisville.  Vermont  is  proposing  to  eliminate  a 
single  impediment  to  double  stack  service  on  the  Central  Vermont  line  in  Bellows  Falls.  As 
shown  by  the  sample  network  in  Figure  4.6,  these  changes  plus  possible  RoadRailer  service 


4-10 


Cambridge  Systematics,  Inc. 


NETI  Final  Report 


Figure  4.6  Potential  Rail  Freight  Improvements 
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in  Connecticut  could  create  a  regionally  integrated  double  stack  network.  Local  short-lines 
could  be  connected  to  this  or  similar  networks  to  benefit  all  states. 


■  4.4  Airports 


There  are  over  600  commercial  and  general  aviation  airports  in  the  New  England  region,  of 
which  24  have  significant  levels  of  scheduled  passenger  service.^  The  NETI  study  focused 
on  nine  airports  which  were  judged  to  be  of  regional  significance.  The  total  annual  en- 
planements  for  each  selected  airport  are  shown  in  Figure  4.7  and  the  regional  share  of 
annual  enplanements  accounted  for  by  each  airport  are  shown  in  Figure  4.8.  Seven  of  these 
airports  -  Logan  (Boston),  Bradley  (Hartford),  Bangor,  Green  (Providence),  Portland, 
Manchester,  and  Burlington  account  for  95  percent  of  all  regional  enplanements.  Two  other 
airports  -  Pease  (NH)  and  Worcester  —  were  identified  by  their  respective  states  as  being  of 
regional  significance  even  though  current  enplanements  are  small.  Logan  Airport  accounts 
for  61  percent  of  all  regional  enplanements  and  Bradley  accounts  for  13  percent.  Since  most 
air  freight  travels  in  the  cargo  bays  of  passenger  aircraft,  the  distribution  of  freight  traffic  is 
similar.  The  one  potential  exception  is  the  dedicated  fleets  of  the  various  overnight  and 
express  package  ser\'ices. 

The  major  issue  of  regional  significance  is  the  region's  overdependence  on  Logan  Airport 
which  experiences  significant  air  and  ground-side  congestion  while  most  other  facilities  are 
underutilized.  As  shown  in  Figure  4.9,  while  Logan  accommodates  3.5  trips  per  service 
area  population,  the  New  England  wide  average  is  2.2  and  all  of  the  other  second-tier  air- 
ports except  Burlington  fall  below  the  average.  Thus,  it  is  not  surprising  that  the  focus  of 
airport  improvements  in  the  region  is  on  terminal  and  ground  access  facilities  rather  than 
expansion  of  air  side  capacit}'. 

The  focus  of  airport  planning  efforts  in  the  region  has  shifted  during  the  course  of  the  NETI 
study  from  the  potential  for  development  of  a  major  second  regional  airport  to  strategies 
for  more  efficiently  distributing  demand  to  existing  underutilized  facilities.  Major 
improvement  projects  are  either  planned  or  underway  at  Bradley,  Green,  and  Manchester. 
Of  particular  importance  to  northern  New  England  states  is  dependence  on  low  volume 
commuter  flights  to  Logan  for  access  to  the  rest  of  the  national  air  space  system,  and  the 
competition  between  their  access  requirements  and  Logan's  role  as  the  major  long-haul 
national  and  international  gateway  in  the  region.  Because  of  the  continuing  importance 
of  Logan  to  the  New  England  air  transportation  system,  the  Logan  2000  program  for 
modernization  of  the  facilities  has  regional  significance.  The  Logan  2000  program  includes 
projects  designed  to  provide  capacity  for  the  entire  region  through  expansion  of  the  inter- 
national arrivals  terminal.  Terminal  E,  development  of  a  west  garage  to  consolidate  auto 
parking,  replacement  of  Terminal  A  with  a  larger  terminal  better  integrated  with  the 
terminal  system  and,  finally,  development  of  a  people  mover  system  to  tie  all  the  terminal 
areas  together. 


1/    Since  completion  of  the  Inventory,  Rockland,  Maine  has  become  the  twenty-fourth  airport  to 
offer  scheduled  services. 
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Figure  4.7  New  England  Airports  -  Total  Annual  Enplanements 
by  Location  (Thousands) 


Presque  Me 


Bangor 

Bar  Hartxx 


Augusta  ^jjl 
Rockland  0( 


PortlarxJ 


Wsi 

"Groton-New  Lofxlon 
Block  Island 


Prov^c«town 


nis 

a's  Vineyard 
Nantucket 


Total 

Enplanements 

• 

0  to  20 

B 

20  to  40 

A 

4-0  to  80 

★ 

80  to  400 

400  to  1  .000 

Above  1.000 

Miles 


0       20  40 


Cambridf^e  Sxjstematics,  Inc. 


4-13 


NETI  Final  Report 


Figure  4.8  New  England  Airports  -  Regional  Share  of  Total  Annual 
Enplanements 
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Figure  4.9  Air  Trips  per  Service  Area  Population 
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■  4.5  Ports 


The  NETI  study  focused  on  12  ports  as  being  of  regional  significance  based  on  total  tonnage 
handled  or  self-definition  by  the  states.  The  ports  are  as  follows: 

•  Maine:  Eastport,  Searsport,  Portland; 

•  New  Hampshire:  Portsmouth; 

•  Massachusetts:  Boston,  New  Bedford,  Fall  River; 

•  Rhode  Island:  Providence,  Davisville;  and 

•  Connecticut:  New  London,  New  Haven,  Bridgeport. 

In  addition,  Burlington,  Vermont,  while  not  an  ocean  port,  handles  freight  and  passenger 
traffic  across  Lake  Champlain. 

Figure  4.10  shows  the  annual  tonnage  of  these  ports.  The  primary  function  of  New 
England  ports  is  the  importation  of  petroleum  and  other  fuel  products.  As  shown  in 
Figure  4.11,  91  percent  of  all  imports  fall  into  these  categories.  As  shown  in  Figure  4.12,  the 
New  England  ports  serve  primarily  an  importation  role.  For  the  purposes  of  the  NETI 
study,  the  importation  of  fuel  products  was  accepted  as  a  given  with  the  future  role  of  New 
England  ports  being  dependent  on  the  growth  of  other  import  and  export  markets.  Cur- 
rently, ninety-five  percent  of  North  Atlantic  general  cargo  trade  goes  through  one  of  four 
ports:  New  York/New  Jersey,  Philadelphia,  Norfolk  and  Baltimore. 

Boston  and  Portland  are  the  primary  container  ports  in  New  England  serving  mainly  re- 
gional hinterland  markets  rather  than  national  or  land  bridge  trade.  Rhode  Island  plans 
call  for  Davisville  to  become  a  major  container  facility.  Boston  and  Davisville  are  the  major 
importation  points  for  autos  coming  into  the  region.  Other  ports  have  focused  on  par- 
ticular niche  markets  such  as  Eastport  (exportation  of  Maine  wood  products);  New  Bedford 
(exportation  of  fish  products);  and  Bridgeport  (importation  of  fresh  fruits). 

New  England  ports  face  several  challenges  in  competing  with  other  East  Coast  ports  in- 
cluding lack  of  double  stack  rail  access;  inadequate  dredging  depths  for  accommodating 
the  new  generation  of  container  ships;  trends  in  the  shipping  industry  for  consolidation  at  a 
few  key  ports;  and  high  relative  labor  costs.  Positive  attributes  include  one  day  closer 
sailing  to  Europe  and  less  land  side  congestion  than  in  the  New  York  City  area. 
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Figure  4.10  New  England  Ports  -  Annual  Tonnage  by  Location 
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Figure  4.11  New  England  Imports,  1991  -  All  Commodities 
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■  4.6  Trends  in  Commuter  Behavior 


During  the  last  four  decades.  New  England,  like  the  rest  of  the  United  States,  has  become 
more  automobile  oriented.  As  shown  in  Table  4.1,  passenger  Vehicle  Miles  Traveled  (VMT) 
nationally  has  increased  more  than  50  percent  in  three  of  the  last  four  decades,  the  only 
exception  being  the  1970s  when  the  real  price  of  gasoline  significantly  increased.  As  shown 
in  Figure  4.13,  the  growth  in  VMT  has  far  exceeded  the  growth  in  population,  number  of 
drivers,  and  gross  domestic  product.  On  the  other  hand,  as  shown  in  Figure  4.14,  there  has 
been  an  inverse  relationship  between  VMT  growth  and  fuel  cost  per  mile  with  VMT  growth 
slowing  in  the  1970s  as  fuel  prices  increased  and  then  accelerating  again  in  the  1980s  as  real 
fuel  prices  decreased  and  vehicles  became  more  fuel  efficient. 

Table  4.2  shows  that  the  reasons  for  growth  in  VMT  have  changed  over  time.  In  the  1950  to 
1980  period,  automobile  empowerment  occurred  through  increases  in  vehicle  ownership, 
licensed  drivers,  and  corresponding  major  expansion  in  highway  capacity.  In  the  1980s,  the 
increase  is  due  far  more  to  declining  fuel  prices  and  changing  vehicle  utilization  patterns. 
The  latter  reflects  changes  in  underlying  demographic  patterns  including  increases  in 
average  trip  length  due  to  continued  suburbanization,  greater  female  participation  in  the 
work  force,  and  smaller  household  size  reducing  economies  of  scale  in  travel.  The  1980s 
also  saw  high  rates  of  economic  growth,  particularly  in  New  England,  which  also  contrib- 
uted to  the  growth  in  VMT.  Unlike  earlier  periods  of  high  VMT  growth,  the  1980s  did  not 
witness  a  major  expansion  in  highway  capacity  thereby  contributing  to  the  accurate  per- 
ception of  significant  increases  in  congestion  in  rapidly  growing  urban  areas  in  particular. 

These  trends  are  reflected  in  Table  4.3.  Average  persons /household  declined  from  3.15  in 
1969  to  2.56  in  1990  while  workers  per  household  increased  from  1.21  to  1.27.  Vehicles  per 
household  increased  from  1.16  to  1.77;  annual  household  vehicle  trips  increased  from  1,348 
to  1,702;  and  average  trip  length  increased  from  6.1  to  7.7  miles.  Average  vehicle  occu- 
pancy declined  from  a  range  of  1.14  to  1.23  in  1980  to  a  range  of  1.06  to  1.09  in  1990.  In 
New  England,  single  occupant  vehicle  trips  increased  as  a  percentage  of  all  work  trips  from 
60  percent  in  1980  to  76  percent  in  1990,  while  carpooling  declined  from  21  to  11  percent, 
and  transit  use  declined  from  6  to  5  percent.  Clearly,  these  underlying  demographic  trends 
have  counteracted  public  policy  efforts  to  reduce  automobile  dependency. 

Among  available  strategies  for  altering  commuter  behavior,  the  NETI  project  focused  most 
heavily  on  the  potential  of  telecommunications.  The  telecommunications  revolution  has 
greatly  increased  the  ability  of  people  to  work  at  home  at  least  part  of  the  time  through  the 
use  of  computers,  faxes,  modems,  and  electronic  mail  systems,  and  to  reduce  business 
travel  via  teleconferencing.  New  England,  with  its  high  technology  industries  and  high 
percentage  of  service  workers,  would  seem  to  have  the  potential  to  make  maximum  use  of 
these  technologies. 

The  U.S.  Department  of  Transportation  predicts  that  by  the  year  2000,  almost  one-third 
of  paid  work  will  be  done  at  home  and  that  5  to  10  percent  of  the  labor  force  will  be  par- 
ticipating in  telecommuting.  The  Telecommuting  Research  Institute  projects  that  10 
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Table  4.1  Changes  in  Passenger  VMT  and  its  Components 


1950-60 

1960-70 

1970-80 

1980-90 

1950-90 

Vehicle  Miles  Traveled  (billions) 

54% 

56% 

35% 

58% 

414% 

U.S.  Population  16  years  and  Older  (millions) 

12% 

17% 

21% 

12% 

78% 

Percent  Licensed  to  Drive 

24% 

10% 

8% 

2% 

50%, 

Vehicles  per  Licensed  Driver 

10% 

12% 

14% 

5% 

52% 

Annual  Miles  per  Vehicle 

0% 

5% 

-9% 

31% 

26% 

Source:  Paul  Schimek  and  Don  Pickreil,  "Driven  to  Extremes:  The  Explainable  Growth  of  Car  Use  in  the 
1980's,"  Volpe  National  Transportation  Systems  Center,  unpublished  draft,  August  1994. 
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Table  4.2  Contribution  of  Individual  Components  to  Total  Passenger 
VMT  Growth 


Source  of  VMT  Growth 

1950-60 

1960-70 

1970-80 

1980-90 

Population  Growth 

23% 

31% 

59% 

20% 

Increased  Driver  Licensing 

45% 

17% 

21% 

4% 

Rising  Vehicle  Ownership 

20% 

27% 

40% 

9% 

Changing  Vehicle  Utilization 

-1% 

10% 

-25% 

54% 

Subtotal 

87% 

85% 

95% 

87% 

Source:  Paul  Schimek  and  Don  Pickrell,  "Driven  to  Extremes:  The  Explainable  Growth  of  Car  Use  in  the 
1980's,"  Volpe  National  Transportation  Systems  Center,  unpublished  draft,  August  1994. 
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Table  4.3    National  Travel  Statistics 


1969  1983  1990 


Average  Persons /Household  3.15  2.68  2.56 

Workers  per  Household 

Male  0.77  0.69  0.69 

Female  0.44  0.52  0.58 

Total  1.21  1.21  1.27 

Licensed  Drivers /Household  1.65  1.72  1.75 

Vehicles/Household  1.16  1.68  1.77 

Annual  Household  Vehicle  Trips  1,348  1,486  1,702 

Average  Trip  Length  to  Work 

in  Miles  (All  Modes)  NA  6.1  7.7 

Purpose  of  Person  Trips 

Earn  a  Living  21.6% 

Family /Personal  NA  NA  41.5% 

Civic/Education  11.4% 

Social /Recreational  24.8% 

Other  0.7% 


Source:   1990  National  Personal  Transportation  Survey,  1993,  U.S.  DOT. 
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to  20  percent  of  information  sector  employees  will  become  telecommuters  within  the 
next  decade,  reducing  work  trip  VMT  by  between  2.3  percent  and  4.5  percent.  The  1993 
Strategic  Assessment  Report  prepared  by  the  Massachusetts  Aeronautics  Commission 
forecast  that  by  2010  telecommunications  could  replace  up  to  7  percent  of  projected  en- 
planements  at  Logan  International  Airport.  A  1991  study  by  Arthur  D.  Little  estimated  that 
a  10  to  20  percent  trip  substitution  by  telecommunication  would  provide  $23  billion  in 
benefits  of  reduced  emissions,  fuel  savings,  travel  time  and  roadway  maintenance. 

By  the  year  2000, 4.67  million  workers  are  forecast  to  be  employed  within  the  New  England 
finance,  insurance,  real  estate,  services  and  government  sectors.  If  10  percent  of  these 
employees  telecommuted  an  average  of  two  days  per  week,  it  would  result  in  a  2  percent 
reduction  in  single  occupant  vehicle  trips  made  in  the  region. 


■  4.7  Economics 


The  population  of  New  England  is  13.2  million,  of  which  almost  half  is  located  in 
Massachusetts.  Annual  growth  has  averaged  0.9  percent  since  1910  during  which  time  the 
region's  share  of  the  national  population  has  declined  from  7.1  percent  to  5.3  percent.  As 
shown  in  Figure  4.15,  population  is  expected  to  grow  at  a  rate  of  0.4  percent  through  the 
year  2020,  or  about  two-thirds  the  national  rate. 

The  total  number  of  jobs  in  New  England  is  8.2  million,  of  which  50  percent  are  in  the 
service  sector  or  government,  compared  to  40  percent  in  trade  and  manufacturing.  As 
shown  in  Figure  4.16,  the  service  sector's  share  of  total  employment  slightly  exceeds  the 
national  average  and  its  share  is  increasing.  Average  annual  employment  growth  since 
1970  was  2.1  percent  but  forecast  growth  through  2020  is  only  0.7  percent,  again  about  two- 
thirds  the  national  average.  Per  capita  income  is  $16,523,  22  percent  higher  than  the 
national  average  of  $13,595.  By  2020,  with  annual  growth  rates  of  1.2  percent  or  about 
three-fourths  the  national  average,  the  gap  will  narrow  to  13  percent. 

New  England  has  several  economic  advantages  including  the  following: 

•  Strong  institutional  sectors  (universities,  hospitals,  museums,  etc.); 

•  Vibrant  tourism  industry; 

•  Strong  financial  and  business  service  sectors; 

•  Skilled  and  well  educated  work  force;  and 

•  Strong  base  in  knowledge-related  industries. 
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Figure  4.15    Annual  Projected  Economic  Growth  Rates,  1990-2020 
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However,  it  also  faces  significant  economic  challenges,  including  the  following: 

•  Lingering  effects  of  the  recent  deep  recession; 

•  Defense  cutbacks; 

•  Maturing  computer  industry; 

•  High  cost  structure  (much  of  it  climate  related); 

•  Location  in  a  far  corner  of  the  nation  with  high  transportation  costs;  and 

•  Poor  external  connections  both  nahonally  and  internationally. 

Three  areas  of  particular  importance  to  the  region's  economy,  and  to  transportation  invest- 
ment decision  making,  are  defense,  trade,  and  tourism.  As  shown  in  Figure  4.17,  defense 
spending  accounts  for  8  percent  of  gross  state  product  in  Maine  and  4  percent  in  each  of  the 
three  southern  New  England  states.  Since  1989,  defense  contract  awards  in  New  England 
have  declined  by  one-third.  Forecast  levels  of  defense  spending  (not  accounting  for  recent 
discussions  of  renewed  increases  in  defense  spending)  could  result  in  2  to  3  percent  reduc- 
tions in  GSP  in  southern  New  England,  and  even  more  in  Maine. 

Since  1970,  the  value  of  New  England  exports  has  increased  eight  fold  and  imports  ten  fold. 
However,  New  England's  share  of  national  imports /exports  has  declined  slightly.  Exports 
constitute  5  percent  of  GSP  in  Rhode  Island,  Maine,  and  New  Hampshire;  6  to  8  percent 
in  Massachusetts  and  Connecticut;  and  20  percent  in  Vermont  due  to  Canadian  trade. 
Trade  and  services  are  expected  to  account  for  most  of  the  growth  in  employment  in  New 
England  through  2010.  Together,  these  two  sectors  will  expand  by  23  percent,  adding  more 
than  1.1  million  jobs. 

Tourism  is  one  of  the  major  growth  sectors  of  the  economy.  As  shown  in  Figure  4.18,  the 
number  of  hotel  employees  has  doubled  since  1970  and  is  forecast  to  increase  by  another  50 
percent  in  15  years.  Due  to  staffing  efficiencies,  this  is  generally  considered  to  be  an  under- 
estimate of  the  total  growth  of  the  tourism  sector. 

In  summary,  New  England  is  undergoing  an  era  of  major  economic  restructuring  due  to 
the  decline  in  the  regional  computer  industry,  defense  spending  reductions,  corporate 
realignment,  and  the  continuation  of  the  long-term  contraction  in  the  metal,  plastics  and 
textile  industries.  This  decline  has  impacted  supporting  economic  sectors  such  as  real 
estate,  finance,  government  and  services.  Growth  has  continued  in  some  high  technology 
sectors,  tourism,  health,  education,  and  some  service  sectors.  New  England  wages,  cost  of 
living,  and  real  estate  prices  remain  high  relative  to  the  national  average,  but  are  declining 
toward  the  average. 

Since  NETI  began,  the  nation  as  a  whole  has  enjoyed  a  more  robust  recovery  than  many 
had  predicted.  However,  as  reported  in  the  Boston  Globe  on  January  27,  1995,  New 
England's  recovery  has  lagged  behind.  The  long-term  structural  issues  described  above 
remain  inibedded  in  the  New  England  economy.  Major  issues  include  maintaining 
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Figure  4.17  Federal  Defense  Spending,  1992  -  Share  of  GSP  per  State 
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continued  growth  in  the  service  sector  while  preserving  a  critical  mass  of  manufacturing 
jobs;  and  positioning  the  region  to  take  full  advantage  of  changes  in  the  international  trade 
climate  epitomized  by  NAPTA  and  GATT. 


■  4.8  Air  Quality 


The  focus  of  the  NETI  study  in  the  area  of  Air  Quality  was  on  ozone  as  the  major  pollutant 
of  regional  significance.  While  carbon  monoxide  pollution  is  primarily  related  to  local 
urban  conditions,  ozone  is  widely  distributed  on  a  regional  basis  far  beyond  its  sources. 
Ozone,  often  referred  to  as  smog,  is  a  measure  of  the  photochemical  reaction  between 
volatile  organic  compounds  (VOCs  or  hydrocarbons)  and  nitrogen  oxides  (NOx).  Ozone  is 
primarily  a  summer  phenomenon.  Approximately  50  percent  of  total  VOC  emissions  come 
from  mobile  sources  as  opposed  to  stationary  sources  such  as  power  plants.  Approxi- 
mately two-thirds  of  mobile  source  VOCs  come  from  highway  sources.  The  total  mobile 
source  contribution  to  NOx  is  approximately  70  percent,  with  50  to  70  percent  coming  from 
highway  sources  and  diesel  trucks  in  particular.  This  report  only  addresses  mobile  source 
issues  but  clearly  stationary  sources  remain  an  important  part  of  the  problem. 

The  current  National  Ambient  Air  Quality  Standard  (NAAQS)  for  ozone  is  a  one-hour 
concentration  of  0.12  parts  per  million  (ppm)  averaged  over  a  three-year  period.  There  can 
be  no  more  than  one  day  per  calender  year  with  maximum  hourly  average  concentrations 
above  0.12  ppm  for  an  area  to  be  in  attainment  of  the  NAAQS  standard  for  ozone.  Ozone 
non-attainment  areas  are  classified  into  one  of  five  categories  based  on  the  severity  of  non- 
attainment:  marginal,  moderate,  serious,  severe,  and  extreme.  As  shown  in  Figure  4.19, 
southwestern  Connecticut,  as  part  of  the  New  York  City  metropolitan  area,  is  the  only 
section  of  New  England  in  severe  non-attainment.  The  rest  of  southern  New  England  and 
the  New  Hampshire  seacoast  is  in  serious  non-attainment.  Southwest  Maine  is  in  moderate 
non-attainment.  The  1-93  corridor  in  southern  New  Hampshire  and  the  Bar  Harbor  region 
of  Maine  are  in  marginal  non-attainment.  While  all  of  Vermont  is  in  attainment,  it  falls 
under  certain  provisions  of  the  Clean  Air  Act  due  to  its  location  in  the  northeast  ozone 
transport  region,  and  the  presence  of  an  urbanized  area  (Burlington/Chittenden  County)  in 
excess  of  100,000  population. 

Nationally,  there  was  a  38  percent  decrease  in  the  number  of  ozone  exceedance  days  during 
the  period  1982-1991.  In  general,  a  similar  downward  pattern  is  evident  in  New  England 
(more  so  in  southern  than  in  northern  New  England)  with  considerable  year-to-year 
variations  due  to  meteorological  conditions.  Much  of  this  improvement  can  be  attributed 
to  introduction  of  less  polluting  vehicles  into  the  fleet  mix,  since  vehicle  miles  traveled 
increased  dramatically  during  the  period. 

In  November  1993,  states  were  required  to  submit  State  Implementation  Plans  (SIPs)  for  the 
Clean  Air  Act  demonstrating  a  15  percent  reduction  in  hydrocarbon  emissions  by  1996 
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Figure  4.19    Ozone  Non-Attainment  Status  by  County 


Note:  Designation  of  ozone  non-attainment  areas  is  not  always  consistent  with  county  boundaries. 
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from  1990  baseline  conditions.  In  general,  the  New  England  states  were  able  to  demon- 
strate compliance  without  proposing  extraordinary  measures.  In  the  November  1994  SIPs, 
states  were  required  to  demonstrate  a  further  three  per  cent  annual  reduction  between  1996 
and  1999.  All  of  a  state's  transportation  plans,  programs,  and  projects  must  conform  with 
the  SIP,  accounting  for  projected  growth  in  VMT.  Failure  to  meet  conformity  can  result  in 
EPA  sanctions  on  the  receipt  of  federal  highway  funds. 

In  general,  the  New  England  states  are  relying  on  enhanced  Inspection  and  Maintenance 
(I&M)  programs,  vapor  recovery  systems  at  the  gas  pump,  and  reformulated  fuel  programs 
to  achieve  compliance.  Since  the  six  New  England  states  are  within  a  designated  ozone 
transport  region  (see  below),  an  enhanced  I&M  program  is  required  in  non-attainment 
areas  and  all  urban  areas  in  excess  of  100,000  population  (such  as  Burlington).  Programs 
are  underway  in  all  states  but  significant  controversies  have  developed  in  some  such  as 
Maine  and  Vermont,  and  other  states  currently  are  re-thinking  their  I&M  programs  as  a 
result  of  recently  announced  changes  in  EPA  policy. 

Reformulated  fuel  is  required  in  severe  and  extreme  non-attainment  areas  including  south- 
western Connecticut.  However,  all  of  the  New  England  states  have  chosen  to  "opt-in"  to 
the  program.  Stage  II  vapor  recovery  systems  are  required  in  all  moderate  and  above  non- 
attainment  areas  and  have  been  adopted  in  all  of  New  England  except  Maine.  Transpor- 
tation Control  Measures  (TCMs)  designed  to  reduce  travel  demand  were  adopted  in  the 
1993  SIPs  only  in  southwestern  Connecticut  where  an  Employee  Commute  Option  program 
is  a  required  element  due  to  its  severe  status,  although  other  states  have  incorporated 
TCMs  into  various  aspects  of  their  transportation  plans. 

All  of  the  states  have  been  aided  in  demonstrating  conformity  with  the  SIP  requirements  by 
the  introduction  in  1994  model  year  vehicles  of  federal  Tier  I  emission  rate  standards.  The 
central  issue  in  the  development  of  longer-term  air  quality  maintenance  strategies  for  the 
region  has  become  the  further  evolution  of  "clean  vehicle"  technology.  Under  the  Clean  Air 
Act  Amendments,  the  12  northeast  states  plus  the  District  of  Columbia  were  designated  as 
an  "ozone  transport  region."  The  Ozone  Transport  Commission  (OTC)  was  established  and 
provides  a  mechanism  for  the  states  to  petition  EPA  to  impose  a  mandatory  control  strat- 
egy. In  1994,  the  states  petitioned  for  the  imposition  of  a  Low  Emitting  Vehicle  (LEV) 
program  in  the  region.  Vehicles  would  have  to  meet  California  emissions  standards  either 
through  fleet-wide  improvements  in  emissions  rate  and/or  through  the  introduction  of 
some  Zero  Emitting  Vehicles  (ZEVs)  powered  by  such  fuels  as  electric  batteries  or  natural 
gas.  While  a  ZEV  element  is  not  a  requirement  of  the  LEV  petition,  some  states  such  as 
Massachusetts  and  New  York  have  individually  adopted  ZEV  provisions. 

On  December  19,  1994,  EPA  approved  the  OTC  petition  while  proposing  to  continue 
negotiations  among  the  OTC  states  and  the  auto  manufacturers  which  would  prefer  to 
develop  a  49-state  vehicle  which  is  less  polluting  than  the  federal  Tier  I  vehicles.  This  49- 
state  vehicle  would  be  sold  throughout  the  country,  not  just  within  the  Northeast  states. 
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■  4.9  Energy 


In  the  past  20  years,  or  since  the  onset  of  the  first  Energy  Crisis  in  1973,  imported  oil  as  a 
percentage  of  all  U.S.  oil  consumption  has  increased  from  37  to  45  percent;  and  oil  as  a 
percentage  of  all  U.S.  energy  consumption  has  increased  from  53  to  59  percent.  Trans- 
portation accounts  for  35  percent  of  total  U.S.  energy  consumption  (unchanged  over  the 
past  30  years)  and  32  percent  of  carbon  dioxide  emissions.  There  is,  however,  considerable 
state  to  state  variation  with  transportation  representing  43  percent  of  total  energy  con- 
sumption in  Vermont  compared  to  35  percent  in  Maine.  Transportation  today  consumes 
140  percent  of  domestic  oil  production,  compared  to  90  percent  in  1973  at  the  start  of  the 
first  energy  crisis.  In  other  words,  transportation  alone  consumes  more  oil  than  is 
produced  in  the  United  States.  Of  this  amount,  the  percent  consumed  by  autos  has 
declined  from  56  to  42  percent  since  1970,  with  the  difference  being  made  up  primarily  by 
trucks  and  utility  vehicles. 

The  1992  National  Energy  Policy  Act  (NEPAct)  requires  federal,  state,  and  fuel  provider 
vehicle  fleets  in  larger  urbanized  areas  to  include  alternatively  fueled  vehicles  by  1996. 
This  requirement  could  be  extended  to  municipal  and  private  fleets  by  1999.  It  is  appli- 
cable only  within  the  southern  tier  of  New  England  states  plus  portions  of  southeastern 
New  Hampshire. 

An  important  issue  in  the  development  of  alternately  fueled  vehicles  is  the  widespread 
provision  of  a  maintenance  and  refueling  infrastructure.  A  number  of  public  and  private 
sector  initiatives  are  underway  to  provide  technical  assistance  and  to  implement  demon- 
stration projects.  These  include  the  Department  of  Energy's  (DOE)  Clean  Cities  Program; 
the  1-95  Clean  Corridors  Program  initiated  by  the  State  of  New  Jersey;  the  Northeast 
Alternative  Vehicle  Consortium  (NAVC);  the  Federal  Transit  Administration's  (FTA) 
"Station  Car"  program  providing  for  the  lease  of  electric  cars  at  transit  park  and  ride 
facilities;  electric  vehicle  demonstration  projects  sponsored  by  the  states  of  Massachusetts 
and  Vermont;  and  the  Coalition  of  Northeast  Governors'  alternatively  fueled  vehicle 
infrastructure  study. 


■  4.10  Land  Use,  Growth  and  Quality  of  Life 


There  has  long  been  a  symbiotic  relationship  between  land  use  decisions  and  transportation 
investment.  Low  density  development  typical  of  suburban  sprawl  and  the  growth  of  single 
occupant  vehicle  (SOV)  trips  usually  go  hand-in-hand.  The  resulting  spread  of  suburbia 
further  from  central  cities,  the  concentration  of  employment  locations  along  circumferential 
highways,  and  the  growth  of  two-wage  earner  households  all  combine  to  increase  total 
vehicle  miles  traveled  (VMT).  The  economic  impact  on  strained  municipal  finances  of 
converting  vacant  land  to  productive  uses  tends  to  encourage  this  pattern.  Results  can 
include  negative  impacts  on  air  quality  conformity,  water  resources  impacted  by  new 
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development  and  the  infrastructure  needed  to  support  it,  and  the  traditional  New  England 
quality  of  life  focused  on  vibrant  urban  cores  and  small  town  centers. 

The  relatively  slow  growth  environment  of  New  England  limits  the  potential  for  rapidly 
altering  patterns  which  have  evolved  over  decades.  Vermont  and  Maine  have  taken  the 
most  dramatic  steps  to  address  these  issues.  In  Vermont,  land  use  and  transportation 
planning  are  linked  through  Acts  200  and  250,  the  state's  growth  management  and  chief 
development  review  laws  respectively.  Act  200  mandates  that  regional  and  local  plans 
contain  a  transportation  element,  and  Act  250  requires  conformity  of  projects  with  these 
regional  and  local  plans.  The  state's  Regional  Planning  Commissions  are  responsible  for 
both  transportation  and  land  use  planning.  Recent  discussions  in  the  state  have  focused  on 
ways  to  streamline  the  regulatory  processes  which  have  been  established.  In  Maine,  a 
recent  state  referendum  established  the  Maine  Sensible  Transportation  Act  which  provides 
for  regionally-based  citizen  input  into  project  planning,  and  a  requirement  to  consider 
alternatives  to  facilities  serving  single  passenger  automobiles.  The  act  is  in  its  early  stages 
of  implementation. 

Other  states  are  trying  to  incorporate  land  use  considerations  into  their  traditional  trans- 
portation planning  processes.  Connecticut's  five-year  growth  plan  (1992-1997)  favors 
concentrating  growth  in  already  heavily  developed  corridors  focused  mainly  on  the  major 
highway  network.  Rhode  Island's  1989  Land  Use  Plan  favors  concentrating  growth  as 
urban  redevelopment,  near  existing  developed  areas,  or  in  planned  new  communities 
where  adequate  infrastructure  is  available.  Massachusetts  planning  is  focused  at  the 
regional  level.  The  Boston  Region  Metropolitan  Area  Planning  Council's  (MAPC)  1993 
"Metroplan  2000"  calls  for  the  designation  of  Concentrated  Development  Centers  (CDCs) 
which  would  be  earmarked  for  infrastructure  investment.  New  Hampshire  has  initiated  a 
statewide  transportation  modeling  and  land  use  project. 
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5.0  Alternative  Scenarios 


The  purpose  of  this  section  is  to  describe  three  Alternative  Scenarios  for  New  England's 
transportation  future.  These  scenarios  served  as  the  basis  for  the  major  analyses  of  the 
NETI  Project  and  lead  to  the  identificahon  of  specific  actions  for  inclusion  in  the  Plan  of 
Cooperation.  The  scenarios  are  intended  to  provide  broad,  policy-level  structure  to  the 
transportation  future,  rather  than  focusing  on  specific  projects.  To  the  extent  that  specific 
projects  are  mentioned  at  all,  they  are  intended  only  to  serve  as  examples.  Readers  should 
refer  to  the  Inventory  and  Forecasting  Reports  for  more  extensive  listings  of  specific 
projects. 

The  scenarios  are  sunamarized  by  policy  in  Figure  5.1  and  by  mode  in  Figure  5.2. 


■  5.1  Scenario  1  —  Current  Policies 


The  changes  brought  about  by  ISTEA  in  greater  funding  flexibility  and  increased  emphasis 
on  intermodalism  reflect  the  status  quo  in  transportation  planning  today.  Also  of  great 
relevance  to  transportation  planning  are  the  more  stringent  clean  air  mandates  of  the  Clean 
Air  Act  Amendments  (CAAA).  These  two  acts  constitute  the  key  components  of  trans- 
portation decision  making  today.  This  scenario  presumes  a  continuation  of  these  policies 
and  the  approaches  presently  being  undertaken  by  the  states  to  meet  the  requirements  of 
these  acts.  Given  that  ISTEA  and  CAAA  are  still  relatively  new  laws  with  evolving 
regulations  and  responses,  the  definition  of  "current  transportation  policies"  is  not  quite  as 
clear  as  in  the  recent  past.  Best  guesses  were  made  regarding  the  likelihood  of  imple- 
menting certain  actions. 

Current  transportation  policies  place  a  high  premium  on  maintaining  individual  mobility. 
Despite  the  evolution  of  policy  under  ISTEA  and  CAAA,  there  are  strong  incentives  for 
auto  ownership  and  single-occupant  vehicle  travel.  For  families  who  can  afford  multiple 
auto  ownership  and  who  do  not  have  to  drive  in  highly  congested  areas,  it  is  a  highly 
efficient  system  offering  maximum  individual  freedom  and  choice.  The  systems'  weak- 
nesses are  the  lack  of  viable  alternatives  for  those  who  cannot  take  full  advantage  of  an 
auto-oriented  system  (the  poor,  young,  elderly,  handicapped,  tourists,  etc.);  the  increasing 
congestion  levels  which  it  has  spawned;  and  the  resulting  externalities  such  as  air  and 
water  pollution,  energy  consumption  and  changing  land  use  patterns. 

The  relative  emphasis  given  to  each  major  mode  will  continue  to  follow  current  policies. 
While  ISTEA  will  give  some  impetus  to  intermodal  planning  and  the  development  of 
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intermodal  facilities,  planning  will  still  occur  largely  along  modal  lines  and  funding  levels 
will  reflect  current  trends  including  the  underfunding  of  ISTEA  itself. 

The  funding  levels  necessary  to  preserve  the  existing  highway  physical  plant  in  good 
working  order  will  continue  to  lag  behind  inflation,  while  still  providing  for  limited 
capacity  expansion  projects.  The  latter  will  go  ahead  in  a  relatively  uncoordinated  fashion 
based  on  funding  availability,  environmental  approvals  and  the  traditional  political  pro- 
cess. Capital  funding  of  public  transit  will  experience  modest  increases  consistent  with  the 
greater  flexibility  to  shift  funding  between  transit  and  highways  provided  by  ISTEA.  The 
trend  toward  decreasing  federal  operating  subsidies  in  medium  to  large  urban  areas  will 
continue.  Abandonment  of  rural  intercity  bus  service  will  continue,  although  in  some  cases 
service  will  be  taken  over  by  regional  transit  authorities  following  the  pattern  in  urban 
areas.  Urban  service  in  locations  such  as  Boston  and  Hartford  will  be  enhanced  by  High 
Occupancy  Vehicle  (HOV)  facilities  as  currently  planned.  Intercity  service  will  transition  in 
some  cases  from  the  provision  of  intermediate  and  long-haul  services  to  feeder  services  for 
enhanced  rail  systems. 

Passenger  rail  expansion  and  improvement  will  be  limited  to  those  projects  currently  in  the 
advanced  Environmental  Impact  Statement  (EIS)  stage  or  beyond.  The  Northeast  Corridor 
Improvement  Program,  including  electrification  to  Boston  and  high  speed  trainsets  will  be 
completed,  as  will  the  extension  of  rail  service  from  Boston  to  Portland,  Maine.  Commuter 
rail  projects  could  include  primarily  the  most  advanced  projects  in  the  Boston  area  -  the 
three  branches  of  the  Old  Colony  line,  and  the  Newburyport,  Worcester,  and  Taunton 
extensions.  In  addition,  expanded  service  could  be  provided  on  the  Hartford  to  New 
Haven  route  in  Connecticut,  on  MBTA  service  between  Boston  and  Providence  with  an 
extension  to  Green  Airport,  and  in  Burlington,  Vermont.  Current  seasonal  recreational 
train  service  such  as  New  York  to  Cape  Cod  and  Portland  to  Sunday  River  would  continue, 
but  only  a  few  new  services  such  as  the  Vermont  tourist  loop  would  be  added.  Other 
projects  will  be  studied  with  perhaps  preliminary  implementation  steps  undertaken. 

Freight  rail  service  will  continue  generally  as  it  now  operates,  with  limited  double-stack 
clearances  to  terminal  facilities  presently  operating  in  Worcester  and  to  the  west  of 
Worcester  for  container  traffic;  west  of  Framingham  for  tri-level  auto  carriers;  and  added  to 
the  Central  Vermont  Railroad  in  Vermont.  Some  expansion  of  waste  and  hazardous 
material  hauling  should  be  expected  consistent  with  current  trends.  Trucks  will  remain  the 
largest  freight  hauling  mode  for  both  short  and  long  distances.  Existing  efforts  by  state 
governments  to  facilitate  truck/rail  intermodal  coordination  will  continue.  Based  on 
current  trends,  some  continued  improvement  in  regional  regulatory  coordination  can  be 
expected  as  well  as  initial  implementation  of  Intelligent  Transportation  Systems  (ITS)  such 
as  Automated  Vehicle  Identification  (AVI)  based  toll  collection  and  credential  filings  and 
verification. 

Logan  Airport  will  continue  to  function  as  the  service  hub  for  all  types  of  New  England 
air  service.  Fare  disparities  between  Logan  and  the  second  tier  of  regional  airports  may 
continue  to  limit  the  growth  potential  of  these  facilities  and  their  ability  to  relieve  air-side 
congestion  at  Logan.  Procedural  and  infrastructure  improvements  sponsored  by  the  FAA 
and  Massport  will  be  used  to  mitigate  these  problems  to  the  extent  possible.  Some  regional 
airports  will  experience  abandonments  and  downgrading  of  services  from  jet  to  turboprop. 
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The  potential  for  new  capacity  made  available  by  continued  abandonment  of  military 
facilities  will  be  addressed  on  a  case-by-case,  or  at  best  a  state-by-state  basis. 

On  the  ground  side,  access  to  Logan  will  be  improved  by  the  completion  of  the  Third 
Harbor  Tunnel,  expansion  of  suburban  express  bus  services,  and  establishment  of  South 
Stahon  as  a  remote  terminal.  No  direct  rail  access  will  be  provided.  Parking,  as  a  matter  of 
public  policy,  will  become  increasingly  constrained  which,  combined  with  the  HOV 
facilities  included  as  part  of  the  Third  Harbor  Tunnel  approach  roads,  will  lead  to  some 
modal  shifting.  Access  to  all  other  New  England  airports  will  remain  overwhelmingly  auto 
based. 

Financing  of  airports  will  be  increasingly  based  on  Passenger  Facility  Charges  (PFCs).  It  is 
anticipated  that  the  Airport  Improvement  Program  (AIP)  and  Essential  Air  Service 
Program  (EAS)  will  continue  although  at  decreasing  real  funding  levels.  Funding  availa- 
bility for  general  aviation  airports  will  continue  to  be  problematic  since  most  PFC  revenue 
goes  to  commercial  facilities  where  it  is  collected. 

New  England  ports  will  continue  to  serve  primarily  as  importation  points  for  fuel  products. 
While  some  ports  may  thrive  due  to  niche  markets  such  as  Eastport  (exportation  of  forestry 
products)  and  New  Bedford  (importation  of  fresh  fruit),  others  will  decline.  Some  of  the 
Connecticut  ports,  Portsmouth,  and  Providence  appear  to  be  in  particular  jeopardy.  The 
lack  of  regional  cooperation  may  make  it  difficult  to  compete  with  larger  mid-Atlantic 
facilities  for  the  major  container  and  auto  markets  which  are  displaying  strong  tendencies 
for  consolidation  at  a  few  key  ports.  This  approach  is  also  likely  to  result  in  the  less  than 
optimal  allocation  of  scarce  public  resources  on  the  enhancement  of  too  many  facilities 
which  prove  not  to  be  economically  viable.  Consistent  with  current  trends,  minimal  dredg- 
ing for  maintenance  or  improved  operational  capability  will  occur. 

As  the  above  discussion  indicates,  air  carriers,  autos  and  trucks  will  remain  the  dominant 
transportation  modes  in  New  England,  with  the  potential  for  ever  increasing  levels  of 
congestion  at  certain  facilities.  Responses  to  this  situation  will  be  largely  individualistic 
and  market  driven,  with  potentially  negative  consequences  for  New  England's  economic 
growth  rate  which  is  already  forecast  to  be  about  two-thirds  that  of  the  nation  as  a  whole. 
Responses  could  include  service  abandonments  by  both  air  and  motor  carriers;  peak 
spreading;  compromises  on  safety  of  operation;  and  diversion  to  other  modes  or  locations. 

Commuting  trends  are  likely  to  continue  the  pattern  outlined  for  the  last  20  years,  with 
continued  increases  in  vehicle  ownership,  miles  traveled,  and  both  home  to  work  and  off- 
peak  auto  travel.  While  the  relative  rate  of  increase  may  slow  for  awhile,  the  maturation  of 
the  baby  boom  echo  generation  later  in  the  forecasting  period,  increasing  immigration 
levels,  and  levels  of  female  participation  in  the  work  force  may  provide  another  upward 
boost.  Percentage  growth  rates  in  indicators  of  auto  travel  are  likely  to  be  slower  than  in 
the  previous  20-year  period.  The  share  of  trips  made  on  transit  and  ridesharing  may 
continue  to  decline  as  origin/destination  patterns  and  work  hours  become  more  diffuse. 
One  possible  counterveiling  trend  is  the  aging  of  the  baby  boom  generation.  In  the  normal 
course  of  events,  older  people  would  be  expected  to  travel  less.  However,  one  should 
expect  that  this  generation  will  try  to  maintain  the  mobility  levels  which  they  have  come  to 
take  for  granted  in  their  lifetimes,  placing  increasing  strain  on  the  safety  of  automobile 
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travel  as  their  skills  diminish.  This  phenomenon  has  already  been  experienced  in  Florida. 
Telecommuting  and  teleconferencing  will  continue  to  grow  due  to  market  forces  expanding 
the  availability  of  electronic  equipment.  Government  involvement  will  be  limited  to  small 
demonstration  projects  as  is  presently  the  case. 

New  England  should  expect  most  economic  growth  to  occur  in  the  service  sector  with 
continued  stagnation  or  decline  in  the  total  number  of  manufacturing  jobs.  Canadian  trade 
can  be  expected  to  provide  an  economic  boost  to  Vermont  and  to  a  lesser  extent  Maine. 
The  GATT  and  NAFTA  agreements  can  be  expected  to  provide  further  boosts  to  export- 
related  activities,  as  well  as  the  possible  reorientation  of  the  Southeast  Asian  trade  routes 
toward  the  Atlantic  coast.  However,  the  transportation  constraints  noted  above  may 
prevent  New  England  from  taking  full  advantage  of  these  opportunities. 

Institutionally,  the  six  states  of  the  region  will  continue  to  advance  the  regional  agenda 
which  is  currently  active  including  the  NETI  process  itself,  ITS  implementation  particularly 
in  the  commercial  vehicle  sector,  and  CAAA  initiatives  such  as  the  OTC  Low  Emitting 
Vehicle  (LEV)  standard.  Investment  decisions  will  continue  to  be  made  on  an  individual 
state  basis.  Financing  of  transportation  investment  will  remain  heavily  dependent  on  fuel 
taxes,  user  fees,  and  state  and  federal  subsidies  which  do  not  particularly  reflect  the  costs 
and  benefits  of  the  actions  relative  to  other  choices.  The  private  sector  role  in  the  provision 
of  transportation  services  will  continue  to  increase  slowly  consistent  with  current  trends. 

The  emphasis  of  mobile  source  CAAA  attainment  strategies,  as  defined  in  the  current  State 
Implementation  Plans  (SIPs)  for  Air  Quality,  will  continue  to  be  on  reducing  motor  vehicle 
emission  rates,  accomplished  through  fuel  strategies,  such  as  Stage  II  vapor  recovery  and 
reformulated  gasoline,  and  vehicle  emission  control  technology  programs  such  as  enhanced 
inspection  and  maintenance.  Voluntary  employer-based  Transportation  Demand  Manage- 
ment (TDM)  programs,  and  government  sponsored  ridesharing,  flextime,  and  transit  pass 
programs  will  continue  at  current  levels  except  where  stronger  actions  are  mandated  such 
as  in  southwestern  Connecticut.  Clean  and  alternative  fuel  programs  will  focus  on  large 
government  and  commercial  fleets  in  designated  areas  as  required  by  the  CAAA  and  the 
National  Energy  Policy  Act,  supported  by  the  various  electric  vehicle  and  other  demon- 
stration programs  being  carried  out  under  the  auspices  of  the  Northeast  Alternative 
Vehicle  Consortium. 

Land  use  and  growth  management  planning  will  remain  primarily  a  local  responsibility 
responsive  to  a  variety  of  market  and  institutional  forces.  New  England  transportation  will 
continue  to  be  highly  dependent  on  imported  sources  of  petroleum  with  no  emergency 
contingency  plans  or  long-range  strategic  plans  in  place  to  respond  to  supply  disruptions. 


■   5.2  Scenario  2  —  Moderate  Change 


This  scenario  is  characterized  by  increasing  funding  levels  for  certain  types  of  projects, 
experimentation  with  different  funding  mechanisms,  greater  intermodal  connectivity. 


5-8 


Cambridge  Systermtics,  Inc. 


NET/  Final  Report 


greater  intra-regional  cooperation,  and  more  aggressive  demand  and  growth  management 
programs.  It  is  intended  to  mitigate  the  problems  which  may  result  from  the  status  quo: 
the  ability  of  the  states  to  meet  environmental  mandates,  slow  economic  growth,  increasing 
congestion  among  a  limited  number  of  key  facilities  and  modes,  and  the  inefficient  use  of 
resources  on  destructive  intra-regional  competition.  It  aims  to  achieve  these  goals  through 
a  combination  of  government  programs,  voluntary  actions,  and  a  series  of  incentives  and 
disincentives.  The  New  England  states  would  enter  into  a  number  of  voluntary  agreements 
among  themselves,  and  seek  to  negotiate  as  a  region  with  federal  transportation  agencies, 
private  shippers  and  carriers.  New  York  state,  and  Canadian  provinces.  This  alternative 
would  seek  to  preserve  the  advantages  of  the  existing  transportation  system,  while  pro- 
viding viable  alternatives  for  those  who  cannot  take  full  advantage  of  the  system,  and 
developing  strategies  to  reverse  the  trend  toward  ever  increasing  congestion  levels  in 
certain  modes  and  facilities. 

The  existing  highway  system  would  be  preserved  in  reasonably  good  working  order. 
Capacity  expansion  projects  would  be  advanced  on  the  basis  of  systematic  criteria,  in- 
cluding the  following:  safety,  severe  congestion,  inclusion  of  HOV  or  other  intermodal 
elements,  lack  of  feasible  alternative  solutions,  regional  environmental  and  economic  costs 
and  benefits,  and  linkage  with  demand  and  growth  management  strategies.  Additional 
funding  for  transit  operating  expenses  would  also  be  provided.  Rural  and  urban  intercity 
bus  service  would  be  enhanced  and  combined  with  HOV  facilities  where  appropriate,  and 
altered  to  provide  feeder  service  to  new  rail  facilities  where  required. 

The  New  England  states  would  voluntarily  agree  on  a  regional  intermodal  freight  container 
facility  strategy  focused  on  a  range  of  options  for  which  a  small  number  of  key  hubs  will  be 
selected  from  among  Boston,  Worcester,  Ft.  Devens,  Davisville,  Pease,  Portland,  and  others. 
Consensus  on  the  appropriate  role  and  investment  strategy  for  these  and  other  facilities 
would  be  voluntarily  achieved  through  a  regional  study.  This  study  would  lead  to  the 
implementation  of  a  regional  investment  strategy  and  corresponding  marketing  strategy 
since  the  ultimate  success  of  the  program  will  depend  on  convincing  the  private  shipping 
companies  and  industries  to  use  the  facilities  which  are  developed.  These  private  interests 
should  be  an  integral  part  of  the  study  process.  The  New  England  states  should  also  seek 
to  engage  U.S.  DOT  in  a  dialogue  on  how  to  make  New  England  a  key  node  in  national  and 
international  freight  transportation.  The  implications  of  technological  developments  which 
will  likely  result  in  larger,  more  fuel-efficient  rail  and  truck  equipment  and  containers  will 
also  be  considered.  It  would  be  anticipated  that  among  the  possible  results  of  the  study 
would  be  programs  for  the  improvement  of  double-stack  service  to  existing  terminals 
served  by  the  Providence  and  Worcester  Railroad  in  Worcester  and  the  Massachusetts 
Central  Railroad  in  Palmer,  via  their  connections  with  Conrail;  an  agreed  upon  strategy  for 
extending  double-stack  capability  east  of  Worcester;  double-stack  capability  between 
Davisville  and  the  P&W  mainline  in  Rhode  Island;  and  other  selected  double-stack 
opportunities.  This  strategy  would  create  a  critical  mass  necessary  for  economically  effi- 
cient double-stack  rail  service  in  New  England. 

By  defining  a  discrete  number  of  critical  ports  with  double-stack  rail  connections  and 
incorporating  environmental  considerations  into  the  analysis  and  the  environmental 
community  into  the  process,  it  would  be  anticipated  that  environmental  approval  could  be 
obtained  for  dredging  activities  essential  to  maintain  and  expand  these  facilities.  Costs  and 
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revenues  associated  with  implementing  the  strategies  would  be  shared  in  an  equitable 
manner  among  the  states  in  order  to  provide  incentives  for  states  to  forego  individual 
development  strategies. 

The  trucking  industry  would  be  converted  to  full  ITS  operation  where  appropriate;  most 
transactions  (except  inspections)  would  be  handled  electronically;  Automated  Traveler 
Information  Systems  (ATIS)  would  provide  real-time  information  assisting  truckers  in 
planning  routes  to  avoid  severe  congestion  improving  both  their  operational  performance 
and  reducing  the  impacts  of  motor  carriers  on  urban  congestion  and  air  quality.  Electronic 
toll  collection  with  time  period-based  pricing  will  be  implemented  in  selected  corridors  to 
support  congestion  pricing  strategies.  Economic  regulations  and  fees  would  be  fully 
standardized  within  New  England  and  made  more  consistent  with  the  rest  of  the  nation. 
More  information  on  comparative  freight  shipping  opportunities  would  be  provided  to 
industry;  state  facilitation  would  be  provided  in  reducing  regulatory  barriers  to  rail  ship- 
ments, enhancing  coordination  among  railroad  owners  and  operators,  and  developing 
interlining  agreements. 

The  combination  of  a  regional  approach  to  freight  management  and  improvements  in  the 
trucking  regulatory  climate  may  enable  the  New  England  states  to  maximize  the  efficiency 
of  freight  delivery  to  support  economic  vitality  while  minimizing  some  of  the  externalities 
which  freight  transportation  generates.  A  shift  of  some  long-haul  carload  freight  traffic 
from  motor  carriers  to  rail  service  may  be  achievable,  while  enhancing  the  operation  of 
smaller  trucks  performing  final  delivery  functions  in  urban  areas.  A  true  intermodal 
port/rail/truck  system  could  be  established  which  would  benefit  New  England-based 
trucking  interests,  which  would  obtain  final  shipment  business  from  the  railroads  that  is 
presently  handled  by  long-haul  truckers  operating  from  outside  the  region. 

In  return  for  the  improvements  in  truck  operations  achieved  by  ITS  programs,  enhanced 
cooperation  among  the  states  on  fees  and  regulations,  and  intermodal  rail  connections,  the 
trucking  industry  should  be  expected  to  participate  in  a  more  aggressive  voluntary  clean 
and  alternative  fuels  program  than  currently  planned  under  the  CAAA  and  the  National 
Energy  Policy  Act.  The  New  England  states  will  support  this  effort  by  means  of  a  regional 
alternative  fuel  infrastructure  strategy. 

Studies  or  implementation  of  passenger  rail  services  would  be  expanded  beyond  the 
projects  included  in  Scenario  1  to  include  others  which  are  in  earlier  planning  stages  today. 
These  might  include  enhanced  Amtrak  Inland  Route  service;  establishment  of  direct  Boston 
to  Montreal  service  via  the  presently  abandoned  Concord  to  White  River  Junction  line; 
enhanced  connectivity  between  southern  and  northern  New  England  rail  service  by  means 
of  the  North  Station-South  Station  connector  in  Boston  or  other  regionally  acceptable 
strategies;  and  expansion  of  Amtrak  service  to  points  north  of  Portland.  Some  of  these 
services  may  also  provide  opportunities  for  enhanced  freight  service  prior  to  the  estab- 
lishment of  passenger  service.  In  addition  to  service  expansion,  the  quality  of  intercity 
service  will  be  improved  by  means  of  greater  frequencies,  passenger  amenities,  and  vast 
improvements  in  the  delivery  of  intermodal  travel  information.  Commuter  rail  service 
examples  include  Boston  to  southern  New  Hampshire,  Boston  to  New  Bedford/Fall  River, 
and  Old  Saybrook  to  Westerly  to  Providence.  Additional  seasonal  recreational  trains 
would  be  encouraged  along  with  better  schedule  coordination  with  local  transit  networks. 
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As  in  the  freight  sector,  voluntary  efforts  would  be  made  to  develop  a  regional  passenger 
air  strategy.  The  goal  of  this  strategy  would  be  to  enhance  the  competitive  position  of  a 
series  of  regional  airports  such  as  Portland,  Pease,  Manchester,  T.F.  Green  (Providence), 
Worcester,  and  Bradley  (Hartford).  The  objective  would  be  to  provide  low-cost  jet  service, 
effective  schedule  coordination  and  connecting  flights,  and  effective  ground  access  for 
intermediate-distance  trips  to  relieve  both  air  and  ground-side  congestion  at  Logan.  The 
efficiency  and  effectiveness  of  international  and  long-haul  domestic  service  would  be 
enhanced  at  Logan  and  possibly  one  other  regional  facility.  In  furtherance  of  these 
objectives,  Massport  would  take  measures  to  relieve  Logan  congestion  such  as  possible 
construction  of  a  new  commuter/general  aviation  runway.  This  strategy  would  also  seek 
to  develop  a  comprehensive  regional  approach  to  general  aviation  services  and  the  reuse  of 
abandoned  military  air  facilities. 

The  New  England  states  would  seek  to  negotiate  with  the  airline  industry  to  determine 
how  this  regional  approach  could  be  implemented  and  what  infrastructure  and  regulatory 
steps  would  be  required  of  the  states.  Opportunities  would  be  sought  to  intervene  at  the 
federal  level  in  order  to  encourage  the  development  of  low-cost  regional  carriers. 

A  stronger  approach  to  travel  demand  and  growth  management  planning  would  be 
developed  in  an  effort  to  mitigate  the  trends  described  in  Scenario  1.  This  would  be 
primarily  aimed  at  new  development  and  new  infrastructure  projects.  As  described  earlier 
in  the  highway  discussion,  approval  of  specific  projects  (potentially  in  any  mode)  or 
corridor  plans  could  be  made  contingent  on  the  implementation  of  a  variety  of  demand 
management,  land  use,  or  congestion  pricing  strategies.  Examples  of  this  approach  already 
exist  in  the  Maine  Route  1  Corridor  Study;  the  Pease  Joint  Development  study;  the  Vermont 
Bypass  Road  Program;  and  frequent  state  efforts  to  link  highway  access  controls  with 
defined  levels  of  service.  Linkages  could  include  HOV  facilities;  Transportation  Demand 
Management  (TDM)  programs;  employer  ridesharing,  parking  and  telecommuting/work 
hour  programs;  peak  period  congestion  pricing  balanced  across  all  modes  of  access;  and 
multi-use,  higher  density,  cluster  developments  around  the  facility.  Employers  would 
need  to  achieve  defined  objectives  in  nninimizing  the  growth  in  SOV  trips  and  VMT  and 
increasing  the  use  of  alternative  fuels,  and  could  propose  their  own  programs  for  achieving 
these  objectives.  In  response,  government  would  make  investments  in  improved  local 
roadway  access;  improved  transit  services  in  terms  of  frequency,  vehicle  quality,  and  routes 
served;  and  corridor-wide  improvements  in  highway  or  transit  facilities. 

In  addition  to  facility  or  corridor  specific  actions,  government  agencies  (particularly  at  the 
state  level)  would  take  the  lead  in  implementing  travel  demand  management  strategies 
among  their  employees. 

State  growth  policies  would  explicitly  address  the  land  use /transportation  connection  in 
negotiating  with  communities,  regions  and  employers  on  infrastructure  improvements. 
Given  that  funding  will  always  be  constrained  and  choices  required,  states  will  favor  those 
infrastructure  projects  which  achieve  defined  public  policy  objectives  in  enhancing  mobility 
and  access,  economic  vitality,  and  environmental  protection.  A  policy  of  this  type  can  only 
be  implemented  on  a  New  England  region-wide  basis  in  order  to  prevent  a  continuation  of 
the  current  tendency  among  businesses  to  play  one  state  off  against  another  for  the  best 
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deal  regardless  of  overriding  public  policy  considerations.  State  tax  credits  would  be 
offered  to  businesses  which  participate  in  TDM,  alternative  fuels,  and  inventory  manage- 
ment programs.  The  latter  would  be  intended  to  reduce  the  pressure  for  "just-in-time" 
delivery.  All  state  agencies  would  target  investment  to  communities  which  address  growth 
management  issues  in  a  way  which  helps  to  achieve  transportation  objectives. 

In  regard  to  community  planning,  policies  which  minimize  the  demand  for  movement  by 
grouping  a  variety  of  functions  in  close  proximity  (growth  centers)would  be  favored  for 
transportation  infrastructure  investment.  Such  policies  would  also  tend  to  preserve  the 
traditional  New  England  quality  of  life  focused  on  coherent,  multi-functional  city  and  town 
centers  as  opposed  to  extensive  strip  mall  and  suburban  sprawl  development,  and  to 
preserve  surrounding  open  space. 

This  approach  to  land  use  planning  does  not  envision  a  return  to  a  pre-suburban  dense 
urban  environment,  but  rather  the  development  of  multi-functional  communities  in  urban, 
rural  and  suburban  settings  in  which  distances  among  functions  are  relatively  short,  yet 
appropriate  separation  is  maintained  between  conflicting  functions.  As  such,  it  would 
impact  the  demand  for  and  length  of  non-work  as  well  as  work  trips. 

As  discussed  above,  a  more  aggressive  clean  and  alternative  fuels  program  would  be 
implemented  on  a  voluntary  basis  in  coordination  with  the  motor  carrier  industry,  and  the 
New  England  states  would  coordinate  the  development  of  a  regional  infrastructure  to 
support  one  or  more  alternative  fuel  options.  A  common  regional  approach  to  imple- 
mentation of  a  Low  Emission  Vehicle  (LEV)  standard  would  be  achieved  throughout  New 
England.  CAAA  attainment  strategies  would  go  beyond  the  current  focus  on  vehicle 
emission  control  strategies  to  include  the  types  of  growth  and  travel  demand  management 
strategies  discussed  above  and  targeted  toward  high  growth  areas. 


■   5.3  Scenario  3  —  Major  Change 


Scenario  3  aims  to  achieve  the  same  basic  goals  as  Scenario  2  -  enhanced  mobility  and 
access,  economic  growth,  and  environmental  protection  —  but  seeks  to  do  so  by  using 
government  as  a  catalyst  for  the  generation  of  private  sector  investment  in  new  transpor- 
tation systems,  new  institutional  arrangements,  and  direct  government  intervention  and 
mandates  where  necessary  -  rather  than  through  the  series  of  voluntary  cooperative 
arrangements  and  incentives  and  disincentives  described  in  Scenario  2.  It  seeks  to  create 
the  basis  for  a  new,  more  public  transportation  oriented  system  while  still  preserving  the 
existing  system.  Some  of  the  specific  actions  for  achieving  these  goals,  such  as  better 
coordination  of  regional  freight  and  air  passenger  facilities,  are  the  same  as  in  Scenario  2  so 
they  will  not  be  repeated  in  detail  here.  The  difference  is  in  the  means  to  achieve  them. 

The  main  substantive  changes  are  shifting  funding  priorities  from  further  expansion  or 
other  enhancement  of  the  predominant  modes  today  which  experience  significant 
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congestion  levels  -  basically  single-occupant  auto  and  air  travel  -  to  the  development  of  a 
more  public  transportation-oriented  society  as  opposed  to  an  individually-based  trans- 
portation system  which  forms  the  core  of  Scenarios  1  and  2.  The  second  major  shift  would 
be  the  development  of  strong  travel  demand  and  growth  management  policies  and  man- 
dates at  the  state  and  regional  levels  throughout  New  England,  as  opposed  to  the  voluntary 
incentive-based  system  described  in  Scenario  2. 

The  existing  highway  and  air  sectors  would  be  maintained  in  good  working  order,  but 
there  would  be  minimal  capacity  expansion  particularly  in  the  provision  of  additional 
single-occupant  auto  capacity  or  intermediate-distance  air  service.  There  would  be  full 
implementation  of  highway  ITS  systems  (and  new  air  traffic  control  technologies  discussed 
in  other  scenarios)  to  ensure  maximum  utilization  of  existing  facilities.  A  fully  operational 
Automated  Traveler  Information  System  (ATIS)  would  be  broadly  and  routinely  available 
for  all  forms  of  travel  in  New  England  providing  real-time  data  on  travel  conditions  and 
alternatives.  Highway  projects  which  serve  as  intermodal  connectors  would  be  advanced 
with  major  HOV  components  where  appropriate. 

High  Speed  Ground  Transportation  Services  (HSGT),  on  new  or  modified  alignments, 
would  be  expected  to  handle  the  bulk  of  the  growth  in  long-distance  auto  trips  and 
intermediate-distance  air  trips.  These  might  include  conventional  high  speed  rail,  Maglev, 
rubber-tire  technologies,  or  other  new  and  emerging  technologies  and  operating  strategies. 
In  addition,  a  major  increase  in  teleconferencing  would  be  expected  to  dampen  demand 
increases  for  air  travel.  Major  new  investments  would  be  made  in  urban  commuter  rail  and 
bus  services  including  HOV  and  park  and  ride  facilities.  A  true  recreational  transportation 
system  would  be  established  incorporating  rail  services  with  new,  more  extensive  local 
transit  distributional  networks.  Greater  emphasis  would  be  placed  on  passenger  ferry 
services  to  seacoast  recreational  destinations.  New  England  rail  freight  service  access  to 
national  and  international  markets  would  be  strengthened  via  major  new  Canadian  and 
cross-Hudson  gateways. 

Government  would  create  the  pre-conditions  for  investment  in  these  systems.  This 
includes  assemblage  of  rights-of-way;  R&D  in  new  technologies;  marketing  support; 
creation  of  ancillary  investment  opportunities  via  real  estate  development  and  other 
strategies;  supportive  tax  and  environmental  regulations;  coordination  across  govern- 
mental boundaries;  removal  of  unnecessary  institutional  barriers;  matching  funds;  incen- 
tives/disincentives for  the  public  to  use  the  new  systems;  and  demonstration  projects. 
However,  the  bulk  of  investment  should  come  from  the  private  sector.  The  HSGT  system 
must  possess  qualities  similar  to  those  which  make  the  automobile  attractive  -  reliability, 
frequency,  speed,  comfort,  personal  safety,  and  high  technology.  For  the  system  to  suc- 
ceed, ultimately  people  must  use  it  through  free  choice  not  coercion. 

HSGT  systems  are  most  effective  in  corridors  with  high  travel  demand  between  a  limited 
number  of  densely  developed  points.  Other  locations,  particularly  in  rural  areas,  may 
remain  dependent  on  auto  travel  and  effective  local  and  regional  public  transportation  and 
investment  in  these  systems  should  increase  appropriately. 

Clearly,  while  the  state  of  California  could  contemplate  making  such  a  major  shift  in 
emphasis  on  its  own,  it  is  beyond  the  power  of  any  single  New  England  state  to  do  so.  This 
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could  only  be  accomplished  as  a  regional  strategy  which  also  included  close  coordination 
with  the  state  of  New  York.  Transportation  policy  cannot  change  in  isolation  from  other 
public  policies  and  be  successful.  Increasing  congestion  on  the  highway  and  air  side  would 
likely  result  in  significant  diversion  of  trips  and  cargo  to  the  HSGT  system.  However, 
many  factors  including  price  and  convenience  go  into  modal  choices,  and  society  is  pre- 
sently not  organized  to  respond  effectively  to  a  more  public  transportation-based  system. 
This  change  would  surely  be  as  significant  as  the  changes  brought  about  by  the  Interstate 
Highway  Program  and  expansion  of  air  services  and  facilities  which  occurred  in  the  1950s 
and  caused  the  original  shift  from  a  public  transportation-based  society.  The  societal 
changes  which  resulted  were  generally  little  understood  or  planned  for,  and  many  of  the 
problems  discussed  in  these  scenarios  result  from  that  sequence  of  events. 

Key  elements  in  achieving  this  shift  would  include  generation  of  private  sector  investment; 
a  greater  state  and  regional  role  in  growth  management  planning;  transportation  pricing 
strategies;  full  implementation  of  new  technologies;  and  new  institutional  structures. 

The  focus  of  land  use  and  growth  management  planning  would  need  to  shift  from  the  local 
level  to  the  same  levels  which  dominate  transportation  planning  today,  the  states  and  the 
sub-state  regional  level  of  Metropolitan  Planning  Organizations  (MPOs)  in  urban  areas  and 
Regional  Planning  Agencies  (RPAs)  in  rural  areas.  Such  authority  is  relatively  common 
among  regional  or  county-level  agencies  in  other  parts  of  the  country.  Vermont  Acts  200 
and  250  and  the  Maine  Sensible  Transportation  Act  represent  the  earliest  steps  to  date  in 
this  direction  in  New  England.^  Proposed  legislation  in  Massachusetts  and  Vermont 
would  take  these  concepts  a  step  further  by  designating  growth  centers. 

The  plans  developed  by  regional  agencies  would  need  to  be  consistent  with  state  trans- 
portation plans  and  growth  management  plans  which  in  turn  would  need  to  be  consistent 
with  an  agreed-upon  New  England-wide  shift  in  priorities.  State-level  guidance  and 
coordination  of  growth  policies  would  provide  a  framework  within  which  regional  and 
local  land  use  planning  would  occur.  In  particular,  there  would  be  an  emphasis  on  mixed- 
use  cluster  style  development  at  key  intermodal  transportation  nodes  in  order  to  minimize 
the  number  and  length  of  single-occupant  vehicle  trips. 

A  major  land  bank  program  would  be  established  to  forestall  development  in  protected 
areas.  Widespread  regional  emissions  trading  involving  the  use  of  mobile  sources  would 
be  used  as  an  additional  strategy  in  achieving  air  quality  attainment  mandates.  Strategies 
aimed  at  reducing  vehicle  emissions,  energy  consumption,  and  congestion  such  as  differ- 
ential auto  insurance  rates  based  on  such  factors  as  VMT  or  vehicle  emissions  controls,  and 
parking  constraints  in  urban  areas,  would  be  adopted.  There  would  be  widespread  market 
penetration  of  alternatively  fueled  vehicles  for  personal  as  well  as  commercial  use,  with 
accompanying  infrastructure  development. 


1/  The  Maine  Sensible  Transportation  Act  provides  regionally-based  citizen  input  into  project 
planning  and  requires  that  alternatives  to  facilities  serving  single-occupant  auto  travel  be 
considered.  Vermont  Act  250  requires  that  projects  which  alter  10  or  more  acres  meet  10 
performance  criteria,  and  conform  to  local  and  regional  plans.  Vermont  Act  200  requires 
projects  to  conform  with  regional  and  local  comprehensive  plans. 
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Medium  and  large  employers  and  employment  centers  would  be  required  to  implement 
aggressive  travel  demand  management  strategies,  telecommuting  opportunities,  and 
clean/alternative  fuel  programs.  Telecommuting  and  teleconferencing  would  become  a 
New  England-wide  growth  industry. 

The  implementation  of  a  more  public  transportation-oriented  society  may  enable  New 
England  to  reduce  its  long-term  strategic  dependence  on  petroleum  imports. 

The  difficulties  inherent  in  implementing  a  dramatic  change  of  this  nature  in  one  sector 
of  the  country  are  fairly  obvious.  On  the  one  hand,  a  stronger  centralized  governmental 
authority  is  needed  at  least  in  some  cases.  Alternatively,  a  public/private  sector  social 
compact  is  required  to  prevent  a  potentially  major  outflow  of  business  activity  to  other 
parts  of  the  country  until  the  benefits  of  the  change  can  be  demonstrated. 

As  sovereign  entities,  each  New  England  state  must  retain  authority  over  most  planning 
activities  within  its  borders.  However,  precedence  exists  for  multi-state,  intermodal 
organizations  with  specific  well-defined  responsibilities.  Probably  the  most  well-known 
example  is  the  Port  Authority  of  New  York  and  New  Jersey.  To  address  the  lack  of  re- 
gional coordination  in  freight  planning  and  development,  the  creation  of  a  New  England 
Regional  Intermodal  Alliance  is  proposed.  The  Alliance  will  serve  as  a  regional  planning 
and  development  forum  for  the  six  states,  facility  operators,  and  private  carriers.  It  will 
take  on  specific  functions  as  desired  by  the  states  such  as  the  development  of  new  financing 
mechanisms,  negotiation  with  other  states  and  transregional  interests,  and  the  promotion 
of  facility  improvements  such  as  double-stack  rail  access  to  ports  and  port  dredging.  A 
regional  alliance  could  be  the  most  direct  way  to  achieve  true  regional  planning;  a  targeted 
investment  strategy;  regional  trade-offs;  negotiating  strength  with  private  carriers  and 
shippers;  international  economic  competitiveness;  and  cost/benefit  sharing  among  the 
states. 
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Based  on  the  data  presented  in  this  section,  the  Policy  Committee  recommends  that  the 
scenarios  shown  below  be  endorsed  as  the  preferred  strategies  for  achieving  the  respective 
goals  of  the  NETI  study.  The  analysis  which  follows  is  organized  by  the  major  goals  of  the 
study  —  to  enhance:  1)  mobility  and  access;  2)  economic  vitality;  and  3)  environmental  pro- 
tection. 


Goal  Preferred  Scenario 

Mobility 

Passenger  2 

Freight  3 

Environmental  Protection 

Air  Quality^  1 

Other  (i.e..  Energy,  Land  Use)  2 

Economic  Vitality 

Passenger  2 

Freight  3 


It  should  be  noted  that  the  Scenario  2  measures  that  are  endorsed  for  congestion  management 
and  energy  purposes  also  would  contribute  air  quality  benefits. 


6.1  Mobility  and  Access 


Mobility  refers  to  the  ease  of  movement  of  people  and  goods  across  the  region.  Poor 
mobility  can  be  caused  by  congestion  or  lack  of  access. 

The  beginning  point  in  analyzing  the  impact  of  the  scenarios  on  mobility  in  the  region  was 
to  estimate  Vehicle  Miles  Traveled  (VMT)  on  a  regional  basis.  VMT  represents  the  distance 
travelled  by  all  roadway  vehicles  -  cars,  trucks,  buses,  and  special  purpose  vehicles.  Daily 
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VMT  in  New  England  in  1990  was  approximately  308  million  miles.  This  is  the  base,  or 
starting  point  of  the  analysis. 

In  the  State  Implementation  Plans  (SIPs)  for  Air  Quality  submitted  in  November  1993,  the 
states  were  required  to  base  VMT  growth  estimates  on  actual  recent  VMT  growth  or  on  a 
statewide  forecasting  model.  Since  no  state  has  yet  completed  development  of  a  model 
(several  are  currently  under  development),  all  of  the  states  continued  to  use  the  historic 
growth  rates  for  the  near-term  projections.  Based  on  the  SIP  data,  the  New  England-wide 
annual  growth  rate  for  VMT  is  projected  to  be  just  slightly  over  two  percent. 

There  is  substantial  basis  for  assuming  that  the  rate  of  VMT  growth  will  slow.  The  reasons 
for  the  rapid  growth  of  VMT  in  the  1980s  were  discussed  in  Section  4.6.  While  there  are 
always  going  to  be  many  unknown  factors  about  the  future,  most  of  the  factors  which  have 
driven  VMT  growth  in  the  past  are  unlikely  to  do  so  to  the  same  extent  in  the  future. 
Population  growth,  even  accounting  for  increased  immigration  rates,  is  unlikely  to  reach 
the  levels  of  the  baby  boom  years.  Even  during  the  prosperous  1980s,  economic  growth 
rates  were  much  lower  than  during  the  boom  years  of  the  1950s  and  1960s.  The  political 
and  financial  basis  for  major  road-building  projects  no  longer  exists.  Women  have  attained 
a  high  degree  of  labor  force  participation.  Eighty-seven  (87)  percent  of  eligible  drivers  are 
already  licensed.  Corporate  Average  Fuel  Efficiency  (CAFE)  standards  have  been  achieved 
and  at  present  there  is  insufficient  political  support  for  strengthening  the  standards. 
Further  declines  in  fuel  prices  seem  unlikely. 

As  shown  in  Figure  6.1,  if  the  VMT  growth  rates  in  New  England  of  the  recent  past  (rough- 
ly two  percent  annually)  were  extended  to  the  year  2020,  VMT  would  increase  from  the 
current  308  million  to  554  million,  or  80  percent.  Even  under  a  current  policies  scenario, 
this  forecast  strains  credibility.  It  would  result  in  either  horrific  levels  of  congestion  or  a 
major  highway  construction  program  to  accommodate  demand.  The  political  support  does 
not  exist  under  current  policies  for  such  a  program. 

As  shown  previously  in  Figure  4.15,  New  England  is  projected  to  experience  a  0.46  percent 
annual  rate  of  population  growth  through  the  year  2010,  compared  to  a  rate  of  0.7  percent 
experienced  in  the  1980s,  or  66  percent  of  the  1980s  rate.^  As  mentioned  earlier,  the  com- 
bined annual  VMT  growth  rate  for  New  England  based  on  the  SIP  submissions  (1980s  data) 
is  two  percent.  Since  the  projected  rate  of  population  growth  for  the  future  is  only  66 
percent  of  the  1980s  rate,  66  percent  of  the  VMT  growth  rate  or  1.42  percent  was  assumed 
for  Scenario  1.  This  results  in  a  VMT  estimate  of  486  million  in  2020,  which  is  still  58 
percent  greater  than  1990  conditions. 

This  reduced  rate  was  applied  only  to  the  period  beyond  1996,  since  the  forecasts  for  1996 
are  based  on  official  SIP  forecasts  submitted  in  1993  which  by  definition  represent  the  near- 
term  results  of  current  policies,  and  1996  is  now  only  one  year  away. 

VMT  growth  for  Scenario  3  was  calculated  by  applying  the  state  specific  population  growth 
forecasts  to  the  1996  VMT  figure.  These  forecasts  vary  from  a  low  of  0.1  percent  annually 


1  /    The  use  of  economic  growth  measurements  would  produce  similar  results. 
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Figure  6.1  VMT  Growth  by  Scenario 
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in  Massachusetts  to  a  high  of  1.5  percent  in  New  Hampshire,  with  a  New  England-wide 
average  of  between  0.4  and  0.5  percent.  This  results  in  a  2020  VMT  estimate  of  388  million, 
or  26  percent  higher  than  in  1990.  This  is  consistent  with  the  definition  of  Scenario  3  which 
calls  for  most  trip  growth  to  be  accommodated  by  means  other  than  private  automobile 
travel.  The  growth  in  VMT  would  be  due  solely  to  population  growth,  not  per  capita 
increase  in  auto  travel.  Thus,  under  Scenario  3,  VMT  would  be  about  100  million  less  than 
under  Scenario  1.  For  perspective,  this  difference  represents  about  one-third  of  current 
VMT,  and  about  20  percent  of  Scenario  1  VMT. 

VMT  growth  for  Scenario  2  was  assumed  to  be  halfway  in  the  middle  between  Scenarios  1 
and  3,  or  433  million. 

These  VMT  estimates  are  used  most  directly  in  this  report  to  forecast  highway  congestion 
and  the  attainment  of  ozone  standards  for  the  year  2020.  They  also  define  the  amount  of 
travel  which  must  be  accommodated  by  the  other  actions  to  be  taken  under  Scenarios  2 
and  3.  In  other  words,  VMT  in  Scenario  2  is  forecast  to  be  about  50  million  less  than  in 
Scenario  1.  Thus,  this  amount  of  travel  must  be  accommodated  by  other  means.  The 
comparable  figure  for  Scenario  3  is  about  100  milhon.  These  other  means  include  capacity 
expansions  in  other  modes,  as  well  as  demand  reduction  strategies  such  as  telecommuting. 
Travel  Demand  Management  (TDM)  and  growth  management. 

It  is  beyond  the  resources  of  the  NETI  project  to  precisely  forecast  the  capability  of  these 
other  strategies  to  accommodate  this  travel  demand.  Therefore,  these  estimates  should  be 
viewed  as  measurements  to  be  achieved  by  the  strategies  if  we  are  to  improve  on  the 
outlook  for  personal  mobility,  environmental  protection,  and  economic  vitality  which  are 
the  consequences  of  Scenario  1.  The  potential  impact  of  the  Scenarios  2  and  3  strategies  are 
presented  in  both  qualitative  and  quantitative  measures  on  a  regional  basis. 

It  is  recognized  that  estimates  of  the  future  rate  of  VMT  growth  under  current  policies  vary 
widely.  The  methodology  presented  here  is  not  recommended  for  use  in  state-level  official 
forecasts.  It  presents  a  realistic  approach  for  examining  the  future  of  New  England  under 
three  different  transportation  scenarios  at  a  macro  level. 

Based  on  the  VMT  estimates,  current  policies  being  pursued  under  Scenario  1  do  not  offer  a 
long-term  solution  to  the  region's  mobility  problems.  In  the  area  of  passenger  transpor- 
tation, the  region  will  experience  increasingly  high  levels  of  automobile  congestion  on  the 
major  interstate  and  other  parallel  National  Highway  System  (NHS)  routes.  As  shown  in 
Figure  6.2,  the  percentage  of  congested  NHS  route  miles  will  almost  double  from  the 
current  12  percent  to  23  percent  and  the  percentage  of  congested  interstate  highway  miles 
will  increase  from  20  percent  to  32  percent.  While  congestion  will  continue  to  be  focused  in 
urbanized  areas  (77  percent  of  roadway  miles  will  still  be  uncongested),  congestion  will 
spread  considerably  further  from  the  urban  core.  Figures  6.3  and  6.4  show  the  areas  of 
congestion  under  each  scenario.  The  1-95  corridor  will  be  congested  in  almost  its  entirety 
from  the  New  York  border  to  Brunswick,  Maine.  The  1-93  corridor  will  be  congested  from 
Manchester,  New  Hampshire  to  Cape  Cod.  The  1-91  and  1-84  corridors  are  congested 
throughout  much  of  Connecticut  west  and  south  of  Hartford.  The  current  levels  of 
investment  in  highway  capacity  expansion,  capacity  expansion  in  other  modes,  and 
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Figure  6.2  Percent  of  Congested  Highway  Miles  -  Existing  and 
Year  2020 
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Figure  6.4  Highway  Congestion  -  Future  Conditions,  Boston 
Metropolitan  Area 
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travel  demand  and  growth  management  strategies  is  insufficient  to  alter  this  future. 
Municipalities  have  no  incentives  for  curtailing  development  policies  which  lead  to  sprawl 
development  which  in  turn  generates  more  and  longer  single-occupant  vehicle  trips  (SOVs) 
due  to  the  dispersed  pattern  of  land  uses.  Funding  to  maintain  the  existing  system  in  good 
working  order,  under  the  pressure  of  an  almost  doubling  of  VMT,  will  be  insufficient. 

Similarly,  airport  congestion  will  continue  to  worsen  at  Logan  Airport  in  Boston  which 
functions  as  the  main  connecting  point  between  New  England  and  other  U.S.  and  inter- 
national destinations.  This  will  be  true  even  though  the  other  eight  second  tier  regional 
airports  are  only  serving  approximately  60  percent  of  the  combined  potential  demand  in 
their  service  catchment  areas.  The  reason  for  this  situation  is  the  lack  of  an  organized 
strategy  to  meet  the  demand  for  air  travel. 

On  the  freight  side.  New  England  will  become  ever  more  dependent  on  truck  trans- 
portation from  outside  the  region  to  move  imports  and  exports.  Currently,  80  percent  of  all 
freight  tonnage  in  the  region  moves  by  truck.  These  trucks  will  be  operating  on  ever  more 
congested  highways.  Today,  95  percent  of  all  tonnage  shipped  through  East  Coast  ports 
passes  through  New  York/New  Jersey,  Philadelphia,  Baltimore,  and  Norfolk.  All  other 
ports,  including  all  New  England  ports,  are  competing  for  the  other  five  percent.  Even 
hinterland  market  shares  will  be  eroded  by  competition  with  NY/NJ,  Halifax  and  others  - 
increasing  truck  mileage  in  the  region.  While  New  England  ports  compete  with  each  other 
and  New  England  states  such  as  Massachusetts  and  Rhode  Island  try  individually  to  bring 
double-stack  rail  access  to  their  ports,  our  competitors  are  making  major  investments  in 
both  waterside  facilities  and  double-stack  access.  As  with  air  travel,  the  lack  of  an  organ- 
ized development  strategy  under  Scenario  1  is  critical. 

Scenario  3  is  discussed  next  because  it  proposes  dramatic  policy  departures  in  both 
passenger  and  freight  transportation.  Scenarios  1  and  3  in  effect  define  the  boundaries  of 
the  discussion.  Scenario  3  proposes  to  address  the  problem  of  passenger  transportation 
congestion  in  both  the  highway  and  air  service  sectors  by  means  of  a  New  England-wide 
High  Speed  Ground  Transportation  (HSGT)  system  paralleling  the  major  interstate  routes 
of  the  region.  Using  very  rough  calculations,  it  is  projected  that  this  system  would  cost  $30 
billion  and  optimistically  reduce  VMT  by  12  percent,  but  only  in  the  corridors  served.^ 
Much  of  this  reduction  would  occur  on  rural  interstate  highways  which  are  not  projected  to 
be  congested.  In  contrast.  Scenario  3  assumes  a  20  percent  reduction  in  VMT  throughout 
the  region.  While  resources  are  diverted  to  the  creation  of  this  system,  highway  and  air 
systems  will  become  more  congested  to  the  detriment  of  the  region's  mobility.  The 
resources  to  invest  in  parallel  systems  do  not  exist. 


2/  This  is  based  on  data  showing  a  2  percent  reduction  in  corridor  VMT  due  to  the  conventional 
technology  Northeast  Corridor  Transportation  Plan  (NCTP).  Assuming  that  HSGT  systems  will 
cost  approximately  six  times  as  much  per  mile  as  conventional  rail  systems;  that  benefits  will 
increase  proportionately  to  cost;  and  that  densities  comparable  to  the  Northeast  Corridor  will 
exist  elsewhere  in  New  England  —  than  a  12  percent  reduction  in  corridor  VMT  (6x2)  could  be 
achieved.  Ongoing  HSGT  studies  in  the  U.S.  have  evidenced  an  upper  range  of  private  auto 
trip  reduction  of  approximately  seven  percent. 
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The  other  possible  role  of  an  HSGT  system  is  to  reduce  congestion  related  to  air  service.  In 
fact,  most  studies  of  even  moderate  speed  rail  service  such  as  planned  for  the  Boston  to 
New  York  corridor  show  that  the  majority  of  trip  diversions  will  come  from  air  travel 
rather  than  auto  travel.  New  England  has  a  finite  air  congestion  problem.  Logan  Inter- 
national Airport  in  Boston  is  the  only  facility  which  experiences  sustained  air  and  ground- 
side  congestion  today.  Forecasts  for  2020  are  for  air  congestion  to  possibly  spread  to 
Bradley  International  Airport  outside  of  Hartford.  New  England  has  vastly  under-utilized 
air  capacity  at  existing  commercial  airports  and  likely  to  be  abandoned  military  airfields. 
What  it  lacks  is  an  organized  strategy  for  using  that  capacity  in  a  way  that  makes  economic 
sense  for  air  carriers. 

The  idea  of  the  New  England  region,  on  its  own,  shifting  the  entire  locus  of  its  passenger 
transportation  system  from  auto  and  air  to  HSGT  is  a  misdirected,  expensive  and  difficult 
to  implement  solution  to  the  highway  and  air  congestion  problems  identified  in  this  report. 
It  is  oriented  toward  intercity  travel  rather  than  the  urban  commuter  market  which  is  the 
source  of  most  congestion.  Given  its  high  cost,  it  will  appeal  to  time-sensitive,  price- 
insensitive  business  travelers  who  are  primarily  air  travel,  not  auto  travel  oriented.  It  is  a 
solution  in  search  of  a  problem.  However,  individual  corridor-specific  conventional  and 
high  speed  rail  projects  should  be  considered  on  their  merits  under  Scenario  2  (see  below). 
For  example,  all  of  the  New  England  states  fully  support  the  Northeast  Corridor  Trans- 
portation Plan  (NCTP)  for  three-hour  rail  service  between  Boston  and  New  York. 

On  the  other  hand,  the  Scenario  3  proposal  to  create  a  New  England  Regional  Intermodal 
Freight  Alliance  deserves  support.  The  creation  of  an  intermodal  freight  transportation 
system  incorporating  ports,  airports,  railroads  and  trucks  is  critical  for  maintaining  the 
mobility  of  products  in  the  region.  The  current  state-by-state  and  port-by-port  approach 
is  unlikely  to  preserve  existing  markets  or  capture  new  ones;  effectively  target  limited 
resources  into  an  efficient  strategic  investment  approach;  or  avoid  an  increasing  reliance  on 
truck  traffic  originating  outside  the  region  for  freight  transportation.  Under  this  strategy. 
New  England  could  become  a  key  terminus  of  land  bridge  traffic  from  Asia  through  West 
Coast  ports  and  on  to  Europe;  a  hub  for  the  collection  of  Midwest  and  Northeast  goods 
for  shipment  to  Europe  and  South  America;  and  develop  a  significant  intermodal  freight 
system  to  serve  internal  markets. 

Scenario  2  proposes  a  series  of  middle  range  approaches.  On  the  freight  side,  it  proposes  a 
similar  outcome  to  Scenario  3  -  a  coordinated  regional  strategy.  It  proposes  to  reach  this 
objective  by  means  of  a  voluntary  coordinated  regional  study  rather  than  the  creation  of 
Regional  Alliance  which  could  lead  to  new  institutional  arrangements.  A  regional  coor- 
dination planning  study,  absent  a  new  regional  institutional  framework,  is  unlikely  to  be 
effective.  The  problem  of  external  competition  is  simply  too  severe. 

On  the  passenger  side,  however.  Scenario  2  is  the  best  approach.  Scenario  2  includes  a 
series  of  incremental  actions  targeted  at  specific  corridors  of  congestion  and  access,  none  of 
which  by  themselves  can  solve  the  problem,  but  together  can  result  in  a  more  mobile  region 
than  under  Scenario  1.  It  is  far  from  business  as  usual,  and  is  strongly  multimodal  in  that  it 
does  not  rely  on  a  single  mode  (whether  highways  or  high  speed  rail)  to  solve  the  problem. 
Some  actions  are  targeted  at  specific  urban  areas  such  as  commuter  rail  and  HOV/bus 
programs.  Others  are  intercity  in  nature  such  as  the  Northeast  Corridor  Transportation 


Cambridge  Systematics,  Inc. 


6-9 


NETI  Final  Report 


Plan  and  other  possible  rail  enhancements.  Most  of  the  highway  capacity  expansion  and 
technology  projects  included  in  Scenario  1  remain  in  this  scenario,  while  many  of  the 
former  drop  out  of  Scenario  3.  Travel  demand  management  (TDM)  programs  would  be 
mandatory  in  public  agencies  while  the  incentive  of  public  infrastructure  investment  would 
be  used  to  generate  support  for  such  programs  in  the  private  sector.  TDM  programs  would 
include  ridesharing,  telecommuting,  and  alternate  work  hours.  Similarly,  growth  manage- 
ment planning  to  minimize  sprawl  development  would  be  encouraged  at  the  municipal, 
subregional,  and  employment  center  levels  by  targeting  public  infrastructure  investment  to 
those  areas  which  encourage  development  that  reduces  reliance  on  ever  longer  single 
occupant  vehicle  trips.  This  strategy  will  also  enable  states  and  subregions  to  select 
strategies  which  are  most  appropriate  to  the  urban  congestion  or  rural  access  problems 
which  they  face. 

On  the  air  transportation  side,  the  New  England  Council  has  initiated  the  first  regional 
airport  planning  study  in  New  England  to  assess  the  potential  for  improved  air  service 
through  enhanced  regional  planning.  Scenario  2  proposes  a  full  effort  in  this  direction 
leading  toward  the  development  of  a  regional  demand  allocation  strategy  among  Logan 
Airport  and  a  second  tier  of  regional  airports,  so  that  a  critical  mass  of  services  at  com- 
petitive fares  could  be  created  at  the  second  tier  airports  through  negotiations  with  air 
carriers.  This  would  enable  Logan  to  reduce  its  quantity  of  short-  and  intermediate-haul 
operations  and  concentrate  on  the  long-haul  market.  This  would  also  help  to  maintain 
essential  access  to  Logan  for  those  areas  of  New  England  such  as  northern  Vermont  which 
are  beyond  the  geographic  range  of  the  regional  system. 

In  addition,  studies  of  demand  for  air  services  find  that  teleconferencing  has  a  greater 
potential  for  reducing  the  demand  than  do  HSGT  services.  The  combination  of  better 
utilizing  existing  airport  capacity  and  promoting  teleconferencing  services  offers  a  way  to 
solve  New  England's  limited  air  service  congestion  problem  without  constructing  any  new 
infrastructure  at  all  aside  from  upgrades  to  existing  airports.  This  approach  is  recom- 
mended in  comparison  to  the  Scenario  3  commitment  to  a  regional  HSGT  system. 


■  6.2  Environmental  Quality 


Ozone  is  the  principle  regional  air  quality  problem.  Today,  all  of  southern  New  England, 
southern  New  Hampshire  and  the  southwest  coast  of  Maine  is  in  marginal  to  severe  non- 
attainment  of  the  National  Ambient  Air  Quality  Standards  for  ozone.  Consequently,  it  is 
important  to  evaluate  the  NETI  strategies  with  respect  to  their  potential  to  be  successful  in 
reducing  ozone's  precursor  chemicals  —  volatile  organic  compounds  (VOCs)  and  oxides  of 
nitrogen  (NO^^).  To  achieve  the  ozone  standards,  it  is  estimated  that  reductions  in  the  range 
of  50-75  percent  in  both  VOCs  and  NO^^  are  required.  To  help  achieve  this  magnitude  of 
reduction,  the  Ozone  Transport  Commission's  Low  Emitting  Vehicle  (LEV)  program  is 
assumed  as  a  part  of  each  of  the  three  analysis  scenarios. 
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As  shown  in  Figure  6.5,  implementation  of  the  OTC  LEV  program  in  conjunction  with  the 
other  emission  reduction  programs  contained  in  the  CAA  would  reduce  VOC  emissions  in 
the  six  New  England  states  by  77  percent  in  2020  compared  to  projected  1999  levels.  NO^ 
emissions  would  be  reduced  by  72  percent.  The  20  percent  reduction  in  VMT  achieved  by 
the  additional  demand  reduction  strategies  contained  in  Scenario  3  compared  to  Scenario  1 
will  lead  to  only  a  further  four  percent  reduction  in  VOCs  and  an  additional  three  percent 
reduction  in  NO^^.  On  the  other  hand,  as  shown  in  Figure  6.6,  failure  to  implement  the  LEV 
program  will  reduce  VOCs  by  only  36  percent  by  year  2020  while  NO^^  will  increase  by  one 
percent  compared  to  1999  levels. 

Reducing  the  growth  in  vehicle  miles  of  travel  is  not  sufficient  to  achieve  air  quality 
objectives,  and  may  conflict  with  the  goal  of  improving  overall  regional  mobility  in  non- 
urban  or  other  uncongested  areas.  Continued  improvements  in  vehicle  technology  are 
required  for  mobile  sources  of  emissions  to  be  reduced  by  the  magnitude  necessary  to 
achieve  air  quality  standards. 

In  the  area  of  Energy,  Scenario  1  assumes  the  implementation  of  the  National  Energy  Policy 
Act's  (NEPAct)  Alternative  Fueled  Vehicle  Fleet  Program.  Based  on  DOE  data  as  shown  in 
Figure  6.7,  this  would  still  result  in  an  increase  in  gasoline  consumption  of  25  percent  by 
the  year  2020.  This  is  an  unacceptable  future  for  New  England.  Under  Scenario  2,  the  New 
England  states  would  jointly  develop  and  implement  a  regional  alternative  fueled  vehicle 
infrastructure  program  which  would  increase  the  penetration  of  alternative  fueled  vehicles 
among  large  public  and  commercial  fleets  beyond  that  envisioned  by  the  NEPAct.  This 
would  result  in  a  five  percent  increase  in  gasoline  consumption  which  would  mean  that 
New  England  would  not  become  significantly  more  dependent  on  unstable  foreign 
petroleum  supplies.  Scenario  3  would  result  in  an  eight  percent  reduction  in  gasoline 
consumption,  achieved  through  a  widespread  market  penetration  of  alternatively  fueled 
vehicles  for  personal  as  well  as  fleet  use.  While  this  is  an  admirable  goal,  the  Scenario  2 
target  is  more  realistic. 

In  the  area  of  Land  Use  Planning  and  Growth  Management,  Scenario  1  will  lead  to  con- 
tinued pressure  for  sprawl  development  which  inevitably  results  in  VMT  increasing  faster 
than  population  growth.  As  home,  work,  and  shopping  locations  spread  out  and  leapfrog 
into  ever  larger  extensions  of  urban  areas,  average  trip  length  increases  and  the  ability  to 
service  trips  by  public  transportation  and  ridesharing  diminishes.  This  is  true  despite  the 
tendency  of  new  suburban  agglomerations  called  Edge  Cities  to  form  outside  the  tradi- 
tional metropolitan  core.  Aside  from  the  direct  transportation  consequences,  this  trend  has 
several  environmental  consequences  including  the  pressure  placed  on  land,  water  and  air 
resources;  diminished  quality  of  life  as  measured  by  reasonable  commuting  times  and  the 
enjoyment  of  New  England's  natural  resources;  and  the  preservation  of  a  distinctly  New 
England  style  of  social  organization  focused  on  the  traditional  town  or  city  center. 

Under  Scenario  1,  the  property  tax-based  system  of  municipal  finance  creates  incentives  for 
this  style  of  development  with  no  countervailing  pressure.  Under  Scenario  2,  this  pressure 
will  be  provided  by  targeting  government  infrastructure  investment  to  areas  which 
promote  development  that  will  be  transportation  positive,  i.e.,  it  will  not  generate  a 
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Figure  6.5  Estimated  Emission  Benefits  -  Light  Duty  Motor  Vehicles 
(Less  Than  6,000  lbs.  GVWR) 
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Source:  Data  provided  on  September  16, 1994  from  Northeast  States  for  Coordinated  Air  Use  Management  (NESCAUM). 
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Figure  6.6  Estimated  Emission  Benefits  of  the  Ozone  Transport 
Commission's  Low  Emitting  Vehicle  Program  -  Light 
Duty  Motor  Vehicles  (Less  Than  6,000  lbs.  GVWR) 

Six  New  England  States  Annual  VMT  Growth  Rate  Equals  2.0  Percent 
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Figure  6.7  Estimated  Gasoline  Consumption  in  New  England 
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demand  for  longer  trips,  and  will  be  feasible  to  serve  by  public  transportation  and  ride- 
sharing.  We  recommend  this  approach.  Scenario  3  calls  for  greater  state  coordination  and 
mandates.  Given  the  strong  tradition  of  local  autonomy  in  New  England,  we  believe  this 
approach  on  the  whole  is  not  instituHonally  feasible. 

A  final  consideration  is  the  environmental  impact  of  building  new  transportation  systems. 
While  rail  lines  are  generally  perceived  as  being  environmentally  benign,  they  are 
construction  projects  like  any  other.  Any  proposals  for  new  rail  services  using  conven- 
tional technology  elicit  strong  local  opposition  concerned  about  noise,  construction 
impacts,  parking,  and  even  Electromagnetic  Fields  (EMF)  in  the  case  of  electrified  systems 
such  as  the  NCTP.  While  the  HSGT  system  should  parallel  and  be  incorporated  into  the 
interstate  highway  system  to  the  extent  possible,  massive  local  environmental  opposition 
should  be  expected  to  its  construction.  In  comparison,  the  airport  congestion  problem 
which  it  is  designed  to  relieve  can  be  solved  within  the  infrastructure  of  existing  com- 
mercial and  military  airfields  in  New  England,  and  by  the  growth  of  teleconferencing 
technologies  which  have  essentially  no  infrastructure.  This  is  the  core  of  the  Scenario  2 
approach. 


■   6.3  Economic  Impacts 


Under  Scenario  1,  New  England  will  experience  increasing  levels  of  congestion  in  the 
movement  of  people  and  goods.  This  will  have  a  negative  impact  on  New  England's 
economic  vitality.  The  regional  and  national  economic  forecasts  used  throughout  the  NETI 
project  have  shown  New  England  growing  at  between  two-thirds  and  three-fourths  the 
national  average  during  the  next  25  years.  Even  this  rate  of  growth  cannot  be  counted  on 
under  Scenario  1.  This  means  that  New  Englanders  will  be  growing  poorer  in  relation  to 
other  Americans.  It  is  important  to  understand  that  slow  economic  growth  has  environ- 
mental consequences  as  well.  In  periods  of  slow  growth,  the  resources  and  political 
support  to  address  environmental  problems  declines.  In  addition,  the  quality  of  life  of 
many  New  Englanders  as  measured  by  the  rewards  of  rising  income  will  be  less  than  for 
other  Americans. 

Scenario  2  offers  the  opportunity  to  at  least  achieve  the  projected  levels  of  economic 
growth,  albeit  still  less  than  the  U.S.  as  a  whole.  This  would  be  achieved  by  the  range  of 
passenger  transportation  initiatives  included  in  the  scenario  which  would  reduce  highway 
and  air  transportation  congestion. 

Scenario  3  has  two  completely  opposite  effects.  The  New  England  Regional  Intermodal 
Freight  Alhance,  by  providing  for  the  more  efficient  movement  of  goods  and  services  into 
and  out  of  New  England,  has  the  potential  to  generate  the  extra  increment  of  growth 
required  to  reach  parity  with  national  forecasts.  On  the  other  hand,  the  proposed  HSGT 
system  and  related  government  mandates  on  travel  behavior  and  growth  management 
have  potentially  severe  negative  consequences.  It  would  easily  take  the  25-year  NETI 
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forecast  period  to  achieve  the  full  poter\tial  of  the  HSGT  system.  During  this  period,  the 
New  England  states  would  have  to  forego  the  type  of  incremental  investments  in  multi- 
modal capacity  expansion  characterized  by  Scenario  2.  The  region  could  not  possibly 
afford  to  invest  in  parallel  systems,  one  of  which  would  become  redundant.  During  this 
period,  congestion  would  increase  on  the  core  highway  and  air  systems  and  become  major 
detriments  to  business  growth.  In  addition,  government  mandates  in  the  areas  of  TDM  and 
growth  management,  while  necessary  adjuncts  to  the  process  of  shifting  travel  behavior 
from  one  mode  to  another,  would  also  be  major  disincentives  to  business  growth.  This  is  a 
high  risk  strategy  with  very  uncertain  benefits. 
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Study  Proposes 
Intermodal  Agency 
For  New  England 


journal  ol  Comma/ca  SuH 

BOSTON  -  K  federally  funded 
study  proposed  the  creation  of  a 
New  England  Intermodal  Authority 
us  a  means  of  coordinating  transpor* 
tatton  policy  for  the  six  sutca  in  the 
region. 

The  study  by  the  New  England 
Transportation  Initiative,  a  group 
sponsored  by  the  states  and  the  New 
England  Governors  Conference, 
presents  the  authority  concept  as  an 
option  for  major  change  in  planning 
transportation  investments  and 
maximizing  limited  resources  by 
moderating  interstate  competition. 

The  draft  report  cites  the  Port 
Authority  of  New  York  4i  New  Jer- 
sey as  a  precedent  for  the  idea  of  a 
multistate  intermodal  authority.  It 
notes,  however,  that  large  authori- 
ties 'have  fallen  into  disfavor"  be- 
cause of  "their  tendencies  to  become 
too  big;  and  too  divorced  from  popu- 
lar opinion  and  the  political  proc- 
ess. 

The  authors  suggest  separating 
ihe  functions  of  the  authority  to  ad- 
dress a  particular  problem,  so  that 
planning  alone  would  become  a  re- 
gional responsibility,  while  opera- 
tions would  remain  either  local  or 
private. 

A  regional  authority  would  be 
needed  to  implement  policy  changes 
included  in  one  of  three  scenarios 
outlined  in  the  report. 

The  scenario  for  major  change 
includes  measures  that  would  have 
effects  beyond  state  boundaries, 
such  as  growth  management  plan- 
ning, regional  auctions  of  federal 
emissions  credits  to  meet  clein-air 
itandards,  pricing  strategics  to  pro- 
mote high-speed  ground  transporta- 
tion and  increases  in  international 
rail  freight  service  with  major  new 
Canadian  and  cross-Hudson  gate- 
ways. 

The  scenario  for  more  moderate 
change  would  not  require  a  new  au- 
thority but  stUl  would  entail  greater 


The  study  presents  the 
authority  concept  as  an 
option  for  major  change 
in  planning 
transportation 
investments  and 
maximizing  limited 
resources.  

cooperatitM)  among  the  states  and 
increases  in  funding. 

The  sutes  would  agree  on  region- 
al investment  and  marketing  strate- 
gies for  transportation  that  would 
include  choices  of  a  small  number  of 
intermodal  freight  hubs  from  a  list 
of  centers  including  Boston;  Worces- 
ter and  Ayer.  Mass.:  OavisviUe,  R  l; 
Portland.  Maioe;  and  the  former 
Pease  Air  Force  base  in  New  Hamp- 
shire. 

A  double-stack  rail  network 
would  be  created  that  would  include 
clearance  improvements  from 
Worcester  west  and  an  agreed-upon 
strategy  for  extending  stack  service 
into  Boston.  Additional  stack  routes 
would  be  opened  up  from  Worcester 
to  Davtsville  and  on  Central  Ver- 
raoot  Railway,  the  report  said. 

The  sutes  also  would  seek  to 
promote  the  shift  of  long-haul 
freight  traffic  from  trucks  to  rail. 
Regional  trucking  companies  could 
handle  shipments  that  are  now  taken 
by  trucks  from  outside  the  area. 

The  final  scenario  involves  the 
pursuit  of  current  transportation 
policies,  an  option  that  the  study's 
authors  clearly  find  the  least  desir- 
able. 

If  current  policies  are  followed  un- 
til the  year  2020.  the  report  forecasts 
that  transport  will  remain  largely  un- 
coordinated and  nurket-drlven.  with 
negative  coose^^uences  that  will  in- 
clude service  abandonments  by  both 
air  and  motor  carriers. 


Cambridge  Systetnatics,  Inc. 


D-1 


NETI  Final  Report 


New  England's  Transportation 
Needs  Outlined 

To  preserve  New  England's  economic  vitality  and  way  of 
life,  more  cooperation  among  the  states  is  necessary  and 
new  ways  of  approaching  old  problems  must  be  adopted. 
TTiat's  the  message  from  a  group  whose  mission  is  to  de- 
velop a  regional  transportation  plan  for  New  England  that 
provides  better  mobility,  economic  growth  and  a  clean  envi- 
ronment. 

The  New  England  Transportation  Initiative  was  formed 
nine  months  ago  by  the  six  New  England  states  and  is  over- 
seen by  the  heads  of  the  Departments  of  Transportation 
and  representatives  from  environmental  and  economic 
agencies.  The  group  has  reached  the  halfway  mark  of  its 
study  of  the  region's  existing  transportation  systems  and 
has  issued  an  interim  report. 

The  report,  Transportation  Alternative  Scenarios,  provides 
three  scenarios  of  how  New  England  could  look  in  the  year 
2020,  based  on  its  transportation  systems,  air  quality,  land- 
use  pattems,  energy  sources,  work  arrangements  and  other 
aspects  of  New  England  lite. 

Scenario  I  shows  a  regional  intermodal  transportation 
system  based  on  few  changes  to  existing  policies,  while 
Scenarios  11  and  III  show  systems  resulting  from  moderate 
and  major  changes  in  the  cooperation  between  the  states 
and  their  acceptance  of  new  public  policy  approaches. 

As  an  example,  "moderate"  changes  could  include  new 
intercity  and  commuter  rail  services,  enhanced  rural  bus 
sen/ices,  and  increased  capacity  on  congested  highways. 
But  to  achieve  these  changes,  the  report  suggests  that  New 
England  states  must  have  greater  intra-regional  coopera- 
tion, be  willing  to  experiment  with  different  funding  mecha- 
nisms, and  be  more  aggressive  with  their  demand  and 
growth  management  programs. 

Although  the  study  accepts  the  role  government  will  play 
in  the  development  of  future  transportation  systems,  it 
stresses  that  public  and  private  partnerships,  voluntary  ac- 
tions, and  incentives  and  disincentives  are  necessary  to 
accomplish  the  region's  goals. 

Charies  Repeta,  project  manager  of  the  New  England 
Transportation  Initiative  (NETI)  study,  says  NETI's  compre- 
hensive analysis  and  study  of  New  England's  transporta- 
tion system  is  needed  to  ensure  the  economic  viability  of 
the  region  in  the  future.  He  said  the  group  followed  federal 
policies  established  in  the  Intermodal  Surface  Transporta- 
tion Efficiency  Act  of  1991  and  the  1990  Clean  Air  Act 
Amendments  in  the  development  of  the  study. 

The  next  step  in  the  group's  study  will  be  to  lest"  the 
scenarios  by  using  different  data  to  analyze  the  implica- 
tions of  various  levels  of  cooperation  and  different  public 
policy  approaches.  The  results  of  this  analysis  are  expected 
this  fall. 
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Hearing  On  Region's 
Transportation  Tonight 

Times  Argxis  Staff 

MONTPELIER  —  The  Vermont 
Agency  of  Transportation  is  spon- 
soring a  public  hearing  to  examine 
and  discuss  a  regional  transporta- 
tion plan  tonight 

The  hearing,  which  is  scheduled 
from  6:30-8:30  p.m.  in  the  fourth 
floor  conference  room  of  the  Pavil- 
ion Office  Building  on  State  Street 
in  Montpelier,  will  focus  on  the 
"New  England  Transportation  Ini- 
tiative" —  a  study  that  has  devel- 
oped three  scenarios  of  what  the  fu- 
ture of  transportation  in  Vermont 
could  be. 

Those  scenarios  include  the  fu- 
ture: 

•  Under  current  building  and 
driving  trends; 

•  With  some  market-based 
changes;  and 

•  with  strong  regulatory  and  gov- 
ernment intervention. 

The  New  England  Transportation 
Initiative  is  a  three-phase  17- 
month  study  that  will  develop  a 
plan  of  cooperation  for  the  six  New 
England  States  for  an  intermodal 
investment  strategy  that  will  im- 
prove the  region's  transportation 
network. 
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Surface  Transportation  roLicY  r r o j t t i 

PROGRESS 


Volurnr  IV.  Nvmbtr  8 


The  Future  of 

V?  J£   I^^^'^v  England 
Transpcrcation 
—  The  New  England 
Transportation  Initiative 
(NETI)  i$  a  jix-statc 
consoroum  to  develop  an 
intcrmodal 
transportation 
investment  strategy.  The 
goals  of  the  1 8-month 
study,  to  be  completed  in 
early  1995,  are  to  develop 
strategies  to  innprovc 
mobility  of  persons  and 
goods,  promote 
economic  development 
and  improve  New 


England's  en\*ironmCnt. 
NETI  %»ill  develop  a  plan 
for  regional 

tran$pon2tion  facilities, 
impacts  of  land  use 
decisions,  economic 
development  and  more. 
The  six  states  included  in 
NETI  are:  Connecticut, 
Massachusetts,  Maine, 
New  Hampshire,  Rhode 
Island,  and  Vermont.  For 
more  information  please 
write:  New  England 
Transportation  Iniriauvc; 
c/o  Marc  Cutler; 
Cambridge  Systcmatics; 
150  Cambridge  Park 
Drive,  Suite  4000; 
Cambridge,  .\IA  02 140. 
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Report  Repositories 


Maine 

Rhode  Island 

Reference 

Shirley  Long 

Maine  State  Library 

Providence  Public  Library 

State  House  Station  #64 

225  Washington  Street 

Augusta,  ME  04333 

Providence,  RI  02903 

Reference 

Deborah  Mongeau 

Portland  Public  Library 

Government  Publications  Office 

5  Monument  Square 

Urxiversity  of  Rhode  Island  Library 

Portland,  ME  04101 

Kingston,  Rl  02881-0803 

Massachusetts 

Vermont 

Irene  Guthrie 

Reference 

State  Transportation  Library 

Fletcher  Free  Library 

10  Park  Plaza 

235  College  Street 

Boston,  MA  02116 

Burlington,  VT  05401 

William  Thompson 

Reference 

Documents  Collection 

State  Library 

UMASS  Library 

109  State  Street 

Amherst,  MA  01103 

Burlington,  VT  05600 

New  Hampshire 

Collection  Development 

Dimond  Library 

University  of  New  Hampshire 

Durham,  NH  03824 

Donna  Gilbreth 

New  Hampshire  State  Library 

20  Park  Street 

Concord,  NH  03301 
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Acronyms  and  Abbreviations 


AADT 
AIP 

AMTRAK 

APTS 

ATIS 

ATMS 

AVCS 

CAAA 

CAFE 
CIPs 

CONRAIL 

CVO 

EAS 

EPA 

ETTM 

FAA 

FEEDER  SERVICE 

FHWA 

FRA 

FTA 


Annual  average  daily  traffic 
Airport  Improvement  Program 
National  Railroad  Passenger  Corporation 
Advanced  Public  Transportation  Systems 
Advanced  Traveler  Information  Systems 
Advanced  Traffic  Management  Systems 
Advanced  Vehicle  Control  Systems 

Clean  Air  Act  Amendments  —  Federal  legislation  v^hich  establishes 
allocable  levels,  known  as  NAAQS,  for  various  pollutants;  and  establishes 
timetables  and  strategies  for  their  achievement. 

Corporate  Average  Fuel  Economy  —  Auto  manufacturer  vehicle  fleet  fuel 
economy  standards. 

Capital  Improvement  Programs 

Consolidated  Rail  Corporation 

Commercial  Vehicle  Operations 

Essential  Air  Services  -  Federal  subsidies  for  scheduled  air  services  to 
smaller  communities. 

Environmental  Protection  Agency 

Electionic  Toll  and  Traffic  Management 

Federal  Aviation  Admiiustiation 

Transit  service  w^hich  provides  access  to  and  from  a  service  providing  line- 
haul  service. 

Federal  Highway  Administration 
Federal  Railroad  Administiation 
Federal  Transit  Administration 
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HOV 

HSGT 

ICC 

INTERMODAL 

ISTEA 
IVHS 


ITS 
LEV 

LINE-HAUL  SERVICE 
MAGLEV 

MBTA 
NAAQS 

NCTP 

NEPAct 

NETI 

NHS 


High  Occupancy  Vehicle  —  Applied  to  vehicles  carrying  two  or  more 
people. 

High  Speed  Ground  Transportation  —  Includes  conventional  high-speed 
rail  and  maglev. 

Interstate  Commerce  Commission 

Connectivity  betv^een  modes  as  a  means  of  facilitating  linked  tripmaking. 
It  emphasizes  connections,  choices,  coordination,  and  cooperation. 

Intermodal  Surface  Transportation  Efficiency  Act 

Intelligent  Vehicle  Highway  System  —  Computer  and  communications 
technology  that  provides  real-time  information  to  operators  of  vehicles 
about  transportation  system  conditions.  Also  includes  technologies  that 
identify,  monitor,  or  control  vehicles. 

Intelligent  Transportation  System  (replaces  IVHS) 

Low  Emitting  Vehicle 

Transport  along  a  single  corridor  without  branches. 

High-speed  (300  mph)  fixed  guideway  transportation  systems  that  utilize 
magnetic  systems  for  levitation  and  propulsion. 

Massachusetts  Bay  Transportation  Authority 

National  Ambient  Air  Quality  Standards  -  Federal  standards  for 
allowable  concentrations  and  exposure  limits  for  ozone,  CO  and  PMIO. 

Northeast  Corridor  Transportation  Plan  —  Current  title  of  the  on-going 
program  of  high  speed  rail  improvements  primarily  between  Boston  and 
New  York  City. 

National  Energy  Policy  Act 

New  England  Transportation  Initiative 

National  Highway  System  —  Classification  of  roads  authorized  by  ISTEA 
comprised  of  Interstate  Highways  and  roads  designated  as  important  for 
interstate  travel  and  commerce.  The  NHS  is  currently  being  developed  as 
the  first  component  of  a  larger,  intermodal  National  Transportation 
System  (NTS). 


NONATTAINMENT 
AREA 


A  geographic  region  that  is  not  in  com.pliance  with  the  NAAQS. 


F-2 


Cambridge  Systematics,  Inc. 


NETI  Final  Report 


NO^  Nitrogen  Oxides  —  Precursor  emission  that  forms  from  high-temperature 

combustion  processes.  React  with  VOCs  in  the  presence  of  heat  and 
sunlight  to  form  ozone. 

OTC  Ozone  Transport  Commission 

OZONE  A  colorless  gas  with  a  sweet  odor  that  is  not  a  direct  emission  from 

transportation  sources,  but  is  formed  when  VOCs  (hydrocarbons)  and 
NOj^  (nitrogen  oxides)  from  car  exhausts  and  certain  industrial  emissions 
combine  in  the  presence  of  sunlight.  Ozone  is  associated  with  smog  or 
haze  conditions. 


PFC  Passenger  Facility  Charges  —  Local  fees  assessed  on  tickets  used  to  finance 

airports. 

Road  Railer  Intermodal  technology  that  involves  the  use  of  rubber-tired  track  trailer 

fitted  onto  rail  wheel  sets  and  combined  with  other  units  to  form  a  train. 

R.O.W.  Right-of-way  -  The  land  occupied  by  transportation  facilities  -  typically 

associated  with  highway  and  railroad  linear  alignments. 

SAR  Strategic  Assessment  Report  —  Massachusetts  Aeronautics  Commission 

initiated  this  study  to  investigate  the  impact  of  alternatives  to  constructing 
a  second  major  airport. 

SIP  State  Implementation  Plan  —  A  docimient  that  contains  strategies  to  bring 

an  area  into  compliance  with  the  NAAQS,  as  specified  in  the  CAAA. 
Prepared  by  states  and  submitted  to  the  U.S.  EPA  for  approval. 

SOV  Single-occupant  vehicle 

TCM  Transportation  Control  Measures  —  Actions  that  improve  traffic  flow  or 

reduce  vehicle  use  or  congestion  with  the  objective  of  reducing  air 
pollutant  emissions. 

TDM  Travel  Demand  Management  —  Transportation  actions  that  attempt  to 

control  or  alter  existing  travel  patterns  or  use.  Included  are  ridesharing, 
requiring  alternative  work  hours  flextime,  or  increasing  travel  costs  for 
certain  modes. 


TGV  Trains  a  Grande  Vitesse  -  High  speed  (180  mph)  French-designed 

passenger  trainsets  which  operate  over  newly  constructed  electrified  rail 
lines. 

VMT  Vehicle  Miles  of  Travel  -  Represents  the  sum  total  of  all  travel  by  auto, 

truck  and  bus  in  the  region. 

ZEV  Zero  Emitting  Vehicle 
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Response  to  Comments  on 
Plan  of  Cooperation 

The  following  are  responses  to  the  written  comments  received  on  the  Plan  of  Cooperation. 
They  correspond  to  the  circled  numbers  on  the  comments  included  in  Appendix  H. 
References  to  "see  text"  mean  that  the  comment  has  been  incorporated  into  the  text  of  the 
Final  Report.  Repetitive  comments  are  cross-referenced.  Each  comment  is  briefly  sum- 
marized, with  the  author  and  their  affiliation  included  in  parentheses,  followed  by  the 
response. 

1.  The  automobile  is  a  "dinosaur"  and  new  technologies  such  as  LEV  and  electric  cars  are 
"sci-fi."  (Walter  Nutter/Brotherhood  of  Locomotive  Engineers  &  MA  Advisory 
Committee) 

We  disagree.  A  non-auto-oriented  vision  based  on  a  regional  high  speed  rail  network 
was  developed,  analyzed,  and  rejected  for  a  variety  of  reasons  including  cost,  travel 
demand  potential,  environmental  impacts,  and  lack  of  public  support.  The  study 
concludes  that  automobile  travel  will  continue  to  be  the  predominant  mode  of  pas- 
senger travel  in  the  U.S.  given  prevailing  demographic,  cultural,  and  travel  patterns. 
However,  it  must  be  complemented  with  other  modes,  travel  demand  management 
strategies,  and  improvements  in  automobile  and  highway  technology  to  minimize 
externalities  and  optimize  efficiency.  Automobile  technology  has  dramatically 
improved  in  the  past  twenty  years  in  terms  of  both  fuel  efficiency  and  emissions. 
Carbon  monoxide  and  ozone  violations  have  declined  even  as  VMT  has  increased. 
LEV  and  electric  car  technology  exist  now  for  commercial  application.  The  discussions 
among  EPA,  the  auto  manufacturers,  and  the  Northeast  states  concern  only  the  details. 

2.  "Little  attention"  was  paid  to  passenger  rail.  (Nutter) 

The  Plan  is  very  supportive  of  rail  projects  where,  in  the  letter  author's  own  words, 
"there  are  thousands  of  daily  single-occupant  travelers  taking  the  same  roads  from 
point  A  to  point  B."  The  Plan  agrees  with  that  definition  of  rail  and  supports  rail 
projects  precisely  where  it  can  accomplish  that  purpose  such  as  urban  commuter  rail 
systems  and  the  Northeast  Corridor.  However,  much  of  our  travel  patterns  are  highly 
dispersed  and  are  likely  to  become  more  so  due  to  two  worker  families,  suburbani- 
zation, telecommuting,  etc.  This  has  already  happened  and  will  continue  due  to 
demographic  and  technological  trends.  It  is  not  possible  to  recreate  the  19th  century 
centralized  city  served  by  mass  movement  fixed  guideway  systems  and  solve  all  of 
our  transportation  problems.  Society  has  become  too  disparate  in  too  many  ways. 
Therefore,  the  Plan  endorses  rail  as  one  solution  among  many  in  appropriate  corridors 
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where  it  can  cost  effectively  meet  travel  demand  patterns.  The  same  standard  is 
applied  to  other  strategies  as  well. 

3.  The  Plan  should  support  the  North  Station  to  South  Station  rail  connection  in  Boston, 
and  commuter  rail  expansions  to  southern  New  Hampshire.  (Nutter) 

The  Plan  specifically  endorses  "the  expansion  and  improvement  of  commuter  rail 
services  between  downtown  Boston  and  points  in  New  Hampshire  and  Rhode  Island." 
A  consensus  does  not  exist  among  the  states  that  the  North  Station  to  South  Station 
rail  connection  is  the  most  cost-effective  solution  to  the  problem  of  interregional  rail 
connectivity. 

4.  The  Plan  should  acknowledge  the  need  for  increases  in  Logan's  airside  capacity  as  part 
of  a  regional  strategy  which  does  not  include  a  second  major  regional  airport.  (Ralph 
Nicosia-Rusin  /  F  AA) 

Agreed.  See  text. 

5.  The  Plan  should  limit  the  recommendation  regarding  Travel  Demand  Management  to 
areas  of  sufficient  density.  (Nicosia-Rusin) 

This  issue  was  raised  at  a  public  meeting  and  considerable  disagreement  was  ex- 
pressed. In  particular,  a  representative  from  Vermont  noted  that  it  is  one  of  the  most 
rural  states  yet  has  very  strict  land  use  and  transportation  planning  laws  in  Acts  200 
and  250. 

6.  The  Plan  should  consider  Tiltrotor  aircraft  technology  and  Vertiports.  (Nicosia-Rusin) 
This  issue  will  be  noted  as  a  significant  topic  not  addressed. 

7.  Clarify  comment  regarding  additional  abandoned  military  airfields.  (Nicosia-Rusin) 

New  England's  underutilized  airport  capacity  is  likely  to  increase,  placing  even 
greater  importance  on  regional  planning  to  optimize  the  use  of  available  capacity  as 
opposed  to  building  new  capacity. 

8.  As  an  implementation  strategy,  the  Plan  should  encourage  modal  organizations  to 
confer  on  a  regional  basis.  (Nicosia-Rusin) 

This  is  the  concept  behind  the  Regional  Freight  Alliance  and  the  endorsement  of 
regional  airport  planning  efforts. 

9.  Revenue  from  congestion  pricing  demonstration  projects  should  not  be  used  to  add 
capacity  in  the  affected  corridors.  (Veronika  Thiebach/Conservation  Law  Foundation) 

In  order  to  develop  public  support  for  such  efforts,  it  is  important  that  the  revenue 
generated  be  applied  to  related  problems  in  a  highly  visible  way.  The  Plan  should  not 
take  a  position  on  the  specific  application  beyond  that.  See  text. 
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10.  The  Plan  should  not  endorse  state  promoted  add-a-lane  projects.  (Thiebach) 

A  very  limited  number  of  such  projects  are  endorsed  where  there  is  a  high  degree  of 
congestion  on  a  major  facility  serving  regional  traffic,  and  w^here  the  state  in  question 
has  determined  that  additional  capacity  can  have  a  significant  positive  impact  on 
traffic  flou^.  No  highway  projects  beyond  those  already  well  advanced  in  state  plan- 
ning process  are  proposed.  The  Plan  endorses  a  multi-faceted  approach  to  congestion 
problems  including  highway,  rail,  and  travel  demand  management  projects. 

11.  The  Plan  should  endorse  more  specific  rail  projects.  (Thiebach) 

The  Plan  endorses  those  project  around  which  a  regional  consensus  exists. 

12.  The  Plan  should  endorse  a  passenger  rail  alliance  similar  to  the  freight  alliance. 
(Thiebach) 

It  is  felt  that  sufficient  institutional  structures  for  addressing  passenger  transportation 
issues  already  exist. 

13.  Mandatory  coordination  between  transportation  infrastructure  development  and  local 
planning  and  tax  policy  is  necessary  to  prevent  VMT  growth.  (Nancy  Reed/  Asert) 

The  study  does  not  endorse  a  goal  of  preventing  all  VMT  growth.  The  imposition  of 
mandates  by  higher  governmental  bodies  on  lower  bodies  would  not  seem  to  be  an 
idea  with  strong  popular  support  in  today's  environment. 

14.  Transportation  funding  must  be  made  modal-neutral.  (Reed) 

Due  to  limited  resources,  the  study  was  not  able  to  assess  transportation  cross-subsidy 
issues  in  depth.  This  should  be  mentioned  as  an  issue  not  addressed.  See  Text. 

15.  Government  and  private  industry  must  be  challenged  to  address  mass  transit  tech- 
nological gaps.  (Reed) 

The  study  endorses  proven  new  technologies  such  as  the  combination  of  vehicle, 
power,  and  right-of-way  improvements  targeted  for  the  Northeast  Corridor  rail  net- 
work. 

16.  In  addition  to  "activity  centers,"  transportation  improvements  should  also  be  targeted 
to  transit  services  in  urban  core  areas.  (E.  Heidi  Roddis/MA  Audubon  Society) 

Agreed.  See  text. 
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17.  More  attenrion  should  be  paid  to  water  resource  issues  as  they  interplay  with  trans- 
portation policy.  (Roddis) 

In  an  effort  to  focus  the  study  and  produce  meaningful  results,  a  small  number  of 
issues  were  addressed.  In  the  environmental  area,  these  included  air  quality,  energy, 
and  land  use  planning.  The  Study  acknowledges  the  importance  of  water  resource 
issues. 

18.  The  North  Station  to  South  Station  rail  link  should  be  endorsed.  (Roddis) 
See  #3. 

19.  A  passenger  rail  alliance  should  be  formed.  (Roddis) 
See  #12. 

20.  The  Plan  should  endorse  the  western  corridor  for  rail  service  from  NYC  to  Burlington. 
(John  Pennington /Vermont  Railway) 

The  Plan  endorses  the  maintenance  of  critical  rail  assets. 

21.  The  Plan  underplays  the  role  of  rail  and  should  specifically  endorse  the  North  Station 
to  South  Station  connector  and  the  Amtrak  Northeast  Corridor  electrification  project. 
(David  Jones /Old  Lyme,  CT) 

See  #3.  The  Plan  does  endorse  the  Northeast  Corridor  Transportation  Plan  for  three- 
hour  rail  service  between  Boston  and  New  York  City. 

22.  The  government  should  continue  to  allow  the  private  sector  to  handle  tourist  trains. 
Qones) 

Agreed.  The  government  should  facilitate  where  necessary. 

23.  New  England  is  not  astride  the  land  bridge  corridor  from  Asia  to  Europe.  (Jones) 

The  study  does  not  conclude  that  it  is  or  is  not  —  it  merely  acknowledges  that  indi- 
vidual states  are  contemplating  investments  such  as  double  stack  rail  and  harbor 
dredging  which  suppose  that  it  is;  and  that  consideration  of  such  major  investments 
should  occur  on  a  regional  basis. 

24.  The  report  should  acknowledge  the  importance  of  New  York  State  as  a  rail  gateway. 
(Jones) 

Dealing  with  this  issue  is  specifically  mentioned  as  a  possible  task  for  the  Freight 
Alliance. 
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25.  More  emphasis  should  be  paid  to  trailer  on  flatcar  technologies.  Gor»es) 

There  is  a  strong  consensus  that  the  growth  in  rail  freight  will  come  in  double  stack  or 
alternative  technologies  such  as  RoadRailers  which  are  mentioned. 

26.  More  emphasis  should  be  placed  on  intercity  bus.  (Jones) 

An  entire  chapter  of  analysis  on  intercity  bus  issues  was  provided  in  each  technical 
report.  The  study  endorses  the  maintenance  of  a  healthy  intercity  bus  industry  and 
the  development  of  HOV  projects  in  urban  areas. 

27.  Connecticut  seems  to  "come  up  short"  in  the  study.  (Gary  W.  LaBrake/Motor  Trans- 
port Association  of  Connecticut) 

A  great  deal  of  emphasis  is  placed  on  the  congestion  problems  in  the  major  highway 
corridors  of  Connecticut  and  how  these  affect  regional  access  to  New  England;  the 
potential  role  of  Bradley  International  Airport  is  emphasized;  and  commuter  rail 
improvements  on  the  Metro  North  system  are  endorsed  as  being  regionally  significant. 

28.  The  Plan  should  not  endorse  cross-subsidization  of  modes.  (Labrake) 

It  doesn't.  The  Plan  does  not  make  any  recommendations  on  system  financing. 

29.  The  Business  Roundtable  should  be  joined  with  the  citizen  advisory  committees. 
(Labrake) 

Agreed.  This  was  done  at  the  last  two  rounds  of  meetings. 

30.  Alternative  fuel  infrastructure  strategies  need  to  be  implemented  at  the  local  level; 
regulatory  impediments  to  the  use  of  Compressed  Natural  Gas  (CNG)  should  be 
removed.  (Richard  W.  Wallace /Stamford,  CT) 

Agreed.  NETI  is  only  intended  to  help  coordinate  a  regional  policy  initiative  which 
would  then  have  to  be  implemented  locally.  The  problem  referenced  regarding  CNG 
is  a  perfect  example  of  an  issue  which  could  be  addressed  through  regional  coordi- 
nation. (Wallace) 

31.  Isn't  OTC  handling  the  LEV  negotiations?  What  is  NETI's  role?  (Wallace) 

Yes.  However,  it  was  important  for  NETI  to  reaffirm  the  support  of  the  New  England 
states  for  the  OTC  LEV  initiative. 

32.  Double-stack  access  to  ports  doesn't  have  much  to  offer  Connecticut.  (Connecticut 
Construction  Industries  Association,  Inc.) 

The  proposed  rail  freight  network  is  a  sample  concept.  The  actual  plan  would  need 
to  be  developed  by  the  Freight  Alliance.  RoadRailer  technology  is  mentioned  for 
Connecticut  due  to  the  substantial  bridge  clearance  problem. 
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33.  Travel  demand  management  is  "nothing  more  than  the  repression  of  mobility." 
(CCIA) 

TDM  is  not  intended  to  suppress  the  demand  for  travel  but  to  create  circumstances  in 
which  the  demand  can  be  most  efficiently  met  with  the  fewest  societal  externalities. 
No  one  likes  to  drive  40  miles  to  work  everyday  -  but  people  do  it  because  of  land  use 
development  patterns.  Affording  someone  the  opportunity  to  work  at  home  part  of 
the  time  and  telecommute  is  not  repressing  their  mobility.  Providing  alternatives  to 
single  occupant  auto  travel  does  not  mean  that  the  trip  can't  be  made,  but  rather  that  it 
might  be  possible  to  make  it  in  a  less  congested  and  expensive  fashion. 

34.  Fleets  are  the  focus  of  alternatively  fueled  vehicle  applications  so  that  fleet  owners 
could  provide  the  necessary  facilities.  (CCIA) 

Fleets  travel  far  from  home  bases. 

35.  What  are  the  changes  in  social  and  work  patterns  which  could  minimize  travel 
demand  growth?  What  is  the  relationship  of  VMT  growth  to  economic  activity? 
(CCIA) 

The  growth  in  telecommunications  technologies  and  the  ability  of  people  to  work  in  a 
variety  of  settings  in  addition  to  the  traditional  office  offer  an  opportunity  to  separate 
the  historic  connection  between  VMT  growth  and  economic  growth. 

36.  Doesn't  economic  growth  lead  to  environmental  degradation?  (CCIA) 

Part  of  what  New  England  has  to  sell  to  the  rest  of  the  world  is  its  environment  - 
destroy  that  and  you  will  destroy  its  economic  potential. 

37.  The  Plan  argues  for  a  "statist  freight  organization."  (CCIA) 

The  Freight  Alliance  was  specifically  designed  as  a  non-bureaucratic  voluntary 
association  of  public  and  private  parties  involved  in  freight  transportation. 

38.  How  about  Hartford-Providence  as  a  high  priority  corridor?  (CCIA) 

The  problems  in  this  corridor  tend  to  involve  highway  safety  and  travel  times  rather 
than  highway  congestion  which  was  the  focus  of  the  study.  Rhode  Island,  one  of  the 
two  states  affected,  is  planning  only  a  minimal  upgrade  of  Route  6  for  safety  purposes 
due  to  environmental  concerns  regarding  the  nearby  Scituate  Reservoir. 

39.  Double-stack  access  should  be  provided  between  Portland  and  Canada  by  eliminating 
the  bridge  clearance  restriction  in  Gorham,  NH  on  the  St.  Lawrence  and  Atlantic  line. 
Qohn  T.  Sutton/Belgrade,  ME) 

This  route  is  included  in  the  conceptual  rail  freight  network  map  presented  in  the 
report. 
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40.  Intermodal  connections  are  an  essential  part  of  passenger  rail  services.  (Sutton) 
This  is  emphasized  in  the  tourism  transportation  initiative. 

41.  The  North  Station  to  South  Station  rail  link  is  of  critical  importance.  (Sutton) 
See  #3. 

42.  Tourist  trains  are  an  important  component  of  tourism  initiatives.  (Sutton) 
This  is  acknowledged  in  the  transportation  tourism  discussion. 

43.  Portland  has  double  stack  rail  access.  (Bernard  P.  Rines/Gorham,  ME) 
Letter  author  acknowledges  correction  in  #43A. 

44.  The  Plan  should  endorse  expansion  of  (seasonal)  passenger  rail  service  to  major  tourist 
destinations.  (Everett  Stuart/North  Kingstown,  RI) 

A  consensus  does  not  exist  on  the  regional  transportation  value  of  such  investments, 
as  opposed  to  the  role  of  local  tourist  train  operations  in  fostering  local  economic 
benefits. 

45.  The  recommendation  regarding  growth  management  planning  should  be  clarified; 
also  —  how  can  it  be  translated  from  the  regional  to  state  and  local  levels?  (Susan 
Morrison /Rhode  Island  Division  of  Statewide  Planning) 

The  recommendation  is  intended  to  reward  areas  which  engage  in  responsible  growth 
management  planning,  i.e.,  targeting  development  to  locations  which  can  be  efficiently 
served  by  transportation  infrastructure.  Land  use  planning  decisions  will  continue  to 
be  made  at  the  local  and  subregional  levels.  However,  it  is  hoped  that  state  DOTs  can 
influence  this  process  by  appropriately  targeting  the  supporting  transportation  infra- 
structure investment.  The  six  DOTs  of  New  England  have  now  gone  on  record  as 
supporting  growth  management  planning,  an  act  which  can  be  referenced  in  local 
plarming  decision-making  processes. 

46.  Have  regional  intermodal  travel  demand  forecasting  models  been  attempted? 
(Morrison) 

Many  individual  states  now  developing  statewide  models  are  larger  than  all  of  New 
England. 

47.  Should  the  tourism  initiative  be  coordinated  with  officials  already  involved  in  this 
process?  (Morrison) 

Yes.  The  intention  is  to  have  transportation  officials  work  with  state  tourism  officials 
through  Offices  of  Economic  Affairs,  which  are  already  involved  in  the  NET!  process 
in  some  states. 
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48.  The  recommendation  regarding  alternative  fuel  infrastructure  should  be  reworded  so 
that  it  doesn't  sound  like  the  states  will  be  building  fuel  stations.  (Morrison) 

Agreed.  See  text. 

49.  Is  there  a  particular  facility  intended  to  be  served  by  the  New  England  Central  Rail- 
road as  part  of  the  conceptual  rail  freight  network?  (Harry  Snyder/Providence  and 
Worcester  Railroad  Company) 

The  intention  is  to  connect  into  the  Massachusetts  and  Rhode  Island  double-stack 
network  with  access  to  Boston  and  Davisville,  and  to  whichever  technology  is  used  to 
connect  to  New  London. 

50.  What  is  meant  by  key  facilities  and  who  will  make  such  a  determination?  (Snyder) 

Key  facilities  are  those  which  the  New  England  states  agree  warrant  investment  to 
support  a  regional  freight  strategy.  Such  a  designation  would  be  made  on  a  voluntary 
basis  by  the  Freight  Alliance  to  the  extent  that  a  consensus  can  be  reached. 

51.  Does  the  Plan  contemplate  that  the  Alliance  would  be  the  owner  of  port  facilities? 
(Snyder) 

Only  if  the  particular  states  so  desired  and  a  regional  consensus  could  be  created  to 
establish  the  necessary  instituhonal  framework. 

52.  If  the  Alliance  serves  only  an  advisory  function  how  can  it  "secure  and  distribute 
federal  funds?"  (Snyder) 

The  Alliance  is  intended  to  begin  as  an  advisory  entity  and  take  on  such  roles,  and 
create  the  necessary  institutional  mechanisms,  as  desired  by  the  participants.  The  list 
of  roles  is  intended  to  be  illustrative  of  possible  directions  in  which  the  Alliance  might 
evolve. 

53.  What  is  meant  by  the  Alliance  function  of  equitably  distributing  costs  and  revenue? 
(Snyder) 

The  intention  is  to  distribute  public  sector  costs  and  revenues  across  the  region  as  part 
of  a  regional  strategic  freight  investment  strategy.  Again,  this  would  only  happen  if  a 
consensus  was  reached  among  the  participants  to  do  so.  The  concept  is  that  it  might 
be  possible  to  convince  a  particular  state  to  forego  an  investment  in  freight  infra- 
structure which  would  be  competitive  with  another  facility  in  another  New  England 
state  to  the  detriment  of  the  region,  if  the  state  could  share  in  the  revenue  generated  by 
the  other  state's  facility.  Obviously,  the  institutional  mechanisms  to  do  so  in  the 
freight  arena  do  not  exist  today,  but  there  are  many  such  examples  of  cost  and  benefit 
sharing  in  passenger  transportation  such  as  MBTA  service  to  Rhode  Island.  (Snyder) 
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54.  What  is  meant  by  facilitating  interlining  agreements?  Does  it  refer  to  situations  where 
more  than  one  railroad  has  rights  to  use  a  line,  or  where  freight  traffic  travels  over 
more  than  one  railroad  and  experiences  interface  problems? 

Both. 

55.  The  Plan  should  include  a  mechanism  to  monitor  proposed  laws  and  regulations 
which  might  impact  railroad  operations.  (Snyder) 

Agreed.  This  should  be  added  to  the  possible  functions  of  the  Alliance.  See  text. 

56.  The  reference  to  "fiscal  prudence"  in  regard  to  regional  rail  connectivity  should  apply 
more  generally  to  all  proposed  actions.  (Malcolm  Davis,  Greg  Elevich,  Phil  Shutt/ 
Massachusetts  Advisory  Committee  (MAC) 

Agreed.  See  text. 

57.  The  report  should  not  be  silent  on  the  proposed  North  Station  to  South  Station  rail 
connection.  (MAC) 

See  #3. 

58.  The  emphasis  on  rail  freight  should  not  mean  curtailing  passenger  rail  service  in  busy 
corridors  such  as  the  Amtrak  Shoreline  route.  (MAC) 

It  is  recognized  that  multiple  rail  operations  on  the  same  facility  present  an  opera- 
tional challenge;  nothing  in  the  Plan  is  intended  to  imply  a  preference  for  freight  over 
passenger  service  in  corridors  where  both  coexist  today  or  might  coexist  in  the  future. 

59.  Tiltrotor  aircraft  technology  should  have  been  considered  in  the  study. 
(David  C.  Soule/Metropolitan  Area  Planning  Council) 

See  #6. 

60.  The  distinctions  between  the  LEV  and  Alternatively  Fueled  Vehicle  programs  should 
be  clarified.  (Soule) 

These  are  intended  to  be  two  distinct  initiatives.  The  Low  Emitting  Vehicle  (LEV) 
program  is  intended  to  promote  the  introduction  of  vehicles  which  emit  lower  levels 
of  ozone  precursor  chemicals;  these  vehicles  may  be  powered  by  gasoline  or  alter- 
native fuels.  The  Alternatively  Fueled  Vehicle  Program  is  intended  to  reduce  gasoline 
consumption  by  promoting  the  use  of  non-gasoline  powered  vehicles;  these  vehicles 
may  or  may  not  also  be  low  emitting. 


Cambridge  Systematics,  Inc. 


G-9 


NETl  Final  Report 


61.  The  report  should  acknowledge  the  growing  interest  in  the  use  of  abandoned  rail  lines 
for  bicycle  paths  and  should  state  that  the  option  of  rails-with-trails  should  be  ex- 
plored. (Soule) 

Agreed. 

62.  The  financial  analysis  of  the  three  scenarios  included  in  the  Draft  Analysis  Report 
should  reassign  the  costs  of  the  North  Station  to  South  Station  rail  connector  as 
follows:  $60  niillion  for  engineering  studies  and  $1.8  billion  for  the  construction  of  the 
connector  to  Scenario  1;  and  $2.2  billion  for  related  MBTA  commuter  rail  improve- 
ments to  Scenario  3.  (Representative  Hasty  Evans /Way land,  MA) 

The  financial  analysis  referenced  in  the  letter  was  not  included  in  either  the  Final 
Analysis  Report  or  the  NETI  Final  Report  due  to  its  highly  speculative  nature.  The 
material  presented  in  the  Draft  Analysis  Report  remains  "as  is."  In  response  to  the 
comment,  it  is  agreed  that  the  $60  million  for  engineering  studies  should  have 
appeared  in  Scenario  1  since  it  is  underway,  and  the  $2.2  billion  for  related  commuter 
rail  improvements  should  have  appeared  in  Scenario  3.  However,  we  disagree  that 
the  $1.8  billion  cost  of  the  connector  should  have  appeared  in  Scenario  1  instead  of 
Scenario  2.  Only  projects  which  are  approved  or  are  in  an  advanced  state  of  environ- 
mental review  were  included  in  Scenario  1  —  for  all  modes.  The  rail  connector  has  not 
even  begim  the  environmental  review  process. 

63.  The  statement  regarding  fiscal  prudence  should  be  applied  to  the  entire  Plan  of 
Cooperation.  (Evans) 

See  #56. 

64.  The  North  Station  to  South  Station  rail  connector  should  be  explicitly  referenced. 
(Evans) 

See  #3. 

65.  The  North  Station  to  South  Station  rail  connector  should  be  endorsed.  (Lawrence  T. 
Fay/Citizens  Transportation  Action  Committee) 

See  #3. 

66.  The  Plan  ignores  environmental  protection  in  favor  of  "business  as  usual;  more  cars, 
further  disinvestment  in  cities,  and  sprawl  as  the  roadmap  for  the  future."  (Alison 
Walsh/Save  the  Bay) 

The  Plan  endorses  major  regional  environmental  initiatives  including  LEVs  and 
Alternatively  Fueled  Vehicles,  Travel  Demand  Management  (TDM)  and  growth 
management  planning,  telecommunications,  and  rail  and  bus-oriented  projects.  It 
places  particular  emphasis  on  the  need  to  target  transportation  investment  to  areas 
which  can  be  efficiently  served  -  of  which  cities  are  a  prime  example  -  and  to  avoid 
sprawl  development. 
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67.  The  Freight  AHiance  is  a  "sanctioned  lobbying  conglomerate  {which}  represents  more 
roads,  twin  trailers,  and  a  'just  in  time  delivery  policy'  we  cannot  endorse.  (Walsh) 

The  thrust  of  the  Alliance  is  the  development  of  intermodal  freight  strategies  which 
would  promote  the  most  efficient  means  of  freight  movement  and  lessen  the  region's 
dependence  on  a  single  mode  for  freight  movement.  Save  the  Bay  and  other  advocacy 
organizations  are  welcome  to  monitor  the  activities  of  the  Alliance. 

68.  The  Plan  is  overreliant  on  technologies  such  as  ITS  which  are  designed  to  "squeeze 
more  cars  onto  existing  highways,"  as  opposed  to  preserving  capacity  via  parking 
caps,  transit  fimding,  congestion  pricing,  and  ridesharing  programs.  (Walsh) 

The  Plan  endorses  specific  transit  actions  such  as  commuter  rail  which  have  regional 
significance;  it  specifically  endorses  congestion  pricing  demonstrations;  and  endorses 
Travel  Demand  Management  (TDM)  strategies  which  include  ridesharing. 

69.  The  Plan's  emphasis  on  providing  rental  cars  at  bus  and  train  stations  is  not  good 
news  for  quaint,  narrow,  coastal  communities.  (Walsh) 

The  Plan  does  not  emphasize  this  point  but  merely  mentions  it  as  one  possible  element 
of  the  Tourism  Transportation  initiative.  If  a  person  chooses  to  drive  to  a  tourist 
destination  instead  of  taking  a  train  because  it's  not  convenient  to  rent  a  car  at  the 
terminal,  providing  this  service  will  not  increase  the  number  of  cars  at  the  desti- 
nation —  it  will  merely  substitute  a  rental  car  for  a  private  car.  In  doing  so,  it  will  have 
eliminated  the  private  car  trip  which  would  have  taken  place  on  the  regional  highway 
system  and  shifted  that  trip  to  rail  (or  another  mode). 

70.  The  Plan's  focus  on  "activity  centers"  is  anti-city.  (Walsh) 

Cities  are  one  type  of  activity  center  and  the  term  is  intended  to  be  so  interpreted;  the 
text  has  been  duly  clarified  on  this  point.  However,  it  is  not  productive  to  pretend  that 
high  levels  of  economic  activity  do  not  now  take  place  outside  traditional  urban  core 
areas.  While  many  traditional  center  cities  remain  vibrant  "activity  centers"  and  others 
aspire  to  regain  this  status,  it  is  not  realistic  to  imagine  that  we  can  recreate  the  19th 
century  city  as  the  center  of  all  economic  activity.  The  need  for  agglomerations  of  all 
economic  activity  in  close  physical  proximity  no  longer  exists  due  to  a  technological 
revolution  which  cannot  be  undone.  Massive  numbers  of  people  no  longer  live  or 
work  in  this  environment  due  to  decisions  (right  or  wrong)  made  over  decades. 
Should  these  people  be  abandoned  to  their  fate?  Should  transportation  policy  try  to 
recreate  the  19th  century  or  anticipate  and  help  to  shape  the  21st? 

71.  At  the  end  of  the  Rhode  Island  Advisory  Committee  meeting,  the  last  idea  expressed 
was  "So  what  if  there  are  more  cars  on  the  roads  as  long  as  they  are  cleaner  burning." 

Unfortimately,  we  were  not  allowed  to  complete  this  thought  at  the  meeting  in  ques- 
tion. Automobiles  should  not  be  opposed  on  general  principles  but  rather  public 
policy  should  aim  to  mitigate  their  impacts.  Autos  provide  highly  efficient  point  to 
point  service  which  is  valued  by  millions  of  Americans.  The  problem  with  them  is  that 
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there  are  too  many  in  certain  places  at  certain  times,  and  they  cause  externalities  such 
as  air  pollution,  energy  consumption,  and  land  and  water  resource  consumption  for 
highways.  The  Plan  of  Cooperation  tries  to  address  the  problems  caused  by  auto- 
mobiles by  endorsing  alternative  modes  where  appropriate;  a  limited  number  of 
highway  expansion  projects  where  they  can  relieve  congestion  on  major  regional 
routes;  ITS  projects  which  permit  more  efficient  operation  on  existing  infrastructure 
thereby  reducing  the  need  to  construct  new  highway  facilities;  demand  and  growth 
management  policies  which  will  reduce  the  frequency,  length,  and  peaking  char- 
acteristics of  travel;  and  cleaner  and  more  energy  efficient  vehicles.  The  authors  of  the 
Plan  believe  this  is  far  from  an  auto-oriented  "business  as  usual  approach";  but  the 
author  of  the  letter  is  correct  in  that  it  is  not,  nor  is  it  intended  to  be,  anti-automobile. 

72.  Government  intervention  in  the  economy  is  basically  wrong  and  ineffective,  and 
therefore  Scenarios  2  and  3  will  fail  and  should  not  be  attempted.  (Martin  Toyen/ 
Seaworthy  Systems  Inc.,  Essex/CT) 

For  most  of  this  century,  the  U.S.  and  the  other  major  western  democracies  have  had 
capitalist  systems  with  varying  degrees  of  government  intervention.  These  systems 
have  produced  both  the  highest  levels  of  individual  freedom  and  economic  progress  in 
human  history.  There  is  a  clear  difference  in  the  approaches  of  Scenarios  2  and  3  with 
Scenario  2  focusing  on  government  as  a  partner  with  business  providing  incentives  for 
certain  types  of  actions,  and  Scenario  3  placing  more  emphasis  on  government  man- 
dates. If,  as  the  author  of  the  letter  asserts,  businesses  only  respond  to  crises  or  profit 
motives,  should  government  undertake  no  actions  to  solve  societal  problems  some  of 
which,  like  air  quality,  directly  impact  the  population's  health  and  well-being? 

73.  Inner  cities  are  crumbling  so  why  bother  to  provide  transportation  services?  (Toyen) 

This  is  the  inverse  of  comment  #70.  Many  New  England  cities  remain  vibrant  "activity 
centers."  Some  of  these,  like  Boston,  appeared  to  be  crumbling  a  generation  ago  but 
rebounded  partly  due  to  government  infrastructure  investment.  Cities  remain  the 
most  efficient  form  of  societal  organization  to  serve  by  public  transportation  systems 
due  to  the  high  density  of  destinations.  Finally,  should  the  millions  of  people  who  still 
live  in  our  dties  be  abandoned  to  their  fate? 

74.  More  visibility  and  emphasis  should  be  provided  to  the  North  Station  to  South  Station 
rail  connector.  (Tom  Greenman/ Wilton,  NH) 

See  #3. 

75.  Add  safety  and  security  to  topics  not  addressed.  (Alan  Chachich/ Arlington,  MA) 
Agreed.  See  text. 

76.  The  report  proposes  to  solve  the  passenger  congestion  problem  by  means  of  ex- 
panding highway  capacity.  A  multimodal  system  must  be  available  and  the  goal 
should  be  to  reduce  VMT.  (Maria  Mack/ Wakefield,  RI) 
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The  Plan  specifically  endorses  a  multi-modal  approach  of  which  highway  travel  will 
remain  a  key  mode.  We  do  not  believe  that  a  goal  of  reducing  VMT  (as  opposed  to  the 
goal  of  reducing  the  growth  rate  of  VMT)  is  consistent  with  the  goal  of  enhancing 
economic  vitality;  and  that  major  environmental  goals  such  as  cleaner  air  can  be 
achieved  by  reducing  the  growth  rate  of  VMT. 

77.  Minimizing  travel  demand  growth  can  only  be  achieved  by  good  growth  management 
planning.  (Mack) 

The  Plan  specifically  endorses  this  strategy. 

78.  Linear  propulsion  technology  for  all  speed  ranges  should  be  referenced.  (Romin 
Koebel/MA  Advisory  Committee) 

This  issue  was  not  raised  during  the  course  of  the  study  and  so  cannot  be  referenced  in 
the  text.  It  will  be  referred  to  in  subsequent  NETI  activities. 
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BROTHERHOOD  OF  LOCOMOTIVE  ENGINEERS 
Massachusetts  State  Legislative  Board 
(413)  498-5615 


J.  p.  To 
Chalraan 


Tolaan 


W.   H.  Nuttar 
Sacratary-Traaaurar 


D.   J.  Lauxon 
First.  Vlca  Chalnan 


C.  J.  Nawaan 
Vica  Chalraan 


J.   J.  Donovan 
Sacratary-Traasurar 


Tarry  Martin 
Vica  Chairaan 


To: 


NETI  Policy  Committee  Members,  et.al. 


From: 


Walter  H.  Nutter,  Secretary-Treasurer 


Date : 


22  January  1995 


Re : 


Draft:  Transportation  Plan  of  Cooperation 


As  a  member  of  the  NETI  Massachusetts  Advisory  Committee,  I 
attended  most  of  the  meetings  early  on  in  the  process.  Due  to 
schedule  conflicts,  I  have  been  unable  to  attend  the  meetings  for 
some  time.  I  have,  however,  followed  the  progression  of  the  NETI 
project  with  great  interest.  Although  I  have  some  grave  concerns 
regarding  this  plan  of  cooperation,  I  still  believe  that  this 
approach  represents  a  tremendous  opportunity  for  the  six  small  New 
England  states  to  act  in  concert  for  the  mutual  benefit  of  all.  My 
comments  follow. 

It  has  been  said  that  those  who  cannot  learn  from  history  are 
doomed  to  repeat  it.  Sadly,  the  NETI  authors  apparently  failed  to 
learn  even  from  history  that  occurred  a  scant  twenty  years  ago. 
Have  we  already  forgotten  the  energy  crisis  of  the  mid-seventies? 
Waiting  in  line  for  gasoline  by  the  hour?  The  advent  of  the  fifty- 
five  miles-per-hour  national  speed  limit?  People  forced  to  choose 
between  buying  oil  to  heat  their  homes  or  buying  groceries  to  feed 
their  children?  Do  the  authors  actually  believe  that  it  cannot  or 
will  not  happen  again? 

The  automobile  is  a  dinosaur,  or  at  the  very  least  is  fast  becoming 
one.  The  sooner  we  accept  that  fact  the  sooner  we  can  get  on  with 
the  process  of  finding  alternatives.  The  LEV  and  the  electric  car 
are  still  largely  sci-fi.  Yet  the  authors  cling  stubbornly  to  the 
concept  of  personal  transportation:  Add  lanes  to  Route  128/95;  add 
lanes  to  Route  1-93;  add  lanes  to  New  Hampshire's  Route  3  and  F.  E. 
Everett  Turnpike;  add  capacity  to  1-95;  etc.  Suggestions  such  as 
these,  should  they  become  reality,  will  only  cause  the  travelling 
public  to  shun  public  transportation  in  favor  of  the  convenience  of 
the  automobile  cruising  along  on  uncrowded  freeways. 

Even  though  passenger  rail  is  currently  the  fastest  growing  form  of 
mass  transit  in  the  US,  little  attention  was  given  to  it  in  the 
NETI  Plan  of  Cooperation.  Passenger  rail  uses  a  fraction  of  the 
energy  and  emits  a  fraction  of  the  emissions  relative  to  autos .  It 
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is  also  far  safer  to  travel  by  rail  than  by  car.  Yet  Route  1-95 
and  other  routes  are  discussed  as  if  there  was  no  alternative  to 
bigger  and  better  roads. 

Perhaps  the  single  most  efficient  project,  in  terms  of  moving  the 
most  people  with  the  least  impact  on  the  environment,  was 
completely  ignored  in  the  final  draft.  The  proposed  (elsewhere) 
rail  link  between  North  Station  and  South  Station  has  the  potential 
to  render  moot  any  expansion  of  1-95  -  which  by  the  NETI  study's 
own  findings  is  the  "top  regional  priority  travel  corridor  for  New 
England."  With  continuous  and  frequent  service  between  Washington, 
DC  and  Portland  (or  Brunswick)  Maine  the  number  of  auto  trips  on  I- 
95  would  be  dramatically  reduced.  Likewise,  a  rail  extension  from 
Lowell,  Massachusetts  to  Nashua,  Manchester  or  Concord,  New 
Hampshire  would  end  the  need  for  greater  capacity  on  1-93,  Route  3 
and  the  F.  E.  Everett  Turnpike. 

Together  these  two  projects  would  alleviate  the  pressure  on  Logan 
Airport  as  a  great  many  travellers  would  simply  travel  through 
Boston  rather  than  driving  to  Logan  and  flying  from  there.  These 
projects  have  the  further  advantage  of  having  a  much  smaller  impact 
in  terms  of  land  use,  indeed  the  bulk  of  the  above  proposals  would 
require  almost  no  land-taking  whatsoever. 

I  concede  that  passenger  rail  is  not  the  single  answer  to  all 
transportation  congestion.  It  is,  however,  the  best  solution  in 
many,  many  instances.  The  fact  is  that  in  situations  where  there 
are  thousands  of  daily  single-occupant  travellers  taking  the  same 
roads  from  point  A  to  point  B,  passenger  rail  can  do  it  better  and 
safer,  and  for  less  money. 

We  need  the  vision  and  the  political  will  and  commitment  from  our 
government  leaders  to  accomplish  such  goals,  as  well  as  the  courage 
to  take  the  path  less  travelled.     It  will  make  all  the  difference. 
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January  27,  1995 

Marc  Cutler,  Project  Manager 
Cambridge  Systematics 
150  Cambridge  Park  Dr.,  Suite  4000 
Cambridge,  MA  02140 

Dear  Mr.  Cutler: 

Comments  on  Draft  Transportation  Plan  of  Cooperation 

Thank  you  for  this  opportunity  to  comment  on  the  Draft  Plan  of  Cooperation  for  the 
New  England  Transportation  Initiative.  Having  participated  in  the  early 
discussions  for  formulating  the  scope  and  concept  of  this  effort,  I  believe  this  draft 
product  represents  the  right  response  to  the  question  of  "what  should  be  the  major 
product  of  this  study?"  Congratulations  on  this  significant  achievement  in  this 
ground-breaking  effort. 

The  following  comments  are  suggestions  for  further  refinements: 

^  Recommendation  Number  2,  beginning  on  p.  ES-2,  should  include  a 

recommendation  for  increasing  the  airside  capacity  of  Logan  airport  in  order  to 
be  consistent  with  the  Massachusetts  Strategic  Assessment  Report.  The 
decision  not  to  pursue  a  second  major  airport  requires  accomplishing  an 
increase  in  Logan's  airside  capacity.  The  distribution  of  air  services  to  other 
airports  is  a  complimentary  policy  but  cannot  by  itself  meet  the  region's  needs, 
according  to  current  analysis. 

^  On  page  ES-3,  modify  recommendation  on  Travel  Demand  Management  to 
qualify  this  policy  as  applicable  only  where  land  use  densities  and  patterns 
make  TDM  alternatives  to  be  both  practical  and  significant  in  their  impacts. 

^  The  recommendation  on  tourism  lead  me  to  consider  other  special 

transportation  markets.  Although  tiltrotor  technology  may  not  be  commercially 
viable  until  the  end  of  the  next  decade,  existing  helicopter  technology  provides 
an  important  alternative  mode  for  short  range  trips  which  are  time  critical, 
especially  in  congested  corridors.  I  would  recommend  the  development  of 
private  and  public  vertiports  and  state  zoning  to  provide  siting  standards  for 
such  facilities.  Fostering  the  provision  of  such  facilities  could  be  an  important 
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ingredient  to  attracting  future  economic  development.  Medical  emergency 
services  would  also  be  enhanced.  These  can  often  be  integrated  with  other 
facilities  such  as  intermodal,  remote  terminals  for  Logan.  The  pursuit  of  a 
regional  policy  on  this  issue  may  help  generate  sufficient  markets  to  support 
scheduled  and  on  demand  charter  services. 

Under  Regional  Airport  Planning,  p.  2-7,  you  state  'Additional  abandoned 
military  airfields  are  likely  to  become  available  in  the  coming  years."  Please 
clarify  the  implication  of  this  observation. 

^  Under  immediate  next  steps  for  implementation,  p.  3-2,  you  should  consider  a 
recommendation  to  encourage  modal  organizations  to  confer  on  a  regional 
basis  to  identify  further  opportunities  for  a  program  of  cooperation.  An 
'      example  of  this  is  the  New  England  Air  Service  study  which  is  bringing 

together  the  six  state  aviation  agencies,  the  major  airports,  and  the  business 
community  in  an  examination  of  how  scheduled  air  service  could  be  enhanced 
across  the  region. 

Sincerely, 

Ralph  M.  Nicosia-Rusin 

Airport  Capacity  Program  Manager 


CLF 


Conservation  Law  Foundation 


February  2 ,  1995 

Marc  Cutler,  Vice  President 
Cambridge  Systematics,  Inc. 
150  Cambridge  Park  Drive 
Cambridge,  Massachusetts  0214  0 

Dear  Mr.  Cutler: 

As  you  know  from  our  meeting  last  Thursday,   the  Conservation 
Law  Foundation  ("CLF")  has  reviewed  the  draft  "Transportation 
Plan  of  Cooperation"  for  the  New  England  states.     While  CLF 
strongly  supports  some  of  the  draft  Plan's  components,  we 
disagree  fundamentally  with  the  recommendation  that  roadway 
capacity  expansion  projects  would  achieve  the  plan's  purpose  of 
"enhancing  1)  mobility  and  access  for  persons  and  goods;  2) 
environmental  quality;  and  3)   economic  vitality."     (draft  Plan, 
p.   ES-1) .     We  are  also  deeply  concerned  about  the  absence  of  a 
specific  action  plan  for  passenger  transportation,  especially 
passenger  rail.     These  comments  are  explained  more  fully  below. 
CLF  urges  that  the  draft  Plan's  recommendations  regarding  highway 
expansion  and  passenger  rail  be  modified,   so  that  it  is 
consistent  with  the  NETI  study's  previous  findings  and 
recommendations. 

In  its  comments  on  the  draft  "Transportation  Alternative 
Scenarios  Analysis,"  CLF  expressed  (and  described  the  reasons 
for)   its  strong  support  of  congestion  pricing.    (See  CLF  comments 
dated  November  18,   1994,  pp.   3-4).     We  are,  therefore,  pleased 
that  the  draft  Plan  recommends  that  "New  England  states  .    .  . 
develop  one  or  more  interstate  [congestion  pricing]  projects 
oriented  toward  the  urban  commuter  and  seasonal  recreational 
travel  markets"   (draft  Plan,  p.  2-9) ,  and  urge  prompt 
implementation  of  this  recommendation.     Any  additional  revenue, 
however,   should  under  no  circumstances  be  dedicated  to  capacity 
expansion  (see  draft  Plan,  p.  2-9) ,  because  such  a  policy  would 
aggravate  the  very  problem,  congestion,  that  instituting  a 
pricing  structure  is  designed  to  alleviate.-^ 

The  draft  Plan's  recommendation  to  implement  congestion 


If  the  funds  are  to  be  dedicated,  they  could  be  dedicated 
instead  to  maintenance  only  and/or  to  transit  improvements  in  the 
same  corridor. 


■  Maine  Office:  119  Tillson  Avenue,  Rockland,  Maine  04841-3416  •  (207)  594-8107  •  Fax  (207)  596-7706 

^  Headquarters:  62  Summer  Street,  Boston,  Massachusetts  021 10-1008  •  (617)  350-0990  •  Fax  (617)  350-4030 

□  Vermont  Office:  21  East  State  Street,  Montpelier.  Vermont  05602-3010  •  (802)  223-5992  •  Fax  (802)  223-0060 


PRINTED  ONVl? 
RECYCLED  PAPER 


Conservation  Law  Foundation 


Marc  Cutler,  Vice  President 
February  2,   199  5 
Page  2 


pricing,  which  CLF  supports,  and  its  approval  of  capacity 
expansion  projects  for  Route  128,  Route  3,  the  F.E.  Everett 
Turnpike,   1-93  south  of  New  Hampshire,   1-293,   and  1-84  between  I- 
691  and  Waterbury  are  inconsistent.     The  National  Research 
Council's  recent  report,   "Curbing  Gridlock:     Peak  Period  Fees  to 
Relieve  Traffic  Congestion"  concurred  with  the  conclusion  of  many 
observers  that: 

With  travel  demand  far  outpacing  the  provision  of 
highway  capacity,   there  is  little  prospect  that 
congestion  will  be  eased  simply  by  building  new 
highways  or  transit  systems.     After  billions  have  been 
spent  on  new  highways  and  transit  systems  during  the 
last  two  decades,   it  has  become  clear  to  many  that 
America's  metropolitan  areas  cannot  build  their  way  out 
of  congestion. 

Transportation  policy  is  increasingly  focused  on 
managing  the  demand  for  transportation  to  alleviate 
adding  capacity  on  new  highways  for  use  by  solo 
drivers.     Demand  management  measures  include  efforts  to 
encourage  ridesharing,  telecommuting,  walking  and  using 
transit . 

p.   1   (emphasis  added). ^     Endorsing  states'  proposals  to  invest 
additional  millions  of  dollars  in  add-a-lane  projects,  which 
ultimately  will  only  result  in  congestion  involving  more 
vehicles,  will  not  serve  the  region's  interest  in  improving 
access  and  mobility.     Accordingly,  CLF  recommends  that  these 
projects  not  be  included  in  the  draft  Plan  of  cooperation.-^ 


^     National  Research  Council,  Curbing  Gridlock:     Peak  Period 
Fees  to  Relieve  Congestion.    (Volume  1)    (1994) . 

^     The  possibility  that  some  of  the  additional  lanes  would 
be  designated  as  High  Occupancy  Vehicle   ("HOV")   lanes  does  not 
change  our  conclusion.     See  The  Chesapeake  Bay  Foundation,  Re- 
thinking HOV;     High  Occupancv  Vehicle  Facilities  and  the  Public 
Interest  (1994) (concluding  that  new  HOV  lane  construction,  as  now 
being  planned  and  implemented,   is  simply  increasing  roadway  space 
devoted  to  the  automobile  and  recommending  a  new  approach  to  HOV 
planning) . 


.  ■  i- 
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CLF  applauds  the  draft  Plan's  recommendation  to  launch  a 
regional  tourism  initiative.     The  Plan  accurately  notes  that 
"[t]he  tourism  industry  represents  one  of  the  most  vibrant 
sectors  of  the  New  England  economy.    ...   It  is  uniquely 
transportation  dependent  -  requiring  effective  connections  with 
the  rest  of  the  nation  and  foreign  markets,   internal  movements 
around  New  England,   and  local  mobility  at  the  final  destination." 
(draft  Plan,   p.   2-9).     The  proposed  elements  of  the  proposed 
initiative  (together  with  the  section  on  passenger 
transportation) ,  however,  neglect  passenger  rail  as  an  option  for 
improving  travel  opportunities  around  the  region  by  means  other 
than  automobile. 

The  Policy  Committee  selected  scenario  two  for  expanding 
passenger  rail.      (draft  Plan,  p.  ES-2) .     To  achieve  that 
scenario,  which  was  also  recommended  by  the  consultants  and 
described  in  the  "Transportation  Alternative  Scenarios  Analysis," 
(Analysis,  p.   4-3),   the  states  would  have  to  commit  to  a  specific 
and  broader  action  plan;     the  proposal  for  studies  in  the  draft 
Plan   (draft  Plan,  p.   2-7)    is  insufficient.     Consistent  with  our 
comments  on  the  selection  of  scenario  two  for  expanding  passenger 
rail   (CLF  comments  dated  November  18,  p.   2),  we  continue  to 
recommend  that  the  states  make  a  firm  commitment  to 
investigating,  where  necessary,  and  then  rapidly  implementing, 
where  feasible,  the  following  passenger  rail  projects  included  in 
scenario  2:     restoration  of  commuter/regional  rail  service 
between  Concord/Nashua  and  Boston;  inauguration  of  a 
recreational/tourist  rail  system  in  Vermont;  extension  of 
regional  rail  service  north  of  Portland;  and  opening  of  the 
Concord  to  White  River  Junction  rail  line  for  Boston  to  Montreal 
service.      (Analysis,  p.   4-3) .     We  also  actively  support  the 
construction  of  the  Central  Artery  Rail  Link  and  enhancement  of 
the  Inland  route  Amtrak  service  which  are  also  included  in  the 
scenario.     If  the  states  are  serious  about  alleviating  congestion 
and  improving  travel  opportunities  and  connections  in  the  region, 
they  need  to  explore  in  depth  the  viability  of  a  comprehensive 
regional  passenger  rail  system. 

The  draft  Plan  correctly  recognizes  the  importance  of 
regional  cooperation  on  freight  issues  and  proposes  the  creation 
of  a  regional  freight  alliance.     It  should  accord  similar 
importance  to  passenger  transportation  through  the  creation  of  a 
passenger  transportation  alliance.     The  alliance,   like  the 
freight  alliance  for  freight  transportation,  would  develop  and 
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implement  an  intermodal  regional  passenger  investment  strategy. 
It  should  also  work  closely  with  the  freight  alliance  to  avoid, 
for  example,  the  conflicts  that  have  occurred  in  the  past  between 
passenger  and  freight  rail.     As  outlined  in  the  draft  Plan, 
options  for  passenger  travel  in  New  England  will  continue  to  be 
limited  almost  exclusively  to  automobiles.     This  outcome  would  be 
inconsistent  with  both  the  goals  of  NETI  and  the  recommendations 
selected  from  the  "Transportation  Alternative  Scenarios 
Analysis." 

Thank  you  for  your  consideration  of  these  comments. 


Sincerely , 


Veronika  Thiebach 
Staff  Attorney 


cc:     Sonia  Hamel,  EOEA 

Dennis  Coffey,  EOTC 

Susan  Hamilton,  CTAC 

Heidi  Roddis,  MA  Audubon  Society 
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New  England  Transportation  Initiative 

%  John  Robinson 

Massachusetts  EOTC 

10  Park  Plaza,  Suite  3170 

Boston.  MA  02116 

FAX  617-523-6454 

Dear  NETI , 

ASBRT  is  pleased  to  have  the  opportunity  to  comment  on 
your  Draft  Plan  of  Cooperation .     You  have  accomplished  a 
great  deal  in  only  one  and  one-half  years  and  you  are  to  be 
congratulated.     We  reoomnend  tc  the  Hew  England  Governors 
that  they  confirm  their  support  for  your  work  and  extend  the 
cooperative  momentum  for  further  studies. 

Your  stated  goal  of  pursuing  strategies  which  are 
"predominantly  oriented  toward  minimizing  "Vehicle  Miles 
Traveled"  (VMT)  growth  in  congested  areas"  is  a  challenging 
task  given  the  growth  pressures  forecasted  for  these 
corridors.     We  predict  the  following: 

Point  1:    Without  mandatory  coordination  between 
transportation  infrastructure  development  and  city/town 
planning  and  tax  sharing,  VMT  will  continue  to  increase. 

Point  2:  That  until  transportation  funding  is  moda 1 -nsn tr»  1 
highway  and  aviation  expansion  will  dominate  the  system. 

Point  3:    That  until  we  challenge  government  and  private 
industries  to  provide  solutions  to  technological  gaps  in 
transportation  technologies  for  mass  transit,   the  status-quo 
will  be  the  predominant  recipient  of  public  monies. 


Passentfer  Transpprtst ioii 

Highway  Expansion 

NETI  acquiesces  easily  to  aooommodating  future  demand  by 
supporting  highway  infrastructure  expansion.  If  we  do  not 
address  the  challenges  offered  in  ASERT's  Points  1-3  then 
predominantly  highway  expansion  and  minimally  rail  expansion 
will  be  funded  to  resolve  system  inadequacies.     NETI  is  also 
aware  that  widening  roads  will  not  minimize  VMT  traveled,  but 
will,  in  fact,  stimulate  more  traffic.    Other  strategies  such 
as  "Travel  Demand  Management"  are  unproven  and  would  only 
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decrease  peak  hour  demand  for  probably  a  limited  time  period. 

Consequently,  without  more  potent  tools  at  their 
disposal,  NETI  participants  support  regional  lobbying  to 
secure  Federal  funding  for  the  highway  expansion  projects 
such  as  1-85,   1-93,   Route  3,  etc. 

Exanple  1:  The  tiajjifi.  Turnpike .     Maine  voters 
rejected  highway  expansion  with  the  anticipation 
that  rail  access  to  Boston  will  prove  to  be 
environmentally  friendly  additions  to  capacity. 
Perhaps .  too,  ths.  Maing  votgrn  cnnftirierf>d  that 

congestion  Itself  maZ  h£.  the  stimulns  £^  develop 

other  alternatives ,  aoi.  presently  obvj on«;  qx. 
available .   (Point  3,  above)    Their  challenges 
could  prove  to  be  our  opportunity  to  look  for 
solutions.  Consider: 

Marketing  strategies  for  rail  such  as 
advertising,  rate  reduction  schedules 
during  prime  travel  times,  vacation 
packages  and  inexpensive  rental  cars  at 
rail  terminals  could  be  programed  as 
important  accessories  to  draw  maximum 
passengers . 

(I  am  constantly  reminded  how  important  marketing  is 
when  I  find  that  even  though  so  many  of  my 
acquaintances  have  knowledge  of  MassPort  's  Logan 
Express,  they  continue  to  drive  into  Logan.  Their 
perception  of  bus  service  recalls  substandard 
transportation  where  you  mast  endure  blue  gum  stuck 
to  the  soles  of  your  shoes  and  the  stench  of  green 
cig^.rs.     HassFort  markets  the  Logan  Express  with 
creative  gusto,  but  another  level  of  effort  seems  to 
be  required  to  entice  first-time  riders  with  middle- 
class  prejudice .  ) 

Exauple  2:      Further  examination  maz       required . 
One  can't  help  but  wonder  if  we  know  enough  about 
the  trip  patterns  of  commuters  on  the  major 
corridors  before  we  categorically  decide  that  only 
highway  expansion  can  accommodate  the  traffic.  (New 
York  State  just  completed  a  study  along  the  Mass 
Pike  and  determined  that  something  like  9,000  out  of 
15,000  survey  respondents  might  use  a  high  speed 
ground  system  within  their  study  region  between 
Albany  and  Boston.     These  sort  of  studies  give  us 
more  understanding  about  the  flow  of  traffic  and 
possible  alternatives  to  highway  expansion.) 

Exanple  3:  Core  Work-Centfirft  Sl^^  provide 
opportunities .       A  sketchy  pattern  of  Route  3 
traffic  originating  from  New  Hampshire  cities  with 
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destinations  to    Core  Work-Centers  in  Massachusetts 

has  been  developed.     As  I  recall,   three  or  four 

major  points  are  the  destinations  for  a  fairly  large 

percentage  of  commuters:  Cambridge,  Boston, 

Burlington  and  Waltham. 

Have  we  taken  the  next  steps: 

^Identify  the  places  of  employment 

^Interview  the  corporations  to  determine  their 

possible  interest  in  a  pilot  bus  program  to  Alewife 

or  offices,   as  appropriate. 

♦Challenge  industries  to  provide  new  technologies. 

Bail  Development 

W©  are  pleased  that  you  are  supportive  of  the  three-hoar 
rail  service  between  Boston  and  New  York  City.     We  expect  to 
see  some  redaction  of  the  commuter  planes  servicing  New  York 
presently  crowding  Logan.     We  are  concerned  that  your 
carefully  chosen  words  "support  the  concept"  of  the  North- 
South  Station  Rail  Link  and  "attempt  to  develop  a  common 
approach  to  achieving  this  goal  in  a  fiscally  prudent  manner" 
do  not  soand  like  a  robust  endorsement  of  the  Rail  Link 
project.  We  must  surmise  that  your  concerns  revolve  around 
some  or  all  three  of  the  following: 

i.  The  Central  Artery  Project  with  Rail  Link  may 
take  Federal  Dollars  away  from  highway 
expansion  projects  in  other  states,  or 

ii.  You  may  be  less  sure  that  the  Rail  Link 
expense  will  be  justified  by  the  ridership 

and , 

iii.  You  would  rather  find  a  cheaper  alternative  to 
join  the  stations  together. 

As  to  i,  with  or  without  the  Central  Artery,  Federal 
highway  dollars  are  very  likely  heading  "South",  particularly 
since  population  growth  in  New  England  will  be  less  then  the 
"growth  centers"  of  the  South  and  Mid-West.  Accordingly,  our 
population  densities  mandate  that  we  may  be  uniquely  served 
by  high  speed  ground  transportation.     Although  we  can 
understand  that  other  States  may  look  upon  the  Rail  Link  as 
more  money  swallowed  by  the  Central  Artery  project,  a  cogent 
argument  can  be  advanced  that  success  of  their  rail  lines 
rely  upon .   in  gnM  part  .   thS.  viability  of.  thSL  Boston  routes  . 
miinh   imprnvftd  hv  the  ariHitinn  nf  the  Rail   T.ink.     Just  as  the 
New  York  to  Albany  line  is  unlikely  to  receive  Federal 
construction  grants  without  including  the  large  numbers  of 
potential  passengers  between  Boston  and  New  York,  states 
north  of  us  will  likely  benefit  from  the  direct  rail  link 
through  Boston.    Good  rail  options  will  differentiate  us  from 
the  rest  of  the  car-bound  nation,  thus  further  strengthening 
our  regional  tourist  assets  as  "old"  New  England. 

As  to  ii,  riders  will  eventually  use  a  good  system. 
After  all,  40%  of  the  high  speed  passengers  (air  and  rail) 
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between  "New  York  and  Washington,  DC  use  the  AMTRAK  metroliner 
service.     Furthermore,  we  are  jast  beginning  to  understand 
the  ancillary  costs  that  we  pay  due  to  crowded  highways.  Air 
pollution  and  highway  deaths  and  injuries  have  not  been 
acknowledged  in  normal  accounting  procedures.  We  must  assess 
the  true  cost  of  highways  and  air  service  to  the  consumer. 
We  must  break  down  the  modal  barriers  allowing  rail  to  share 
in  the  transportation  pot  of  gasolene  taxes,  passenger  fees, 
etc.,  according  to  the  merit  of  each  project  (Point  2). 

As  regards  iii,  it's  always  easy  to  dream  up  routes  that  one 
surmises  are  cheaper  than  another.     However,  the  reality  is 
that  no  one  has  proven  that  the  other  alternatives  are 
cheaper,  better  routed  and  indeed,  even  possible  to 
accomplish  or  schedule  to  ensure  completion. 

Regional  Airport  Planning 

We  <.re  pleased  to  see  the  interest  in  sharing  passengers 
amongst  New  England's  airports.     We  would  hope  to  see  a  solid, 
study  as  you  indicated,  a  "less  Logan-centric",  plan 
developed.     Such  a  plan  might  include  high  speed  rail 
connectors.     As  you  are  aware  the  New  York-Mass  Pike  Study 
includi^'S  that  "H"  word,  "maglev"  .     Assuming  that  such  a 
system  could  be  built  (or  even  tilt-trains)  with  connections 
to  Logan.  Manchester,  Green,  Worcester,  Bradley  and  New  York, 
efficient  intermodal  transportation  would  be  evident  by  the 
rapid  replacement  of  short  and  medium-haul  air  flights  with 
rail.     The  Massachusetts  Legislature  approved  a  $500,000 
maglev  study  to  complete  the  exemplary  work  begun  by  New  York 
along  the  Mass  Pike.     Let's  spend  it  wisely  by  including 
airport  connections  in  the  proposed  alternative  routes. 

Growth  Managesent  Planning 

We  are  pleased  that  HETI  recognizes  the  importance  of 
targeting  transportation  investment  to  activity  centers. 
However,  we  are  concerned  that  such  infrastructure  appears  to 
be  dominated  by  more  highway  development.       It  is  refreshing 
that  you  note  that  automobile  travel  receives  the  benefit  of 
the  lowest  cost  of  gasoline  in  the  world.   "Off-line"  costs, 
such  as  insurance,  car  payments  (often  two  or  more  cars  per 
family),  medical  expenses  or  loss  of  family  members  in 
accidents,  are  borne  with  seemingly  stoical  nescience.  Is 
this  due  to  ignorance  or  is  it  because  we  have  no  other 
available  alternative?     Has  th<^  "ovftrwhpl ming  public  response 
Ul  LhS.  increasing  congestion   levf Is  brought  aMill  by.  ths.  WL 
growth"   been  oftak  p  jLT  i.Qd  ad  in  Rtinftn  ts  rather  Hian  SLodfiJ.  shif  t.s 

tsLL  aiUd  ot^her,  reason  hut.  thsl.  ms.  haie.  under-invRshftrf  ia  tail 
devfilopmfint? 

Growth  Managenent :     The  Linrnl  n  Inst  i  fAita  qf  T,and 
Pol  i<^v  has  an  applicable  article  on  "Linking  Land  Use  and 
Transportation  Under  Growth  Management  "in  the  January, 
1995  issue  of  LandLines.     In  order  to  maximize  rail 

Hf»v»»  1  nnin*»n  1-    in  nlxr'A  nf  highunv  HpvpI  nnmpnt  .    wp  mnst. 


deveiopraent  in  place  or  fiignway  aeveiopmern: .  we  must 
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achieve  residential  and  commercial  mix  densities 
achievable  only  by  special  2ones.   If  we  are  to  contain 
sprawl,  we  must  recognize  that  communities  that  desire 
growth  and  receive  infrastructure  improvements,  courtesy 
of  other  taxpayers,  should  share  their  good  fortune  with 
communities  who  do  not  grow,  ie  Point  1,  above. 

Tax  Structure:    To  continue  this  radical  thinking,  we  can 
look  at  other  ideas  offered  by  the  Institute  regarding 
land  development.     One  interesting  idea  to  increase  the 
rate  of  land  development  and  decrease  long-term 
speculation  on  land  in  cities  or  growth  centers  is  to  tax 
empty  land  at  a  higher  rate  than  developed  land;  in  fact, 
the  idea  is  to  tax  land  only.     This  concept  has  some 
merit  for  increasing  the  rate  of  development  of  the  many 
areas  in  Boston  that  suffer  from  under-investment  and 
over-speculation.     Such  a  system  would  not  be  desirable 
for  those  regions  where  slower  growth  is  preferred.  In 
fact,  we  may  tax  improvements  only  in  areas  where  we 
desire  less  growth.  A  change  in  tax  structure,  along  with 
infrastructure  targeting  and  tax  sharing,  could 
significantly  slow  down  sprawl,  dramatically  offer 
incentives  to  improve  our  cities  and  markedly  increase 
rail  ridership. 


Freight  Transportation 

We  are  supportive  of  freight  rail  as  it  will  improve  our 
economy,  but  we  do  not  support  creating  a  special  task  force 
for  freight  that  does  not  also  represent  passenger  rail.  We 
realize  that  there  are  liability  issues  that  must  be  worked 
out  by  rail  promoters.     We  believe  that  a  Sew  England 
Interaodal  Rail  Alliance  that  includes  both  passenger  and 
freight  is  the  best  forum  to  resolve  these  problems. 

We  believe  that  HETI  must  examine  the  larger, 
institutional  challenges  of  our  three  "Points"  if  we  are  to 
see  real  progressive  change  in  our  transportation  agenda. 
Addressing  these  "Points'*  will  open  HBTI  participants  to  new 
avenues  of  thinking  about  why  and  to  whom  they  should  provide 
transportation  services.     Responding  to  Point  3  could  open  us 
to  a  new  world  of  transportation.     Please  allow  me  to  give 
you  a  muoh  earlier  example  of  how  Point  3  was  used  by  the 
English  Parliament  to  solve  an  essential  transportation 
problem . 

Example  4 :     A  Competition  thhl.  Chftngeri  tiie.  World 
Throughout  recorded  history  we  learn  of  men  being 


lost  at  sea  in  devastating  storms  that  sunk  their 
ships  or  crashed  them  upon  ledges.     However,  many 
men  died  because  we  did  not  process  the  knowledge 
to  determine  longitudinal  position  precisely  enough 
to,  avoid  significant  and  deadly  miscalculations. 


Finally,  after  the  loss  of  a  heroic  and  favorite 
English  captain  and  his  seaman  on  the  rocks  of 
Scilly  Islands,  only  forty  miles  offshore,  the 
Parliament  in  1714  passed  an  act  "For  providing  a 
Publiok  Reward  for  such  Person  or  Persons  as  shall 
discover  the  Longitude  at  Sea".    The  Board  of 
Longitude  offered  money  to  support  promising 
experiments  and  another  large  award  of  money  for 
solving  the  problem.     An  unknown  man,  son  of  a 
carpenter,  familiar  with  the  earlier  work  of  Robert 
Hooke,   "the  use  of  springs  instead  of  Gravity  for 
the  making  of  a  Body  vibrate  in  any  Posture",  won 
the  prize  by  developing  essentially  a  clock  that 
lost  only  five  seconds,  or  about  1.25  minutes  of 
longitude,   in  government  trials.     Since  it  was 
easier  for  Captains  to  buy  cheap  clocks  than  to 
find  mathematically  educated  sailors,  the  device 
replaced  astronomical  calculations  and  saved  many 
lives . 

This  example  can  be  compared  with  a  more  recent 
competition  for  the  development  of  magnetic  levitation 
trains.   Instead  of  identifying  the  problems  that  needed  to  be 
solved  and  asking  private  industries  to  respond  with  a,s  much 
•':rv^at.i  •••J.  tv  ^.e   pC'E  =  ible,    the  Govef  fiti-fnt  reyalated  liit 
r  .i;nn<=tlt  ion    CD   t'fiii   exterit    that   the    !'tri;.ilL   WtXiS    e   eviiLein  Liiat 
-.r  :.jv  icil -d  '^y'  tp'rn  f  1      i  b.i.  1  i  ty  ,   but  w«5  triCjhtful  1  y  t;:  pensj.  ve  . 
-'.jiir-equeM  L  i  y  ,  naglpv  wi».=  i  Timed  lately  ridiculed  and  has  since 
lost  most  of  the  momentum  for  development.    The  point  is  that 
we  must  implement  proven  technologies  to  lessen  our  present 
problems  but,  we  need  new  ideas  and  new  technologies.  Maglev 
may  or  may  not  be  the  right  technology,  but  until  we 
challenge  ourselves  to  find  better  solutions,  we  will 
continue  to  use  too  much  gasoline  to  the  detriment  of  our 
national  balance  of  trade  payments,  experience  excessive 
congestion  and  pollution  and  lose  the  beauty  and  uniqueness 
of  "old"  New  England. 
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Sincerely, 


Nancy  W .  Reed 


Massachusetts  Audubon  Society 

208  South  Great  Road 
Lincoln,  Massachusetts  01773 
(617)  259-9500 

February  3,  1995 

Charles  Repeta,  Project  Manager 

New  England  Transportation  Initiative 

Executive  Office  of  Transportation  and  Construction 

10  Park  Plaza 

Boston,  MA  02116 


VIA  FAX  #  617-523-6454  followed  by  U.S.  Mail 


Dear  Mr.  Repeta: 

On  behalf  of  the  Massachusetts  Audubon  Society,  I  submit  the  following  comments  on 
the  Draft  Transportation  Plan  of  Cooperation  prepared  as  part  of  the  New  England  Transportation 
Initiative  (NETI). 

The  Massachusetts  Audubon  is  a  voluntary  association  of  people,  representing  54,000 
households  members,  and  dedicated  to  preserving  the  biological  diversity  and  water  resources  of 
the  commonwealth.  The  Society's  comments  on  the  NETI  Plan  of  Cooperation  focus  on  the 
effects  of  transportation  policy  upon  land  use  and  environmental  quality. 

General  Comments 

Since  NETI  was  initiated  in  1993,  the  Society  has  supported  the  concept  of  an  integrated 
approach  to  transportation  policy  and  planning  for  the  entire  New  England  region.  Many  of  the 
transportation  and  land  use  challenges  in  the  next  century  will  require  this  kind  of  cooperative 
interstate  approach.  Massachusetts  Audubon  hopes  that  the  Plan  of  Cooperation  will  not  be  an 
end  point,  but  rather  the  beginning  of  ongoing  collaborative  planning  for  New  England's 
transportation  systems.  The  Intermodal  Transportation  Efficiency  Act  of  1991  (ISTEA) 
recognized  that  continuing  reliance  on  single-mode  transportation  planning  was  environmentally 
and  economically  harmful.  The  NETI  Plan  offers  hope  that  New  England  can  benefit  from 
innovative,  cooperative  approaches  on  the  regional  level. 
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specific  Comments 

"Activity  Centers":  The  Plan  of  Cooperation  calls  for  "activity  centers"  to  receive  higher  priority 
for  transportation  improvements.  The  Plan  mentions  office/industrial  parks  and  malls  as 
examples  of  activity  centers.  To  reduce  sprawl  and  reliance  upon  the  automobile,  transportation 
improvements  should  also  be  targeted  to  improve  transit  services  in  and  around  urban  core  areas. 
Highway  expansion  is  not  a  solution  to  congestion.  The  focus  should  be  on  demand  management 
and  alternatives  to  automobile  travel. 

Water  Resources:  The  scope  of  work  to  date  on  NETI  has  not  included  water  resources. 
Transportation  projects  have  significant  impacts  upon  water  resources.  Highways  contribute 
enormous  quantities  of  stormwater  runoff,  erosion,  and  sedimentation  to  waterways  and  wetlands. 
Due  to  the  linear  nature  of  transportation  infrastructure,  roads  and  railroads  cross  and  divide 
wedands  and  waterways.  The  Society  urges  that  as  NETI  moves  into  the  next  phase,  a 
coordinated  mechanism  be  established  to  address  water  resource  issues  associated  with 
transportation.  Individual  states  and  agencies  could  benefit  from  sharing  of  experiences  and  ideas 
for  improving  the  interaction  between  transportation  and  water  resources.  For  example,  if  an 
agency  has  had  success  in  upgrading  its  stormwater  management  systems  while  reconstructing 
highways,  or  in  designing  bridges  that  reduce  impacts  on  wildlife  habitat  and  floodplains  at  water 
crossings,  other  agencies  and  states  can  benefit  from  sharing  this  information.  Several  agencies 
may  want  to  develop  a  set  of  pilot  projects  in  a  cooperative  regional  effort  to  identify 
environmentally  effective  and  economically  efficient  approaches  to  water  resources  protection  and 
improvement. 

North-South  Rail  Link:  The  North-South  Station  Rail  Link  is  a  vitally  important  project  that 
combines  good  environmental  policy  with  economic  benefits.  The  project  will  provide  benefits 
to  other  New  England  states  as  well  as  Massachusetts.  This  Rail  Link  will  allow  trains  to  travel 
from  points  north  throughout  the  Northeast  Corridor.  It  will  help  boost  economic  activity  in 
existing  urban  cores  while  helping  to  reduce  development  sprawl  in  outlying  areas.  The  effect 
of  the  Rail  Link  on  land  use  patterns  throughout  eastern  Massachusetts  and  beyond  has 
significant  positive  implications  for  conservation  of  biological  resources,  and  protection  of  water 
and  air  quality.  For  this  reason,  this  project  is  a  priority  for  Massachusetts  Audubon  and  other 
members  of  the  environmental  community.  The  Plan  provides  a  rather  weak  endorsement  of  the 
Rail  Link.  The  Society  urges  su^ong  support  for  this  project.  Design  and  construction  of  the  Rail 
Link  must  continue  to  move  forward,  so  that  this  important  alternative  to  highway  travel  will  be 
built  as  one  of  the  intermodal  components  of  the  Central  Artery  project. 

Rail  Alliance:  The  Plan  of  Cooperation  calls  for  formation  of  a  New  England  Regional 
Intermodal  Freight  Alliance.  The  Society  believes  that  there  is  a  need  for  a  regional  strategy  for 
efficient  movement  of  goods.  At  the  same  time,  railroads  are  also  important  to  passenger 
transportation.  Rail  improvements  should  be  designed  to  maximize  benefits  of  these 
investments,  while  minimizing  conflicts  between  freight  and  rail  use  of  the  same  railroad  lines. 
Improved  freight  rail  systems  and  services  should  not  come  at  the  expense  of  passenger  rail 
services.  To  the  extent  feasible,  these  two  interests  should  work  together.  The  Society  believes 
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that  if  a  regional  iniermodal  rail  transportation  planning  alliance  is  formed,  it  should  include 
representation  from  the  passenger  rail  community  and  the  companies/agencies  that  provide 
passenger  rail  service. 


Conclusion 


Massachusetts  Audubon  generally  supports  the  Plan  of  Cooperation,  although  some 
aspects  should  be  refined  to  be  more  consistent  with  the  plan's  stated  purposes  regarding 
environmental  quality  and  economic  vitality.  The  Society  urges  that  specific  mechanisms  be 
established  to  carry  out  the  various  initiatives  outlined  in  the  document.  Transportation  planning 
in  the  coming  decades  must  involve  regional  cooperation,  true  intermodalism,  and  more 
coordination  with  other  aspects  of  land  use  planning. 

Thank  you  for  considering  these  comments. 


cc:      His  Excellency  Governor  William  F.  Weld 

Representative  Thomas  Cahir,  Chairman,  MA  Legislative  Joint  Transportation  Committee 
James  Kerasiotes,  Secretary,  MA  Exec.  Office  of  Transportation  and  Construction 
Trudy  Coxe,  Secretary,  MA  Exec.  Office  of  Environmental  Affairs 
Mark  Cutler,  Cambridge  Systematics 
Conservation  Law  Foundation 

Advocates  for  a  Strong  Economy  with  Responsible  Transportation 
Citizens  Transportation  Action  Campaign 
Save  the  Bay 


Sincerely, 


E.  Heidi  Roddis 
Environmental  Policy  Specialist 
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SERVING  VERMONT  INDUSTRY  WITH  PRIDE 


VERMONT  RAILWAY 


MCLAfJE/yDOJU 
AA/D  P/rrSFOffD 


General  Offices 
One  Railway  Lane,  Burlington,  VT  05401 
Telephone  (802)  658-2550 


January  23,  1995 


Mr.   Richard  Watts 
NET  I 

General  Service  Center 

U.S.   Route  2,  Middlesex,  Drawer  33 

Montpelier,  VT  05633-7601 

RE:  Comments  on  the  NETI  Proposal 

Dear  Richard, 

Prior  comments  were  provided  to  NETI  on  May  4,    1994  and  November  3, 
1994.       After  careful  review  of  the  revised  NETI  documents,  we 
still  believe  the   latest  NETI  proposal  primarily  supports  highway 
usage  and  development  and  unfortunately,   provides   little  vision  to 
the  utilization  of  rail   for  passenger  service  or  freight  transport. 
Particularly,   the  traffic  corridors  in  western  side  of  the  State  of 
Vermont. 

I  recently  had  the  opportunity  to  read  the  Conservation  Law 
Foundations  comments  on  the  Draft  Vermont  Long  Range  State-wide 
Transportation  Plan   (attached),  which  I  believe  mirrors  Vermont's 
proposed  planning  vision  contribution  in  the  NETI  effort.  I 
concur  with  CLE's  comments,   particularly  in  regard  to  considering 
alternative  rail  usage  scenarios.     The  NETI  proposal  generally 
views  rail  alternatives  to  be  valuable,   however,   they  are  viewed  as 
long  term  and  not  cost  effective.     Therefore,   not  worth 
consideration  in  the   immediate  future. 

We  disagree,   attached  for  your  review  and  comment   is  a  recent 
analysis,  which  was  requested  by  and  provided  to  the  Vermont  State 
Agency  of  Transportation  for  AMTRAK  service  to  the  western  side  of 
the  State.     It  clearly  outlines  cost  effective  scenarios  for 
implementing  passenger  rail  service.     I  would  like  to  request  NETI 
include  this  document  as  an  addendum  to  its  final   report  for  public 
comment . 


New  England  Transportation  Initiative 

Comments  of  David  O.  Jones,  Old  Lyme,  CT  ,  January  31 , 1 995 

The  Draft  Transportation  Plan  of  Cooperation  has  some  serious  problems  which  I 
attribute  to  a  lack  of  specificity,  some  errors  in  fact,  and  a  rather  light  touch  to  the  ability 
of  the  rail  mode  to  make  a  positive  contribution  to  the  economic  well  being  of  New 
England.   While  it  is  true  that  Newfip  England  is  and  will  remain  overwhelmingly 
dependant  on  the  highways  for  passenger  and  freight  transportation,  the  inability  of 
the  region  to  grasp  what  the  rail  mode  has  to  offer  will  hamper  further  progress. 

Politics  does  have  its  role  to  play.  The  opposition  of  the  Governor  of  Connecticut  to 
the  Amtrak  electrification  project,  for  example,  hopefully  will  be  changed  as  he  comes 
to  a  better  understanding  of  the  role  that  Amtrak  and  the  electrification  will  play  in  the 
enhancement  of  the  economy  of  Connecticut,  making  it  less  geographically 
disadvantaged.  The  opponents  of  the  electrification  have  overstated  their  case,  and  it 
is  time  for  moderation. 

Dealing  with  the  draft  report,  page  by  page: 

ES-2.  -Section  2.  On  this  page  there  is  no  mention  of  rail  as  having  any  role  to  play  in 
the  mitigation  of  passenger  traffic  congestion. 

ES-3.  On  this  page,  at  the  top,  the  word  "rail"  seems  a  mere  insert,  and  sentence 
would  seem  to  make  better  sense  if  the  word  "rail"  were  omitted.  Rail  might  better  be 
dealt  with  by  the  inclusion  of  a  sentence  suggesting  that  rail  commuter  developments 
in  the  Boston  area,  between  New  Haven,  Hartford,  and  Springfield,  as  well 
improvements  to  Metro  North  and  Shore  Line  East  all  have  a  growing  role  to  play  in 
the  distribution  of  people  in  major  metropolitan  areas.  The  Central  Artery  project 
linking  North  and  South  Station  involves  a  major  committment  by  the  Commonwealth 
of  Massachusetts  to  provide  a  raillink  that  has  major  regional  implications,  and  it 
should  be  in  an  executive  summary..  The  Amtrak  electrification  also  should  be 
mentioned  due  to  its  regional  significance. 

ES-3. 3  As  to  regional  tourism,  the  private  sector  has  been  taking  care  of  the  tourist 
trains,  and  the  governments  should  stay  out  of  except  to  provide  trackage  when 


possible  to  do  so. 


ES-3.4  The  section  on  technology  deals  only  withthe  highway.  What  about  rail 
technology.  The  Amtrak  electrification  is  such  a  program  whether  NETI  so  recognizes 
or  not. 

ES-4.5  No  one  will  mistake  the  intent  to  make  certain  that  all  highway  needs  are  met 
first.. 

2.2  (Page)  2.2  The  notion  that  New  England  is  astride  the  land  bridge  corridor  from 
Europe  to  Asia  is  not  correct.  If  we  focus  our  rail  freight  efforts  on  that,  we  will  surely 
meet  with  disappointment.  Boston  to  Albany  is  200  miles  on  a  mostly  single  track  line 
full  of  grades  and  curves.  Newark  to  Albany  is  only  140  miles  on  a  double  track  water 
level  line.  If  you  were  a  rail  operator,  which  would  you  give  preference  to?  Baltimore 
is  far  closer  to  Chicago  and  St.Louis  than  New  York  or  Boston  (indeed,  Cleveland)  and 
its  one  mountain  range  is  not  a  sufficient  deterrent  given  the  mileage  advantage.  We 
keep  fooling  ourselves  in  New  England  that  we  can  capture  a  significant  portion  of  the 
land  bridge  traffic. 

2.2  2.3.1  Who  is  going  to  make  the  investment  in  the  intermodal  facilities?  What 
state  will  raise  taxes  to  do  so.  When  you  have  Conrail  convinced  that  its  double  stack 
traffic  should  originate  elsewhere,  what  is  it  the  New  England  states  can  do  to 
persuade  them  otherwise?  However,  failure  to  get  land  bridge  traffic  should  not  be  the 
end  of  the  world.  While  other  ports  have  pretty  sophisticated  equipment  and  modal 
cooperation,  New  England  has  neither.  But  the  failure  to  get  the  land  bridge  traffic 
does  not  mean  the  end  of  the  world,  as  the  report  suggests.  It  only  means  that  the 
New  England  export/import  traffic  needs  to  be  a  bit  better  thought  out.  As  New 
England  seems  to  be  declining  as  an  industrial  area  with  less  need  of  export  facilities, 
this  matter  needs  to  be  thought  out  carefully.  Should  we  make  massive  investments  to 
lower  container  traffic  for  consumer  goods  going  to  the  Midwest?  Do  we  really  et 
enough  by  way  of  jobs  to  justify  it? 

2.3  (Page)  2.3.1  Some  of  the  starling  paragraphs  are  PC  pie  in  the  sky.    We  seem  to 
avoid  some  of  the  tough  issues.  If  we  wantrail  freight  into  and  out  of  New  England, 
wemay  need,  for  example,  to  arrange  for  the  rebuilding  of  the  Poughkeepsie  Bridge, 
but  this  is  in  New  York  State,  and  some  of  the  right  of  way  has  already  been  put  into 
highway.  But  this  is  the  short  rail  route  to  the  sourheast. 

No  mention  is  made  of  the  fact  that  we  have  only  onemain  line  rail  link  in  New 


England.  Most  of  the  rest  of  the  rails  are  of  secondary  importance.  Again,  over 
emphasis  is  given  to  double  stacking.  Where  is  there  a  single  mention  of  single 
container  on  flat  car  or  of  piggy  back?  Yes,  piggy  back.  Boston  used  to  be  one  of  the 
leading  centers  of  piggy  back  traffic,  and  now  it  is  rather  marginal.  There  are 
(highway)  reasons  for  this,  of  course.  But  with  companies  like  UPS  ,  Hunt,  and  others 
known  to  be  dedicated  users  of  piggy  back  (TOFC),  why  was  no  attention  given  to 
stimulating  such  traffic  in  New  England  with  the  building  of  a  few  TOFC  terminals  and 
some  new  services  aimed  at  providing  fast  services? 

In  listing  the  ports,  mention  is  made  of  Boston,  Davisville,  and  the  port  for  the  Central 
Vermont.    Leaving  Boston  alone,  Davisville  is  a  junction  between  the  Providence  and 
Worcester  and  Amtrak,  not  the  port,  and  the  port  for  the  Central  Vermont  is  New 
London.  The  Central  Vermont  is  now  or  about  to  be  Rail-Tex  with  a  new  name,  and 
the  Port  of  New  London  is  about  100%  dead.  Davisville,  so  called,  is  the  great  hope  of 
the  State  of  Rhode  Island,  and  they  want  Amtrak  to  pay  for  22  miles  of  third  main  line  to 
accomodate  port  traffic,  which  as  yet  does  not  exist. 

The  talk  of  dredging  at  any  of  the  three  ports  is  pie  in  the  sky.  Maritime  sources  I  have 
contacted  advise  that  the  large  most  competitive  container  ships  (land  bridge  types) 
require  42-45  feet  of  draft  at  low  tide.  To  get  that  at  any  of  the  three  ports,  not  only 
would  there  have  to  be  dredging,  but  blasting  of  rock  ledge.  As  the  sediments  to  be 
dredged  are  thought  to  be  polluted,  hence  dredging  not  permitted,  it  should  be  easy  to 
find  out  whether  any  of  the  port  hopes  have  any  merit  or  are  illegal,  putting  this  issue  in 
its  proper  place  once  and  for  all.  If  you  cannot  dredge  in  the  polluted  areas,  then  look 
to  some  other  strategy.  Why  not  single  containers  from  other  ships  and  TOFC?  No 
mention  of  this. 

To  talk  about  securing  federal  funds  in  this  political  climate  is  quite  unrealiistic  except 
for  highways.  The  Republicans  have  forced  the  Congressional  committes  giving  out 
highway  funds  to  be  enlarged  so  that  the  pork  can  be  handed  out  more  evenly.  Right? 

2.4  (page)  2.3.1  How  do  you  distribute  costs  and  revenue  of  freight  transportation 
equitably  across  New  England  or  any  where  else?  The  revenue  goes  to  the  hauler. 
The  costs  go  to  the  taxpayer.  What  can  be  more  equitable?  Lots  of  luck  in  negotiating 
with  New  York.  What's  in  it  for  them?  Or  Canada.  Both  will  take  anything  for  suitable 
pay.  Problem,  from  the  rail  point  of  view,  is  that  the  eastern  operations  of  the 
Canadian  railroads  have  not  exactly  been  profitable,  and  such  lines  as  either  the 
Canadian  Pacific  and  Canadian  National  have  in  New  England,  are  being 
downgraded  and  are  up  for  sale.  Buy  'em? 


Which  raises  the  question  of  acquiring  railroad  rights  of  way  for  freight  transportation. 
Why  not  acquire  rights  of  way  for  passenger  operations? 

To  standardize  truck  regulatory  policy  is  laudable  enough.  Some  of  us  would  wish  that 
truck  inspection  and  weight  checking  would  be  as  universal  in  the  North  East  as  it  is  in 
the  West.  Though  reports  continue  that  when  open,  the  weight  and  inspection  stations 
find  that  one  in  ten  trucks  are  unsafe,  but  inspection  stations  are  only  open  from  time  to 
time.  They  are  no  threat  to  the  trucks.    Is  NETI  unconcerned  for  public  safety? 

Interlining  agreements  are  the  province  of  Conrail  and  the  ICC,  which  I  believe  still  has 
some  jurisdiction.   From  such  maneuvering  as  I  have  seen,  I  wonder  if  this  is  really  a 
problem.  Some  of  the  small  railroads  are  pretty  cute  in  their  arrangements. 

Operating  any  facility  a  state  wants  can  be  easy  if  teh  state  funds  it.  Most  do  not  want 
to  fund  anything. 

A  regional  data  base.  The  waybill  sample  already  exists  for  railroads  by 
Congressional  mandate.  The  truck  lines  will  resist.  Costs  money.  Shipper  owner 
trucks  will  not  comply  in  any  case,  and  they  are  a  very  large  part  of  the  tnjck  traffic. 
Laudable  as  the  objective  may  be,  there  is  no  hope  for  it. 

2.6  (  Passenger  rail) 

It  is  not  true  that  all  the  New  England  states  support  the  Northeast  Corridor 
Transportation  Plan  (NECIP?  Northeast  Corridor  Improvement  Program).  Governor 
Rowland  of  Connecticut  went  to  Southeast  Connecticut,  heard  some  of  the  complaints 
down  there,  and  he  has  come  out  in  opposition  of  the  program.  Governor  Weld  is 
understood  to  have  talked  with  Governor  Rowland  last  week  about  this,  but  whether 
the  Governor  of  Connecticut  will  come  to  the  realization  that  this  is  a  much  bigger 
program  with  far  more  implications  than  he  has  understood,  and  voice  his  support  for 
the  program  is  not  clear.  He  should  support  it.  Electrification  will  have  an  important 
positive  effect  on  the  economy  of  the  Boston  New  York  corridor,  reducing  their 
geographic  disadvaantage.   The  complaints  in  the  southeast  of  the  state  have  been 
orchestrated.  Some  of  the  allegations  are  ill  founded. 

No  mention  at  all  is  made  of  the  Central  Artery  project  in  Boston,  a  project  into  which 
Massachusetts  has  put  more  than  100  times  the  cost  of  the  NETI  study.  The  idea  of 
linking  North  and  South  Stations  in  Boston  has  the  support  of  the  Governor  of 
Massachusetts,  and  it  should  have  the  support  of  other  Governors  as  well.  The  effect 


of  linking  the  two  terminals  and  permitting  through  service  could  be  quite  dramatic. 
The  omission  of  the  Central  Artery  project  from  this  report  is  a  serious  omission  and 
one  that  is  not  easily  understood,  given  the  location  of  the  consultants  in  the  Boston 
region.   It  suggests  they  either  do  not  care  or  do  not  know  about  rail  developments  or 
both.  Take  your  pick. 

2.7 

A  request  for  more  studies? 

Acquisition  of  rail  properties  for  possible  future  passenger  use  is  fine,  rights  of  way 
need  to  be  preserved.  But  why  particularly  if  they  can  have  freight  use  as  well. 
Perhaps  we  should  have  the  standard  of  acquiring  rail  properties  for  dual  use. 

The  Inland  Route  study  mentioned  is  a  maglev  study,  Boston,  New  York  via  Albany. 
This  is  not  the  time  and  place  to  discuss  maglev.  It  is  pie  in  the  sky  for  now. 

Boston  to  Montreal  service  via  White  River  is,  by  law,  the  sole  province  of  Amtrak. 
They  are  about  to  terminate  the  Montrealer,  so  talk  or  another  train  may  be  rather 
premature.  No  one  has  come  up  with  a  cost  figure  for  rehabilitation  of  the  line,  but  it  is 
something  Amtrak  will  not  pay.  No  realism  in  this  suggestion. 

Expansion  of  rail  service  north  of  Partland  is  unrealistic  when  Amtrak  does  not  get  to 
Portland  yet.  And  with  the  well  known  financial  problems  of  Amtrak,  it  would  appear 
that  service  expansion  to  Portland  is  unlikely,  especially  since  Mitchell  is  no  longer  in 
Congress  and  would  have  little  power  it  he  were. 

2.7  Regional  airport.  It  should  be  mentioned  that  one  of  the  purposes  of  the  Amtrak 
electrification  is  to  reduce  the  New  York  Boston  traffic  by  air  to  the  point  that  a  second 
Boston  airport  will  be  unneeded.  As  Amtrak  has  about  45%  of  the  New  York  to 
Washington  business  now,  this  would  appear  to  be  a  very  realistic  goal,  especially  if 
better  rail  equipment  were  involved.  Amtrak  is  not  much  of  a  player  in  this  market  now, 
but  should  be  if  the  electrification  and  reequipment  programs  come  off  as  planned. 

2.8  Market  Pricing  Demonstrations.  The  paragraph  at  the  bottom  of  the  page  is  very 
good.  Praiseworthy.  Few  people  seem  to  know  it,  especailly  those  in  southeastern 
Connecticut. 

2.10  2.3.3  Tourist  initiative.  It  might  be  made  a  bit  more  explicit  that  tourists  from 
overseas,  coming  into  Boston,  are  rather  more  apt  to  be  thinking  travel  by  rail  than  our 


own  citizens.  Unbeknownst  to  the  citizens  of  southeast  Connecticut,  rail  would  be  an 
effective  way  to  get  foreign  visitors  to  points  like  Mystic  and  Foxwoods,  particularly  if 
destinations  will  prove  as  willing  to  go  to  the  rail  station  to  pick  up  as  they  are  to  go  to 
airports,  even  Providence. 

2.10  2.3.4  Technology  Applications.  Electrification  of  the  Amtrak  Line  should  be 
included  here. 

Scenarios  by  Mode.  For  policies  by  Intercity  bus,,  it  is  interesting  to  note  just  how  little 
was  said  in  the  report  about  intercity  bus.  Peter  Pan  is  the  second  largest  bus 
company  in  the  U.S.  No  indication  that  they  were  contacted  about  anything  except  to 
get  endorsement  for  more  highways  and  highway  technology.  Any  ask  them  if  they 
could  be  fed  and  feed  by  Amtrak,  by  some  of  the  commuter  rails.  Note  that  in  New 
Haven  they  do  not  connect  with  much  of  anything,  but  Greyhound  does.  Why  does 
Peter  Pan  no  longer  serve  Bradley  from  the  south.  The  passenger  cost  diffeerential 
and  inconvenience  is  considerable.  And  Bonanza.  Also  an  important  and  profitable 
bus  company.  But  they  do  not  serve  downtown  Providence  on  a  dependable  basis, 
hence  connections  from  Amtrak  (points  New  Rochelle  through  Kingston)  cannot  make 
connections  to  Cape  points.   (Though  they  claim  to  serve  Kennedy  Plaza,  I  know 
passengers  who  were  taken  to  North  Providence  by  drivers  unwilling  to  make  the 
"demand"  stop.  )  Again,  as  to  intercity  bus,  no  mention  has  been  made  about 
GreyhoundA/ermont  Transit  and  the  rather  rapid  decline  os  services  in  areas  they 
serve.  Greyhound  may  not  survive.  But  none  of  this  is  reflected  or  mentioned. 

Under  the  section  labelled  "Passenger  Rail" ,  the  Boston  to  Portland  service  has  not 
been  completed  and  seems  to  have  less  than  a  50-50  chance  at  this  time. 

Under  the  freight  section,  rather  than  double  stack,  why  not  suggest  some  single  level 
containers  on  flat  car,  which  we  can  handle,  and  piggy  back.  Why  not  ask  for  the 
Poughkeepsie  bridge?  These  are  things  that  might  be  possible. 

Finally,  as  the  airport  section  suggests  that  as  a  major  change,  there  could  be  a 
diversion  to  HSGT  (high  speed  ground  transportation)  it  suggests  that  they  consider 
the  present  project  to  be  such.  In  that  case,  they  should  consider  the  HSGT  project 
under  the  passenger  rail  section  not  to  be  a  major  change,  but  rather  a  current  policy. 


David  O.  Jones 
POB  410 

Old  Lyme,  CT  06371-0410 


203  434  7441 

203  434  2824  (Fax  ,  24  hrs) 


January  24,  1995 


Gary  W.  LaBrake 

Chairman  of  the  Connecticut  Technical  Advisory  Conmiittee  for  the 
New  England  Transportation  Initiative,  (NETI) 
51  High  Street 
Milford,   CT  06460 

Commissioner  William  Burns 

Connecticut  Department  of  Transportation 

P.O.   Box  317546 

2800  Berlin  Turnpike 

Newington,  CT.  06131-7546 

Dear  Commissioner  Burns, 

As  the  committee  elected  chairman  to  the  public/technical  advisory 
committee  of  Connecticut  for  The  New  England  Transportation 
Initiative,  I  would  like  to  ask  that  you  please  take  time  to  review 
the  NETI  DRAFT  PLAN  OF  COOPERATION  FOR  TRANSPORTATION  FUTURE  OF  THE 
SIX  NEW  ENGLAND  STATES.  This  proposed  plan  of  cooperation  is  not 
perfect.  But  it  does  present  itself  as  a  way  for  all  of  the  New 
England  States  to  benefit  through  a  plan  of  joint  cooperation. 

With  the  congress  and  all  the  states  looking  to  cut  spending,  and 
trying  to  get  the  most  for  the  dollars  that  they  have  to  spend. 
The  NETI  proposals  and  visions  to  enhance  the  mobility  and  access 
for  the  movement  of  people  and  goods  represent.  A  real  area  of 
potental  opportunity  for  our  states  future.  NETI  created  through 
the  efforts  of  the  New  England  Governor's  Conference,  some  four 
years  ago,  could  still  represent  one  of  the  few  avenues  that  could 
result  in  true  and  effective  regional  enhancements  to  our 
overburdened  transportation  systems  of  the  N^w  England  States. 

As  chairman  of  the  public  /  technical  advisory  committee  for 
Connecticut  I  have  to  relate  my  concerns  over  some  aspects  of  the 
study.  Connecticut  seems  to  come  up  short  in  the  study  when 

compared  to  the  focus  towards  the  states  of  Massachusetts,  Rhode 
Island  and  even  New  Hampshire.  Your  own  agency  personnel  will 
confirm  this  I  am  sure. 

The  other  focus  of  concern  that  I  have  is  over  the  continued 
funding  costs  for  the  project.  If  NETI  is  to  continue  someone  is 
going  to  have  to  foot  the  bill,  each  of  the  states  I  presume,  can 
we  afford  to  help  fund  such  future  efforts  ?  Or  do  even  want  to  ? 
A  concern  to  many  is  the  proposed  New  England  Regional  Intermodal 
Freight  Alliance,  this  could  end  up  as  being  a  great  concept,  but 
costing  more  than  the  region  could  ever  hope  for,  or  stand  to  gain? 

I  am  concerned  with  the  comment  that  states,  what  the  consultant 
team  directs  is  a  "  bold  new  direction"  for  transportation 
planning  through  its  three  sets  of  visions  for  the  future.  With 
the  purpose  of  the  study  to  enhance  the  mobility  of  persons  and 
goods,  and  to  promote  economic  competitiveness.       I  can't  help  but 


wonder  why,  when  the  study  consultants  advocates  adding  new  or 
increased  taxes,  highway  tolls,  congestion  pricing  if  the 
consultants  or  policy  committee  members  truly  understand  what  needs 
to  be  done  to  improve  the  economic  vitality  to  our  region.  It 
seems  to  me  that  if  a  mode  of  transportation  service  is  paying  its 
own  way,  why  we  would  ever  want  to  upset  that  service  through 
increased  taxes  directed  towards  that  service.  To  fund  direct 
competition  towards  a  service,  or  direct  increased  costs  towards 
that  mode  or  even  towards  the  tax  payers  of  the  region  for  systems 
that  have  limited  potential  is  not  any  way  to  enhance  our  regions 
economic   growth.  Does   this   meet   the   studies    objective  of 

promoting    innovative   and    fiscally   sound    financing   policies  ? 
Innovative  yes,  but  fiscally  sound  planning  never  !       If  you  take 
time  to  review  the  draft  plan  of  cooperation  I  am  sure  will  see 
what  I  mean. 

Understanding  that  the  changes  advocated  in  the  study  would  be 
taking  place  over  the  next  2  0  to  30  years,  a  time  table  for  the 
system  improvements  advocated  or  priority  of  actions  needs  to  be 
developed  so  that  all  can  better  understand  the  end  results  of  the 
studies  proposed  draft  plan  of  cooperation. 

In  your  review  of  the  draft  plan  of  cooperation  you  will  find  that 
their  are  many  true  areas  of  tremendous  opportunity.  Proposals 
to  standardize  truck  regulatory  policies  across  the  region  and 
Intelligent  Transportation  Systems  proposals  are  two  winners.  A 
real  home  run  would  be  the  creation  of  an  regional  alternative 
fuels  infrastructure  for  CNG,  LNG,  And  LPG  Clean  fuels.  This 
would  help  towards  meeting  the  regions  clean  air  goals  and  help  to 
lower  the  motor  vehicle  fuel  costs  to  the  users  and  help  to  cut  our 
dependance  on  imported  oil  or  fuels.  You,  I  am  sure  will  see  other 
opportunities  that  should  be  investigated  further  even  if  NETI  does 
not  continue. 

My  final  comment  concerns  the  NETI  structure,  the  Business 
Roundtable  should  be  folded  in  with  the  public  advisory  committee 
members  and  meet  together.  The  idea  of  separate  groups  meeting  at 
different  times  and  places  hurts  the  process  in  a  number  of  ways. 

The  first  is  that  public  forums  such  as  this  serve  to  educate  all 
involved  as  to  all  the  concerns  and  or  needs  of  all  involved. 
Because  the  business  roundtable  never  really  got  fully  engaged,  in 
the  process  they  failed  in  their  performance.  Only  those  members 
named  to  the  business  roundtable,  who  attended  the  public  advisory 
committee  meetings  truly  understood  the  process,  and  problems  areas 
identified  by  the  advisory  committee.  Very  little  feed  back 
concerning  the  business  round  tables  findings  was  ever  presented 
or  returned  to  the  advisory  committee,  which  was  mainly  because  of 
their  lack  of  involvement  in  the  whole  process. 

I  wish  to  convey  my  thanks  to  Mr.  Richard  Hollis,  Supervising 
Planner  in  your  Bureau  of  Policy  and  Planning  for  his  excellent 
work  done  concerning  the  NETI  project  and  his  staff.  If  it  were 
not  for  his  and  his  staffs  efforts  our  state  could  not  have  had  the 
amount  of  public  support  for  the  process  that  it  did.     Because  of 


his  efforts  we  truly  became  the  role  model  for  the  other  New 
England  States.  The  consultant  even  held  us  up  as  the  example  for 
the  other  states  to  follow.  During  the  coarse  of  the  study,  not 
even  one  other  state  came  close  in  its  public  involvement  efforts. 
Connecticut  enjoyed  so  much  more  in  the  area  of  well  rounded  public 
support  and  modal  involvement  than  any  of  the  others.  The 
Connecticut  Department  of  Transportation  should  be  proud  of  this 
successful  project  participation  effort.  It  is  my  hope  that  this 
level  of  involvement  will  continue  in  the  states  own  Statewide 
Intermodal  System  Study,  for  which  I  believe  all  those  involved  in 
the  NETI  Study  will  continue  to  support. 

Sincerely, 


Gary  W.  LaBrake, 

Director  of  Member  Services 

Motor  Transport  Association  of  Connecticut. 


Mr,  Richard  HoUis 
NETI  State  Advisor 
CT  Department  of  Transportation 


From  The  Desk 
of 

Richard  W.  Wallace 


Wednesday,  January  25th,  1995 


Reference :      Letter  lv'IAS->RWV7"  1/4/95,  CIMAQ,  Response  to  1 2/23 

Letter  RWVv' ->MAS  12/2S/94,  OXY-FUEL  NWS  article  ref.  NYC  cabs 
Letter  RVAV->1MAS  12/23/94,  ClVlAQ  Comments/suggestions 
Letter  MAS->RWW  12/1 9/94,  CMAQ Process  Map 
Letter  RWW->lVlAS  12/15/94,  Peder^n  contact 
Telcon  RVAV->MAS  12/15/94,  Progress? 

Application  for  CMAQ  grants,  loans  or  lean  guarantees  RWVV->MS  12/2/94 

Discussions  with  MAS  at  Yankee  Gas'  Norv;alk  Station  Opening  11/21/94 

Letter  RVAV  ->  MAS  1 1/15/94  w/ letter  of  1 0/27/94  RW  ->  E,  Kraus,  President,  Shawmut  Bank 

Stamford  Fill  Station  Proposal  forwarded  10/24/94  via  SVi/RPA 

Mr.  Mollis, 


I  received  the  recent  announcement  of  the  NETI  meeting  planned  for  January  31st. 
Unfortunately,  I  will  not  be  able  to  attend  either  Southern-  or  Northern-Tier  States'  meeting. 

I  am  quite  concerned,  however,  with  2  aspects  of  the  study.  I  quote  from  the  meeting  flyer: 

I  develop  a  regional  strategj'  for  creating  fueling  and  sei-vicing  infrastructure  for  AFVs 
I  support  a  LEV  standard  which  wdll  reduce  the  level  of  ozone  precui"sor  chemicals 

I  would  like  to  ask  that  you  pay  close  attention  to  these  aspects  on  the  behalf  of  Connecticut 
interests,  such  as  the  retail  CNG  station  investors  I  represent.  Our  points  of  view  are: 

•  A  "regional  strategy"  is  moot  if  it  does  not  i)  work  locally,  and  ii)  use  what  is  available  locally. 
The  above-referenced  steps  show  that  ConnDOT  has  not  been  able,  to  date,  to  simply  allow  a 

^-.^  locally-proposed  program  to  go  forward,  accessing  a  small  amount  of  supposedly-available 
jo  'j  federal  funds.   The  documentation  above  sets  out  well-designed  business  plans,  using  private 
funds,  to  build  local  infrastructure,  yet  the  initiative  is  being  frustrated  by  several  government 
agencies,  including  DOT.  Think  globally  -  act  locally,  right?  We  see  NETI  "thinking  regionally 
-  without  plans,  ability,  or  commitment  to  act  locally."  Interject  local  elements  for  us,  please. 

•  The  biggest  impediment  to  fueling  infrastructure  for  NGV's  is  the  ignorance  of  public 
officials,  which  is  a  product  of  State  Fire  Marshals  and  State  Fire  Regulations  being  woefully 
behind  the  times.  NO  regional  plan  needed  here.  Just  tell  these  officials  to  actually  do  their 
jobs.  Result:  Most  think  CNG  is  dangerous  vs  gasoline.  It  is  not. 

•  The  fire  code  for  CNG/NGVs  was  published  8/'92.  How  many  of  the  NETI  states  have 
approved  it  as  of  1/95?  How  many  State  Marshals  have  trained  local  marshals  completely? 
How  many  local  marshals  have  informed  city/county/town  officials.  NO  regional  plan 
required.  Just  do  the  job.  Ask  NETI  consultants  if  they  know.  We'd  like  it  publicly  knowTi. 

•  Isn't  the  OTC  alreadv  doing  the  LEV  standards/negotiations?  Isn't  NETI  redundant  here? 
"Ji)  ^"^'"hat  is  NETI  doing  that  is  NOT  redundant  w-ith  OTC,  and  ^'.ill  have  local  CT  impact?  How 
•w^  can  CT  -  after  declining  to  join  the  CA.A_'\'s  Clean  Fleet  plan  and  eligibility  for  CMAQ, 

vehicle-  conversion  funds  -  join  its  neighbor  states  in  AFV  plans?  Isn't  this  an  ocyTnoron? 

•  Look  at  CT  legislative  efforts  in  this  area: 

A  UPS-inspired  law  (7/94)  gives  tax  breaks  only  to  corporations  and  fleets  of  over  9  vehicles. 

71    Fairview    Avenue,    Stamford,    CT  06902 
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Why  shouldn't  individuals  be  given  i)  the  tax  benefit  and  ii)  the  encouragement  to  put  their 
private  funds  into  this  much  needed  area  of  investment?  VVhat^s  the  difference  between  a  fleet 
of  9  and  one  of  11?  This  legislation  was  done  without  consulting  DEP,  I'm  told  by  a  reliable  top 
official  in  DEP.  W^y?  This  law  encourages  CNG  in  only  high-milage  vehicles,  which  DEP  says 
are  not  the  ones  which  produce  lots  of  ozone.  Why  is  this  policy?  Why  don't  the  existing,  in- 
state parts  of  government  work  together?  NO  regional  ... 

A  proposed  lawvvould  reqtiire  CNG  at  all  gasoline  stations  on  state/city  land  (turnpikes). 
This  is  nice,  but  nutty.  Fleets  do  not  generally  run  along  the  parkways,  especially  the  Merritt. 
Private  commuter  car  owners  can  not  benefit  from  the  tax  aspects  [see  above],  so  they  will  not 
convert,  even  if  they  drive  the  Merritt  twice  a  day,  every  day.  It  takes  both  convenience  and  tax 
goodies  to  rationalize  the  S4,000/car  conversion  cost.  Here  is  a  policy  co-ordination  problem, 
but  in-state.  NO  regional... 

Mobil  is  the  franchise  holder  at  many  of  I-95's  stations.  If  you  have  ever  read  Mobil's  print 
ads/info-mercials,  you  will  know^  that  they  are  lobbying  as  hard  as  they  can  against  CNG... 
and  for  RFG.  A  law  which  forces  them  to  do  it  will  only  assure  that  it  is  done  very  poorly,  so 
as  to  waive-off  all  potential  customers.  I  worked  for  "Big  Oir.  This  is  the  w'ay  they  do.  They 
have  refinery  investments  to  protect.  They  have  existing  contracts  to  stand  on.  Give  them  the 
freedom  to  tr\'  and  protect  their  assets.  They  are  confounded  enough,  without  adding  this  bit. 

Also,  utility  gas  lines  are,  more-often-than-not,  NOT  near  these  plaza  sites.  Let  those  who  are 
willing  and  able  to  w*ork  with  all  aspects  of  the  biz,  dg  the  biz.  One  needs  to  co-ordinate 
utilities,  many  vehicle  converters,  multiple  fleet  managers,  station  investors,  etc.  Big  Oil  is 
not  able  to  do  this.  Ergo:  that  is  why  it  has  not  happened  yet  -  Right? 

Policy  recommendations  then: 

•  Let  those  who  offer  to  do  this  injrastructure  building,  locally,  do  it.  "Technical  standardization"  is  not  a 
problem. 

•  Help  those  who  offer  to  do  it  locally,  really  do  it.  City,  state  and  federal  interests  should  help  locals. 

•  Do  not  try  to  drag  those  who  are  structurally-  mid  economically-opposed  to  it,  into  it. 

Implication  1):  Kiss  all  gasoline  refiners  and  independent-gasoline-marketers  £aoa^,  [  Except  Amoco  J 
Implication  2):  Because  NE!W parties  are  coming  jbrward  to  do  this,  officials  must  work  with  companies 
whose  noines  they  have  not  heard  of  before:  Officials  must  resist  the  urge  to  lye  worried  of  arid  ,^a//e/?fy'i'e 
fynew  names.  The  real  snakes-in- the-grass  -  that  officials  s/fou/atworry  about  -  are  as  1)  above. 

•  Why  bother  with  regional  co-ordination  when  //?-state  co-ordination  is  absent?  We'd  like  our  ConnDOT 
people  doing  the  latter  before  they  dedicate  manhours  to  the  former,  please. 


Cordially, 


Richard  W.  Wallace 


?  C  C  I  A 

Connecticut  Construction  Industries  Association,  Inc. 

"  Helping  build  a  better  Connecticut  " 
January  31,  1995 

CCIA  comments  re  NETI  Transportation  Plan  of  Cooperation 
General  comment 

Connecticut  does  not  fare  very  well  under  the  plan.  Port 
investment  is  not  slated  to  occur  here,  and  double-staked  freight 
trains  will  not  enter  Connecticut.  The  plan  is  ambivalent  about 
mobility.  Demand  management  suppresses  it;  LEV/ZEVs  would  seem  to 
make  it  more  palatable.  A  modal  shift  for  most  commuters  is 
planned,  but  there  is  no  evidence  to  suggest  that  they  will  want  to 
use  it.  Money  is  to  be  invested  in  intermodal  capabilities,  and 
the  existing  highway  system  is  to  be  maintained.  As  it  happens, 
there  is  not  enough  money  to  do  either,  much  less  both.  There  is 
no  discussion  of  what  should  be  done  with  existing  resources. 
There  seems  to  be  no  cost-benefit  analysis  regarding  any  of  the 
policy  options  that  were  selected. 

The  language  of  the  plan  is  that  of  ISTEA  (e.g.,  "there  are 
tremendous  opportunities  for  enhancing  [?]  freight  transportation 
throughout  the  region  by  developing  and  implementing  a  coordinated 
[?]  ,  strategic  [?],  interstate  and  intermodal  [?]  infrastructure 
investment  strategy  [?]."   (p.   2-1)).     What  does  that  really  mean? 


Comment 


The  plan  assumes  without  discussion  that 
government  has  a  role  in  freight 
movement.  Double-stack  access  to  ports 
doesn't  seem  to  have  much  to  offer 
Connecticut . 

Travel  demand  management  is  nothing  more 
than  the  repression  of  mobility.  The 
consequences  of  repressing  mobility 
should  be  thoroughly  examined  before 
blythely  being  implemented.  Efficient 
distribution  of  airline  services  is  a 
function  of  where  people  want  to  go. 
Restaurant  services  would  be  more 
efficiently  distributed  if  we  forced  more 
people  to  eat  in  bad  restaurants. 


Specific  comments 
No .     Page/para,  ref 
1.  ES-2,#1 


2.        ES-3,  #2 
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No.     Page/para,   ref  Comment 

3.       ES-3,    #4  Fleets     were    picked     for  alternatively 

fueled  vehicle  application  precisely 
because  it  would  not  be  necessary  to 
provide  service  and  maintenance 
facilities  for  them;  fleet  owners  would 
do  that. 


1-1,   5th  bullet 


2-1,  2.2/lst 


2-1/2 . 2/3rd 


2-3/2 .3.1 


2-5/2 .3.2 
2-7/Rail 


What  are  the  "changes  in  social  and  work 
patterns?"  How  are  they  to  be  used  to 
minimize  travel  demand  growth?  What  is 
the  relationship  of  VMT  to  the  economy? 
Does  VMT  signify  economic  activity? 

Why  is  resolution  of  goal  conflicts  only 
possible  at  a  regional  level?  Usually 
economic  growth  leads  to  environmental 
degradation,  according  to  the  "conflicts" 
in  the  goals  and  conventional  wisdom. 

Transportation  policy  can't  change  the 
fact  that  we  consume  but  do  not  produce, 
which  means  empty  return  trips. 

The  plan  generally  argues  for  a  statist 
freight  organization,  with  little  concern 
about  what  private  tranportation 
interests      want.  Government  labor 

relations  results  argue  against  having 
government  negotiate  labor  agreements. 
Who  will  own/operate  the  various 
facilities  proposed  to  be  built/acquired? 

How  about  establishing  Hartford- 
Providence  as  a  high  priority  corridor? 

Demand  management  removes  commuting 
trips,  leaving  the  disincentive  to  be 
borne  by  those  who  have  not  caused  the 
problem  and  whose  travel  we  are  trying  to 
promote.  What  about  double-stacking  on 
the  New  York-Boston  rail  line?  Where  is 
the  subsidy  for  Hartford,  Waterbury,  and 
New  Haven  commuter  rail  service  going  to 
come  from? 


10.     2-8/Mkt  price  demos  Fuel    prices    here    are    low,    relative  to 

elsewhere,  but  we  pay  a  lot  for 
university  tuition  and  health  care,  and 
they  don't. 
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488  West  Road 
Belgrade,   ME  04917 
Phone/Fax:  207-495-3498 

31  January  1995 

Mr.  Marc  Cutler 

Cambridge  Systematics 

150  CajnbridgePark  Dr.,  suite  4000 

Cambridge,  MA  02140 

Dear  Mr.  Cutler: 

I  enjoyed  your  presentation  at  the  New  England  Transportation 
Initiative  meeting  in  Concord,  NH  yesterday  evening, 

I  am  a  member  of  Maine  Regional  Transportation  Advisory 
Committee  No. 4  (Kennebec  River  Valley)  and  a  proponent  of  increased 
focus  on  rail  freight  and  passenger  services,  where  feasible.  I 
would  like  to  offer  the  following  additional  comments: 

1.  The  environmental  costs  for  constructing  existing  rail  lines  and 
preserved  corridors  have  largely  been  paid.  These  systems  have 
great  underutilized  potential  for  moving  goods  and  people 
efficiently,  recognizing  ongoing  needs  for  debottlenecking  choke 
points,  upgrading  trackage  and    modejmizing  equipment. 

2.  Efficient  intermodal  connections  are  essential.  For  freight  this 
means  a  network  of  truck/rail  transfer  facilities  at  strategic 
points  throughout  the  region,  coupled  with  swift  and  reliable 
services  at  competitive  rates  to  principal  North  American 
destinations.  Double  stack  capability  is  an  essential  factor  in 
intermodal  freight  economics.  The  NE  region  must  get  on  with  the 
process  of  debottlenecking  principal  rail  lines  for  double  stack 
trains.  This  includes,  for  example,  a  St. Lawrence  &  Atlantic 
Railway  bridge  clearance  at  Gorham,  NH,  which  I  understand  is  the 
only  restriction  on  their  double  stack  trains  between  Auburn,  ME 
and  Chicago.  I  further  understand  the  estimated  cost  to  correct 
this  situation  is  under  $1  million.  Rail  lines  running  the  north- 
south  axis  of  Maine  should  also  be  cleared  for  double  stacks  to 
connect  through  Massachusetts  with  systems  to  the  west  and  south. 
Public/private  partnership  investments  in  these  projects  can 
significantly  reduce  long-haul  truck  traffic  on  the  highways  and 
make  New  England  business  more  competitive, 

3.  Intermodal  connections  are  also  an  essential  part  of  any 
realistic  consideration  of  i>assenger  rail  revitalization  here  in 
northern  New  England,  Safe  and  convenient  waiting  facilities, 
connecting  bus/van/taxi  services,  telephones  and  parking  facilities 
for  autos  and  bicycles  are  integral  elements,  without  which  people 
will  not  be  attracted  from  their  vehicles.  This  has  been  recognized 
in  the  planning  for  the  AMTRAK  extension  to  Portland,  which  should 
go  ahead  quickly  as  the  logical  extension  of  the  Northeast 
Corridor, 
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4.  The  proposed  rail  link  between  North  and  South  stations  in 
Boston  is  critical  to  the  long  range  passenger  rail  future  of 
northern  New  England,  as  pointed  out  in  other  comments  at  your 
meeting  and  in  ouir  RTAC's  list  of  objectives  (BTOOT  20  Year 
Statewide  Transportation  Plan,  Part  2,  Regional  Transportation 
Advisory  Report  for  DOT  Region  4,  p,31), 

5.  The  NETI  Plan  of  Cooperation  recognizes  tourism  as  a  major 
potential  contributor  to  the  New  England  economy.  Here,  I  believe, 
passenger  rail  has  considerable  unrealized  potential.  During  the 
past  few  years  several  tourist/excursion  rail  operations  have  begun 
in  Maine,  eg  Belfast  and  Moosehead  Lake  RR, ,  Maine  Coast  RR,  The 
Silver  Bullet  Ski  Train  from  Portland  to  Bethel  and  the  Portland 
Narrow  Gauge.  Trackage  rights  and  workable  operating  agreements 
between  Portland  and  Brunswick  would  open  much  wider  possibilities, 
including  access  to  the  popular  Freep>ort  market.  From  an  interstate 
standpoint.  New  Hampshire's  acquisition  of  the  Mountain  Division 
and  Conway  Scenic  Railroad's  announced  plan  to  open  it  through  the 
Crawford  Notch  suggests  possibilities  for  serious  excursion 
services  to  the  White  Mountains  from  Boston  and  from  Portland  via 
reopening  the  Mountain  Division  segment  from  Westbrook  to  Conway. 

Thank  you  for  the  opportunity  to  offer  these  comments. 


Sincerely, 


cc:  Chip  Getchell,  MDOT 
Gedeon  Picher,  MDOT 
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29  Walnut  Crest  Road 
Gorham,  Maine  04038-2640 
1  February  1995 


Mr.  Marc  Cut ler 

Cambridge  Systematics 

150  Cambr idgePark  Dr.  Suite  4000 

Cambridge,  MA  02140 

Dear  Marc  Cut  I er : 

While  I  have  received  several  bulletins  similar  to  the  "Update"  numbered  4 
(Jan. 1995)  which  announced  the  meeting  in  Concord  on  30  January,  my  presence  in 
Concord  was  "a  first"  for  NET  I  participation. 

You  requested  that  any  comments  in  writing  be  submitted  this  week,  and  this  is 
my  attempt  to  comply. 

For  my  convenience  and  your  reference,   I  numbered  the  stapled  stack  of  paper 
distributed  in  Concord  as  follows:   i  through  iv  on  the  first  four  sheets,  then 
1  through  37  for  the  remainder.    By  that  system,  page  11  comes  up  as  PORTS,  and 
the  forth  item  on  that  page  concludes  with  the  statement    -  -  " ;  No  New  England 
port  has  double-stack  rail."    Defense  of  that  statement  rests  on  the  meaning  of 
"has",  but  I  think  it  sells  Maine  a  bit  shorter  than  it  should. 

To  speak  with  knowledge  I  should  make  a  visit  to  the  facilities  refenced  as 
those  of  Mid-Atlantic  States,  and  I  have  not.     If  the  Nev/  England  deficiency  is 
in  dock  side  facilities,  all  that  I  have  seen  is  a  construction  contractor's 
type  crane  located  on  the  dock  in  Portland  for  the  handling  of  containers 
brought  to  it  by  yard-tractor  on  highway-type  transport  chasis.   I  am  assuming 
that  ports  which  handle  a  high  volume  of  containers  have  faster  equipment. 
If  the  deficiency  is  in  clearance  to  allow  the  passage  of  double  stacked 
containers  over  the  rail   lines  in  Maine,   I  think  your  report  should  give  Maine 
more  credit  than  it  now  implies. 

Checking  with  acqua i ntences  more  knowledgible  than  I,   I  have  learned  that  there 
two  standards  of  container  size,  those  for  intermodal  exchange  between  rail  and 
ship  (an  international  standard),  and  those  for  U.S. /Canadian  domestic  exchange 
which  are  higher.  Double  stacked  rai  l-cars  of  the  international  size  have  been 
passing  through  Maine  on  the  C-P  trackage  ( Jackman-Vanceboro ) ,  and  there  is 
official  "clearance"  on  that  line  from  Brownville  Junction  westerly  for  the 
larger  "domestic"  standard.  This  means  that  Bangor  and  Aroostock  can  deliver 
double-stacked  cars  of  either  standard  anywhere  on  their  system,   including  the 
port  of  Searsport,  and,  by  transfer,  to  most  points  in  the  Guilford  system  as 
far  south  as  South  Portland.  The  inactive  (but  still   in  place)  Mountain  Division 
of  the  Guilford  system  provided  another  connection  with  adequate  clearence 
from  Montreal  via  Saint  Johnsbury  to  the  South  Portland  side  of  the  port  of 
Port  land. 

On  another  subject  (and  page  location),  there  are  some  inaccuracies  in  the 
railroad  system  drawing  on  page  13.  The  map  shows  a  connection  between  Brunswick 
and  Lewiston  which  has  been  broken  for  some  time. (My  guess  is  that  break  came 
with  the  extension  of  the  Maine  Turnpike  from  Portland  to  Augusta).  There  are 
also  two  dead-end  "squiggles",  next  west  from  Northern  Maine  Junction,  which  I 
don't  think  you  should  be  showing,  because  I  don't  believe  there  is  track  there 
now. 


Copies  to    Chip  Getchel I  and  David  Kruschwitz. 


29  Walnut  Crest  Road 
Gorham,  Maine  04038-2640 
3  February  1995 

Mr.  Marc  Cut ler 

Cambridge  Systematlcs 

150  Cambr IdgePark  Dr.  Suite  4000 

Cambridge,  MA  02140 

Subject:  Correction  to  letter  of  1  February. 

Dear  Marc  Cut ler: 

I  regret  that  the  fifth  paragraph  of  my  letter  of  1  February,  in  the  nineth  line 
of  that  paragraph,  that  part  which  says, 

"and,  by  transfer,  to  most  points  In  the  Guilford  system  as  far  south  as 
South  Portland." 
Is  In  error.-  -  -    Overstated  at  a  minimum. 

Relatively  speaking,  the  problems  of  gaining  the  necessary  clearance  for 
double-stacked  containers  on  rail  cars  between  South  Portland  and  Northern  Maine 
Junction  is  small   In  relation  to  the  problems  from  South  Portland  southwesterly. 

The  full  clearance  for  domestic  sized  doubl ed-stacked  containers  is  NOT  believed 
to  be  currently  available  at  bridges  in  Winthrop,  Oakland,  and  Watervilie. 
Accurate  checking  for  specific  heights  would  give  a  clearer  picture  of  the 
costs  of  correction,   IF  there  was  some  reason  to  believe  there  would  be 
continuing  shipments  of  double-stacked  containers  over  that  section  of  rail. 


Yourj^  very  tru  I  y, 
Bernard  P.  Rines, 


Copies  to    Chip  Getchel I  and  David  Kruschwitz. 


Comments  on  the 
Dec.  20,   1994  DRAFT 


NETI      Tr anspor t.ation   Plan   o-f  Cooperation 


By:   Everett  Stuart,   406  Stony  Lane,   North  Kingstown,   RI  02852 


1.  )     On  page  2-6,  the  first  sentence  in  the  Rail  section 
references  the  Northeast  Corridor  Transportation  Plan.     I  believe 
the  correct  title  is  Northeast  Corridor   Improvement  Project. 

2.  )     I  am  particularly  pleased  to  see  the  recommended  support  for 
tourist  railroad  operations  in  the   Tourism  Initiati\/e.  Those 
tourists  trains,   including  dinner  trains,  which  are  more  an 
attraction  than  a  true  transportation  service  have  secondary 
transportation  benefits.     On  those  lines  served  exclusively  by 
tourists  trains,  they  keep  the  rail  corridor  active  allowing  for 
possible  future  development  of  passenger  or  freight  service.  On 
those  lines  shared  by  other  operators,  the  tourists  trains  help 
defray  the  cost  of  maintaining  the  line.     These  benefits  are 
above  and  beyond  the  economic  contributions  of  the  tourist 

trai  ns . 

3.  )     To  strengthen  the  concept  that  passenger  rail  service  in 
tourist  areas  relates  to  both  economic  development  and  highway 
congestion  mitigation,   I  suggest  the  addition  of  the  following 
bullet  on  page  2-7  in  the  Rail  section: 

•    Expsnsion  of  (seasonal )  passenger  rail  service  to  major 
tourist  dest i  nat ions . 

My  thinking  is  that  tourists  headed  for  destinations  such  as  Cape 
Cod,  Newport,   RI  ,   or   northern  ski   areas  could  be  lured  off 
congested  highways  be  convenient  rail  service.     Several  years  ago 
a  reasonably  successful  service  was  operated  from  the  Boston  area 
to  the  Cape,  and  Amtrak  still  offers  seasonal  weekend  service 
from  New  York  to  Hyannis.     I  believe  the  potential  exists  for  two 
levels  of  service  on  one  train.     An  economy  coach  service  for 
those  seeking  basic  transportation,  and  a  deluxe  service  with  on- 
board amenities  and  entertainment  for  those  who  want  their 
vacation  to  begin  when  they  step  on  the  train.     The  deluxe 
service  could  be  provided  by  a  private  entrepreneur  in 
conjunction  with  the  rail  operator. 
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STATE  OF  RH< 

Dtpartmcnt  of  / 
DIVISION  OF 
One  Capi 
Providence,  RI 

MEMORA 


Pott-ir  Fax  Note  7671 

To:    Mr.  Peter  Janaros 

Program  Development,  Rhode  Island  Department  of  Transportation 

Hubttct:   , 

KTIZ  Draft  Plan  of  Cooperation 
^t'-  February  2,  1995 


® 


We  have  reviewed  this  draft  and,  overall,  believe  that  the  New 
England  Transportation  Initiative  selected  some  appropriate  issues 
for  future  regional  cooperation.  The  Intermodal  Freight  Alliance 
seems  especially  worthwhile.  At  the  least  it  would  establish  a 
forum  and  would  start  with  a  good  list  of  ideas  (it  remains  to  be 
seen  how  far  cooperation  might  extend) . 

We  offer  the  following  specific  comments. 

1.  On  page  2-3,  fourth  bulleted  item,  could  "air  freight  niche 
airports'*  be  explained  with  a  parenthetical  definition  or  example? 

2.  Under  the  passenger  transportation  recommendation  (pages  2-8 
and  ES-3),  we  suggest  trying  to  clarify  the  part  about  targeting 
transportation  investment  according  to  effort  on  travel  demand 
management  and  growth  management. 

One  problem  was  the  interpretation  by  a  member  of  Rhode 
Island's  PAC  (and  the  NERTAC)  that  this  would  promote  rather  than 
discourage  urban  sprawl.  It  could  be  repeated,  in  or  near  the 
first  sentence,  that  this  whole  recommendation  refers  only  to  the 
congested  regional  corridors.  The  word  "communities'*  could  be  used 
instead  of  **activity  centers...,  municipalities,  and 
subregions. . . . **  It  could  be  added  that  this  recoxuaendation  is  in 
contrast  to  the  present  situation  in  some  states,  where  investments 
can  be  made  without  regard  to  growth  management  policies. 

Another  question  is  how  this  recommendation  would  be  carried 
out  at  a  regional  level  as  part  of  the  KETI  implementation  progreua, 
given  that  states  now  maJce  these  decisions  individually  in  their 
Transportation  Improvement  Programs. 

3.  Under  '*ISTEA  Requirements  and  Reauthorization"  (page  2-9},  we 
were  interested  in  the  recommendation  for  an  intermodal  regional 
travel  demand  forecasting  model.  Have  models  at  this  scale  been 
done?  It  would  seem  to  be  much  different  from  usual  modeling, 
where  short  trips  and  work -purpose  trips  are  so  numerous. 

4.  The  tourism  initiative  (pages  2-9  through  10  and  ES-3)  seems 
like  a  natural  issue  for  regional  cooperation.  Our  only  questions 
are  how  much  has  already  been  done  in  this  direction  and  should  it 
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Mr.  Peter  Janaros 
Page  2 

February  2,  1995 


be  tied  into  an  existing  organization  that  is  already  involved. 
Also,  how  would  the  last  eleaent  (development  of  local  access 
strategies)    be   pursued    at   the   regional    level  through  case 

studies,  at  selected  major  sites,  or  with  generic  strategies? 

5.  In  the  susnaary  section  on  new  technologies  (page  ES-3) ,  the 
recommendation  aibout  infrastructure  for  alternative-fueled  vehicles 
should  be  reworded  so  that  it  doesn't  sound  as  if  the  states  will 
be  building  fuel  stations.  The  exact  wording  on  page  3*12  could  be 
used  again. 


X  thought  that  the  consultants  did  a  technically  competent  job 
with  this  Pieui  of  Cooperation;  the  analysis  and  conclusions  were  on 
target. 

Please  call  me  at  277-1220  if  there  are  any  questions  about 
these  comments. 


Susan  P.  Morrison 

Chief,  Office  of  Systems  Planning 


cc:  Mr.  Marc  cutler,  Cambridge  Systematics 
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Comments  of 
Providence  and  Worcester  Railroad  Company 
Regarding  the  Draft  of  the 
NETI  Transportation  Plan  of  Cooperation 


A.     The    recommended    actions    presented    in    Section    2.3  need 
clarification  and/or  explanation  in  a  number  of  areas: 

2nd  bullet  point 

Is  there  a  particular  facility  intended  to  be  served  by 
the  New  England  Central  Railroad  (as  is  the  case  with 
Boston  and  Davisville?) 

3rd  bullet  point 

What  is  meant  by  "key  facilities"? 
Who  will  make  such  a  determination? 

5th  bullet  point 

What  kind  of  agreements? 

Does  this  plan  contemplate  that  the  alliance  would  be  the 
owner  of  facilities  such  as  the  Ports  of  Davisville  and 
Boston? 

6th  bullet  point 

If  the  alliance  serves  only  an  advisory  function  and  is 
not  a  new  governmental  entity,  how  can  it  "secure  and 
distribute  federal  funds"? 

7th  bullet  point 

What  does  this  mean  and  what  has  prompted  some  sort  of 
perception  that  costs  and  revenues  of  freight 
transportation  are  not  distributed  equitably  across  New 
England?  We  are  not  sure  that  NETI  can  lawfully  engage  in 
the  types  of  discussions  that  this  section  seems  to 
suggest.  Do  you  mean  to  state  that  in  developing  regional 
strategies,  care  should  be  given  to  (a)  not  interfering 
with  existing  competitive  positions  (i.e.  ensure  that 
public  investment  does  not  treat  carriers  inequitably)  and 
(b)  recognizing  existing  private  sector  investments? 

12th  bullet  point 

Two  explanations  of  what  this  means  have  been  offered. 
One   is   actually   related   to   trying   to   resolve  conflicts 


which  exist  where  more  than  one  railroad  has  rights  to  use 
the  same  line  of  railroad.  For  example,  Metro  North, 
Amtrak,  Providence  and  Worcester  Railroad  and  Conrail  all 
operate  on  the  Northeast  Corridor  west  of  New  Haven,  CT. 
The  other  explanation  is  this  is  driven  by  articles  in 
trade  press  and  the  Wall  Street  Journal  about  how  freight 
traffic  which  travels  over  two  or  more  railroads  sometimes 
suffers  from  delays,  unreliable  service,  etc.  because  the 
connecting  railroads  have  different  management  styles, 
interests  in  a  particular  type  of  business,  etc.  This 
issue  should  be  better  defined. 

The  Plan  should  also  include  a  mechanism  which  would  monitor 
proposed  statutes  and  regulations  which  might  effect 
railroads  and  help  ensure  that  such  effects  on  railroad 
operations  are  fully  considered  by  proponents  of  such 
legislation  or  regulation.  This  is  especially  important 
since  NETI  recommends  increased  use  of  rail  freight. 

Last  year,  for  example,  the  Massachusetts  legislature  was 
considering  a  River  Protection  Act.  If  this  Act  had  been 
passed  without  amendment,  the  railroads'  ability  to  operate, 
maintain  and  expand  their  services  would  have  been  severely 
curtailed.  Enclosed  is  a  copy  of  the  letter  the 
Massachusetts  Railroad  Association  sent  to  the  Chairman  of 
the  House  Ways  &  Means  Committee  which  fully  describes  our 
position  on  that  bill. 

General  Comment 

While  many  of  the  ideas  offered  in  the  Plan  of  Cooperation 
have  strong  merit,  we  are  generally  concerned  about  the 
lawfulness  of  some  of  the  suggested  joint  activities,  which 
seem  to  go  beyond  the  concept  of  regional  facilities  planning 
and  reach  into  issues  of  competition,  market  identifications, 
etc.  P&W  strongly  urges  that  NETI  seek  the  guidance  of 
appropriate  legal  counsel  before  progressing  such  activities. 


66  Whitney  Road 
Harvard.  MA  01451 
(508)  456-3631 


Februar}'  3,  1995 

Dennis  Coffey,  Mass.  EOTC.  NETl  Policy  Committee 
Transportation  Building,  Room  3170 
10  Park  Plaza 
Boston,  MA  02116 

Sonya  Hamel.  Mass.  EOEA.  NETI  Policy  Committee 
100  Cambridge  Street.  20th  Floor 
Boston.  MA  02202 

Dear  Sirs. 

The  Massachusetts  Advisor}-  Committee  (MAC)  to  the  New  England  Transportation 
Initiative  (NETI)  submits  the  attached  corniiiLuts  on  the  Draft  Transportation  Plan  of 
Cooperation. 

Very  truly  yours, 


Malcolm  Davis 
Gregory  Elench 
Phil  Shutt 

for  MAC 

cc:  Marc  Cutler 

Cambridge  Systematics 
150  CambridgePark  Drive 
Suite  4000 

Cambridge,  MA  02140 

Charles  Repeta,  NETI  Project  Manager 
Transportation  Building,  Room  3170 
10  Park  Plaia 
Boston.  MA  02116 


Comments  on  the  Draft  Transportation  Plan  of  Cooperation 


The  Massachusetts  Ad\isory  Committee  (MAC)  m^ges  the  continuation  of  the  NETl 
process,  and  supports  the  Draft  Plan  subject  to  the  comments  noted  by  the  consultant  at 
the  Mass.  Advisory  Committee  meeting  on  January  26  and  below. 

Rail. 

Conmient  at  the  MAC  meeting  pointed  out  that  the  phrase  ^  a  fiscally  prudent 
manner"  at  the  end  of  the  first  paragraph  under  Rail  (page  2-6)  should  apply  broadly 
rather  than  to  the  rail  Unk  only.  A  second  comment  was  that  the  report  should  not  be  silent 
on  the  proposed  North  South  Station  rail  link.  A  third  comment  was  that  emphasis  on  rail 
freight  should  not  mean  curtailing  passenger  rail:  this  had  particular  reference  to  busy  rail 
corridors  such  as  the  Amtrak  Shoreline  route  between  New  York  and  Boston.  A  comment 
letter  primarily  on  rail  from  the  Brotherhood  of  Locomotive  Engineers  is  also  attached. 

Other. 

Several  suggestions  are  also  offered  separately  for  clarity  and  phraseology. 
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February  3.  1995 


Metropolitan  Area  Planning  Council 

60  Temple  Place,  Boston,  Massachusetts  02111  617/451-2770  Fax  617/482-7185 


IMAPCI  Serving  101  cities  and  taums  in  metropolitan  Boston 


February  2,  1995 

Mr.  Phil  Shutt,  Chairman 
Massachusetts  Committee  -  NETI  Suidy 
66  Whitney  Road 
Harvard,  MA  01451 

Dear  Mr.  Shutt: 

The  Metropolitan  Area  Planning  Council  has  reviewed  the  draft  Transportation  Plan  of 
Cooperation  (December  20,  1994).  Our  review  has  been  based  on  the  goals  and 
objectives  of  MetroPlan  2000,  MAPC's  regional  development  plan  We  would  like  to  offer 
the  following  comments. 

1)  Tilt-rotor  technology  -  MAPC  has  been  involved  in  studying  the  feasibility  of  tih-rotor 
technology  in  fulfilling  some  of  the  region's  air  transportation  needs.  Throughout  the 
course  of  the  study,  we  have  noted  that  there  has  never  been  any  mention  of  this 
technology.  At  the  very  least,  the  final  report  should  include  a  discussion  of  why  this 
technology  has  not  been  analyzed. 

2)  Alternative  Fuels  -  In  the  section  on  Low  Emitting  Vehicles  (LEV)  and  Alternatively 
Fueled  Vehicles  (AFV),  the  two  options  seem  to  be  used  interchangeably.  It  is  important 
not  to  confuse  alternatively  fueled  vehicles  with  low  emitting  vehicles.  The  emphasis 
should  be  on  alternatively  fueled  vehicles  that  are  also  low-emitting. 

3)  Competing  uses  for  rail  lines  -  The  section  on  freight  transportation  recommends  the 
acquisition  and  use  of  abandoned  rail  lines  for  freight  transportation  The  section  on 

— .      tourism  states  that  bicycle  travel  should  be  encouraged.  It  is  important  to  note  the 
\b  \  ]      growing  interest  and  use  of  abandoned  rail  lines  for  bicycle  paths.  The  report  should 
acknowledge  this  potential  conflict  and  should  state  that  the  option  of  rails-with-trails 
should  be  explored.  The  Rails-to-Trails  Conservancy  (a  national  orgaiiization  promoting 
the  use  of  rail  lines  for  multi-use  paths)  has  examples  of  rail  lines  and  bike  paths  co- 
existing where  sufficient  right-of-way  exists. 


Edmund  P.  Tarallo,  President       William  G.  Constable,  Vice-President       Donna  M.  Jacobs,  Secretary 

David  C.  Soule,  Executive  Director 

PRINTCDON  RECYCLED  PAPER 


Richard  A.  Easier,  Treasurer 
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HOUSE  OF  REPRESENTATIVES 
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HASTY  EVANS 

13TM  MIDDLESEX  DISTRICT 
75  CLAYPIT  MIU.  ROAD 
WAYU^ND.  MA  01  778 
(506)  358-4832 

STEPHEN  WOELFEL 
LEdsukTivE  Aide 


CornmiM»«s  on: 
Educatior).  Atu  and  Humanrties 

TT»n3pOTt8t»ort 

Mefnbef: 
Governor  *  Advisory  Commission 
on  WofTien's  issuM 

Massachusetts  Caucws  of 
Women  Loflislators 

Co-Chalr: 
Task  Pore©  oo  Domestic  Violence 
Mgmber 

Chmmai  Justice  System 


STATE  HOUSE  ROOM 


February  3,  1995 


Mr.  Marc  Cutler 

Project  Manager 

NETI  Plan  or  Cooperation 

Cambridge  Systematics,  Suite  4000 

150  Csuabridge  Park  Drive 

Cambridge,  HA  0  2140 

Dear  Mr.  Cutler: 


@ 


By  way  of  introduction,  I  have  an  Urban  Planning  background, 
have  served  on  the  Transportation  Committee  as  Ranking 
Minority  Member,  and  am  Co-Chair  of  the  182  member  North 
Station-South  Station  Rail  Link  Caucus  of  the  Legislature.  I 
also  served  as  a  member  of  the  panel  at  the  Boston 
Transportation  Conference  discussing  the  future  of  the  Boston 
Region. 

After  reviewing  the  NETI  Transportation  Alternative  Scenarios 
Analysis  and  the  Transportation  Plan  of  Cooperation,  several 
comments  seem  appropriate. 

First,  I  request  that  you  remove  the  $4  Billion  price  tag 
from  the  estimated  cost  of  construction  of  the  North  Station- 
South  Station  Rail  Lijik.     You  have  stated  in  the  notes  on 
page  4-4  Of  the  Transportation  Alternative  Scenarios,  that 
the  $4  Billion  includes  $2.2  Billion  in  improvements  to  the 
general  MBTA  commuter  rail  system.     I  would  like  to  see  the 
$2.2  Billion  relabeled  as  Improvements  to  the  MBTA  Commuter 
Rail  System  and  moved  to  Scenario  3  on  Table  8,7.  This 
reconfiguration  allocates  $1.8  Billion,  the  actual  cost  of 
construction,  to  the  North  Station-South  Station  Rail  Link 
Project  and  allocates  $2.2  Billion,  the  cost  of  other 
enhancements  to  a  separate  line  item,  placing  those 
enhancements  in  Scenario  3,  or  further  into  the  future,  where 
they  belong. 
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Host  importantly,  the  Appendix  of  Scenarios  by  Mode- 
Passenger  Rail-  Plan  of  Cooperation,  neglects  the  conanitiaent 
that  Massachusetts  has  made  to  the  North  station-South 
Station  Rail  Link.     In  the  latest  Transportation  Bond  bill, 
the  state  allocated  $60  million  to  the  engineering  and 
construction  of  the  slurry  walls  for  the  base  of  the  Rail 
Link*     This  money,  added  to  th<»  $4  million  already  committed 
by  the  U.S.  Congress  for  design  and  permitting,  indicates 
that  the  Rail  Link  is  a  project  already  in  process. 

The  Current  Scenario  should,  therefore,  include  Rail  Link 
construction.    The  estimated  cost  of  $1.8  Billion  should  be 
incltKled  in  the  bottom  line  of  Scenario  1 ,  making  the  grand 
total  of  that  Scenario  $7.0  Billion.     If  you  are  hesitant  to 
acknowledge  the  active  nature  of  the  Rail  Link,  then  at  the 
very  loaet,  the  report  should  include  the  $1.8  Billion  price 
tag  there. 

Several  cuggcctions  also  seem  appropriote  in  the  Rail  section 
of  the  Plan  of  Cooperation,  Section  2.3.2    I  was  bothered  by 
the  comraent  that  Passenger  Rail  was  the  only  section  to  be 
accomplished  "in  a  fiscally  prudent  manner,**  (the  last 
sentence  of  the  first  paragraph  on  page  2-6  of  that  Section 
2.3.2).    This  {^rase  should  be  moved  to  the  Intiroduction  and 
Background  Section,  to  the  first  sentence  of  the  second 
paragraph,  so  that  it  reads,  "The  Plan  of  Cooperation 
endeavors  to  achieve  these  three  goals  IN  A  FISCALLY  PRUDENT 

MANNER. 

Finally,  I  would  comment  generally  that  I  was  shocked  and 
»arpx,i»ed  that  the  rail  section  of  your  otherwise  very 
thoughtful  report  on  transportation  in  the  New  England  Region 
glaringly  ommitted  any  mention  of  the  Rail  Link.    Page  6  of 
the  June  1994  Draft  of  Transporation  Alternative  scenarios 
did  include  a  commitment  to  the  Rail  Link.  "Enhanced 
connectivity  between  Southern  and  Northern  New  England  rail 
service  by  means  of  a  North  Station-South  Station  connector 
in  Boston."    I  request  that  that  sentence  be  reinstated  on 
page  2-6  of  the  Plan  of  Cooperation-  Recommended  Actions- 
Rali-first  paragraph. 

When  the  project  is  tallied  against  your  nine  objectives,  it 
adds  significantly  to  the  accomplishment  of  each  of  them. 
The  Link  pr<»iotes  economic  vitality  by  making  dreuaatically 
better  use  of  existing  transportation  corridors  to  connect 
Northern  New  England  to  Southern  New  England  with  a  seamless 
passenger  rail  network.     It  enhances  the  regional  network 
surrounding  Boston  and  thereby  removes  much  passenger  traffic 
from  congested  highways. 
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i-t  protects  the  environraent  while  minimizing  regulatory 
barriers  to  investment  by  using  an  existing  federal  corridor 
that  already  has  environmental  permits,  to  transfer  commuters 
frrnn  high  polluting  forms  of  transportation  such  as  auto  and 
air,  to  rail. 

High  Speed  Rail  is  a  technological  advance  we  cannot  afford 
to  ignore.    By  using  existing  rail  networks  for  expansion  of 
our  transporation  system,  we  make  better  use  of  existing  land 
xxeo  patterns.     The  Horth  Station-South  Station  Rail  Link  is 
based  on  the  proposition  that  regions  should  be  connected 
internally  and  externally. 

As  you  know,  the  National  Commission  on  Intermodalism  is 
giving  priority  allocation  of  funds  to  intemodai 
transpoz-tation  corridors  that  arc  of  regional  and  national 
significance.     The  1-93  Corridor  is  such  an  intenaodal 
corridor  because  of  the  inclusion  of  the  Rail  Link  under 
Boston's  Central  Artery.     The  success  of  the  passenger 
portion  of  the  Regional  NETI  effort  will  be  more  surely 
accomplished  if  it  conforms  to  the  spirit  of  the  National 
CoBuulssion  on  Xntermodal  Transpoirtation. 

My  comments  are  lengthy,  but  the  importance  of  the  inclusion 
of  the  Retll  LinX  within  the  transportation  network,  of  the  New 
England  region  requires  a  full  response  to  your  Alternative 
Scenarios  Analysis  and  Draft  Plan  of  cooperation. 

Sincerely, 


State  Representative 

cc:  Governor  William  Weld 

Lt.  Governor  Paul  Cellucci 

Secretary  of  Transportation,  James  Kerasiotes 
Secretary  of  Environmental  Affairs,  Trudy  Coxe 
Transportation  Committee  Chair,  Thomas  Cahir 
Mass.  Leg.  CARL  Caucus  Chairman,  John  Businger 
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New  England  Transportation  Initiative 

c/o  Marc  Cutler 

Cambridge  Systematics 

150  CambridgePark  Dr.,  Suite  4000 

Cambridge,  MA  02140 

February  3, 1995 

Re.  NETI  Draft  Transportation  Plan  of  Cooperation 


Citizens  Transportation  Action  Campaign  (CTAC)  is  a 
broad-based  coalition  of  environmental,  community  and  labor 
organizations  promoting  the  construction  of  the  North 
Station/South  Station  Rail  Link  in  the  Central  Artery  highway 
corridor  running  through  downtown  Boston. 

Although  appearing  in  earlier  NETI  documents,  there  is  no 
mention  of  the  Central  Artery  Rail  Link,  connecting  Boston's 
North  and  South  Stations,  in  the  most  recent  Draft.  There  is 
some  vague  language  in  the  Draft  supporting  "  the  concept  of 
interconnecting  passenger  rail  service  from  the  south  and  west 
with  service  to  northern  New  England  ...  ".  Clearly  this  is  the 
time  and  the  document  in  which  the  New  England  States  can 
commit  to  the  Rail  Link  and  to  the  development  of  a  modern 
passenger  rail  system  for  the  benefit  of  the  entire  region. 

The  Draft  recognizes  the  ability  of  commuter  rail  to  remove 
regional  auto  commuter  trips  from  the  "  congested  regional 
priority  travel  corridors  ".  By  building  the  Central  Artery  Rail 
Link  at  the  junction  of  the  heavily  congested  I-95/I-93/I-90 
corridors  in  Boston,  the  present  commuter  rail  system  will  be 
transformed  into  a  modern  regional  rail  system  that  connects 
Maine  and  New  Hampshire  through  Boston  to  Rhode  Island 
and  Connecticut.  Not  only  will  this  regional  rail  system  carry 
commuters  to  Boston,  Providence  and  other  cities  on  the 
network,  but  will  also  carry  commuters  who  travel  between 
suburbs. 


CTAC  Comments  -  Page  2 

Currently,  the  options  to  the  automobile  for  the  suburb  to  suburb  commute  are 
extremely  limited,  leaving  most  with  no  option  except  to  drive.  It  is  this  inability 
to  find  viable  options  that  is  driving  the  increase  in  vehicle  miles  traveled. 
Increasing  highway  capacity  to  meet  this  demand  offers  little  in  the  way  of  a  long 
term  solution,  and  historically  has  made  the  situation  significantly  worse. 
Linking  suburban  activity  centers,  cities  and  residential  areas  together  by  a 
modern  regional  rail  system  can  be  an  alternative. 

AMTRAK's  Northeast  Corridor  is  currently  being  extensively  upgraded, 
and  the  extension  of  this  corridor  to  northern  New  England  through  the  Rail 
Link  would  open  up  an  entire  new  market  for  rail  passenger  service  in  the 
region.  For  the  first  time,  many  New  Englanders  would  have  a  modern  rail 
passenger  network  available  to  them  as  an  alternative  to  air  or  automobile  travel 
in  the  Northeast  Corridor.  This  will  help  alleviate  both  highway  and  airport 
congestion  in  the  region. 

If  New  England  is  to  fully  realize  the  full  potential  from  the  Tourism 
Initiative  contained  in  the  Draft  than  it  must  take  full  advantage  of  its  passenger 
rail  system  and  the  connections  made  possible  by  the  Rail  Link.  Domestic  as  well 
as  foreign  visitors,  many  of  who  are  accustomed  to  extensive  and  well  run 
passenger  rail  systems  in  their  countries,  will  appreciate  and  use  a  New  England 
rail  system  which  is  integrated  with  tour  buses,  cruise  ships,  local  bus  carriers 
and  rental  car  agencies. 

Or\ly  the  Central  Artery  Rail  Link  maximizes  the  passenger  rail  potential 
of  the  enhre  region,  and  is  the  only  transportation  project  that  can  offer  real 
alternatives  to  the  increasing  congestion  which  is  destroying  the  quality  of  life 
and  economic  vitality  of  much  of  New  England.  The  Rail  Link  must  be  included 
in  futher  NETI  initiatives  along  with  a  discussion  of  modern  regional  and 
intercity  passenger  rail  initiatives  and  developments,  both  here  and  abroad.  All 
alternatives,  not  just  rail,  must  be  evaluated  "  in  a  fiscally  prudent  manner  ". 
What  is  the  true  cost  of  business  as  usual? 


Sincerely, 


Lawrence  T.  Fay 
Executive  Director 


cc: 


Representative  John  A.  Businger  -  D  Brookline 

Chair,  Massachusetts  Central  Artery  Rail  Link  Legislative  Caucus 


Massachusetts  Sierra  Club 


February  2,  1995 


NETI  Policy  Coromlttae 
C/0  Marc  Cuttler 
Cambridge  Systematica,  inc. 
222  Third  street 
Cambridge,  Mass  02142 

Dear  Committee  Members, 

Save  The  Bay  and  Its  15,000  membera  Is  very 
disappointed  with  the  final  product  of  the  KETI  proceBS.  We  feel 
that  under  the  disguise  of  inclusiveness  and  cooperation  that  our 
concerns  have  been  ignored.  Environmental  protection  in  this  plan 
is,  at  best,  superficial  jargon.  The  real  substance  of  the  Plan 
is  business  as  usual;  more  cars,  further  disinvestment  in  our 
cities  and  the  people  that  live  there,  and  sprawl  as  the  road  map 
for  the  future.  We  cannot  and  will  not  subscribe  to  this  plan. 

NEW  ENGLAND  REGIONAL  INTERMODAL  FREIGHT  ALLIANCE 

*  The  importance  and  emphasis  that  a  Freight  Alliance  has 
assumed  in  this  plan  is  a  problem.  This  sanctioned  lobbying 
conglomerate  represents  to  us  more  roads,  twin  trailers,  and  a 
"just  in  time  delivery  policy"  we  cannot  endorse.  We  see  very 
little  hope  for  a  balanced  agenda  or  even  a  balanced  membership 
in  this  Initiative. 

NEW  TECHNOLOGIES 

*  New  technologies  are  referenced  in  terms  of  how  many  more 
cars  can  be  squeezed  on  to  existing  highways  (ITS),  and  how  the 
peak  deluge  of  autos  can  be  spread  out  over  the  entire  day  not 
just  in  two  rush  hours.  There  are  no  initiatives  in  this  plan  to 
preserve  capacity  such  as  parking  caps,     dedicated  sources  of 
funding  for  transit,  congestion  pricing,  or  ride  share  programs. 
These  are  inexpensive,  low  technology  solutions  that  have  proven 
track  records,  but  are  mysteriously  absent  from  this  document. 


TRANSPORTATION  TOURISM  INITIATIVE 

*  In  the  Tourism  initiative  the  roost  emphasized  item 
presented  was  to  make  rental  cars  available  at  bus  and  train 
stations.  This  is  not  ^ood  news  for  our  quaint,  narrow  "streeted" 
coastal  communities  already  inundated  with  too  many  cars. 


An  especially  contradictory  statement,  and  adds  weight  to 
our  belief  that  this  study  is  nothing  more  than  the  status  quo, 
is  found  on  page  2-8.   It  is  under  the  heading  of  Travel  Demand 
Management  and  Growth  Management  Planning.  It  states,  "New 
England  states  are  encouraged  to  build  new  transportation 
infrastructure  to  activity  centers  (such  as  office  and  Industrial 
parks,  shopping  centedBMI^HBiaMMMBMMtftf^al 
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destination)  Thoso  "activity  centers"  were  once  know  as 

cities.  Billions  of  dollars  have  been  invested  in  infrastructure 
and  continue  to  be  invested  in  cities  to  keep  them  vital,  if  we 
keep  spreading  money/infrastructure  farther  and  farther  around  to 
new  centers/  we  will  exclude  those  who  cannot  afford  cars  from 
any  hope  of  future  prosperity  and  spread  pollution  farther  and 
farther  from  where  it  can  be  treated  effectively.  Automobile 
travel  is  the  most  expensive  and  the  most  subsidized  form  of 
travel  and  may  be  the  root  cause  of  our  non  competitive  stature 
in  many  world  markets. 

To  sum  up/  at  the  end  of  the  public  meeting  in  Rhode  Island 
we  were  left  with,  "So  what  if  there  are  more  cars  on  the  roads 
as  long  as  they  are  cleaner  burning."     This  statement  does  sum  up 
the  narrow  perspective  this  plan  encompasses  and  why  we  find  it 
impossible  to  endorses  it.    We  do  however  intend  to  make  our 
beliefs  known  to  our  new  Governor  and  others  as  we  deem 
appropriate . 

I  apologize  for  the  angry  tone  of  this  letter,  but  after  15 

months  of  meetings,  the  review  of  thousands  of  pages  of 
documents,  hours  of  work  collecting  the  opinions  of  those  I 
represent  and  preparation  of  comments,   I  am  outraged  at  how 
little  the  health  of  our  shared  environment  means  to  this 
committee.  The  committee  is  well  aware  that  a  healthy  and  clean 
environment  attracts  and  keeps  people  and  businesses  in  our 
region . 


Alison  Walsh 
Director  of  Issues 


cc:  Senator  John  Chafee 

Governor  Lincoln  Almond 
Kevin  Hively 
Sally  Spadaro 
Director  Bundy,  DOT 
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TO:  ANNE  MCKINNON  FAX  61';;''482  7417  '  (/ 


FROM:  MARTIN  TO^N.  SEAWORTHY  SYSTEMS,  INC.  ESSEX, 
CONNECTICUT  203  767  9061    FAX  203  767  1263 


Response  to  Transportation  Alternative  Scenarios 

1 .)  D€yes  Scenario  I  truly  reflect  current  policies? 

Yes,  I  feel  it  is  a  fair,  reasonable  reflection  of  current  policies.  There 
might  be  a  few  exceptions  to  the  trends  stated,  but  generally,  in  my 
opinion,  the  scenario  is  correct 


2.)  Docs  Scenario  U  assume  too  much  or  too  little  voluntary 
compliance? 

The  profit  motivation  must  be  taken  into  consideration.  Businessmen 
look  for  the  most  efficient  way  to  conduct  business.  If  the  voluntary 
compliance  goes  against  current  business  practice,  voluntary 
compliance  will  fail.  Most  business  professionals  want  to  do  the  "right" 
thing,  but  all  you  need  is  one  out  of  ten  to  avoid  the  compliance  and 
before  you  know  it,  everyone  wiU  follow.  Competition  is  the  operative 
word  not  voluntary. 


3.)  Does  Scenario  III  require  to  much  government  intervention? 

Yes,  The  direction  might  be  correct  but  without  an  external  reason  to 
change,  it  will  not  happen.  It  appears  Americans  need  a  crises  to  bring 
about  change.  One  only  needs  to  look  to  the  1973  and  1980  oil 
embargo.  We  accepted  change  only  after  it  happened,  (lower 
temperature  in  the  house  when  using  heating  oil;  houses  built  with 
more  efficient  insulation;  55  mph  speed  limit,  and  some  increase  in 
mass  transit) .  Until  there  is  a  major  "national"  reason  to  bring  about 
Scenario  III,  it  just  won't  happen.  If  only  the  New  England  states 
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attempied  this  Scenario,  it  would  put  the  region  into  a  major  recession. 
Raising  fees  to  implement  those  changes  as  suggested  would  only  drive 
firms  out  of  the  area  to  locations  that  would  be  more  conducive  to 
business. 


When  ^vill  those  at  the  national,  state,  regional  and  local  level  realize 
that  businesses  are  the  pipeline  of  the  economy.  They  create  jobs  and 
help  the  money  flow.  As  each  of  these  taxing  authority  draw  funds  out 
of  the  pipeline,  they  hurt  business  in  the  short-term  and  hurt  the 
region  in  the  long-term. 


The  managers/owners/  and  decision  makers  must  remain  competitive 
in  the  global  markeL  Therefore  they  will  move  their  firms  to  those 
locations  which  provide  opportunities  to  gain  market  share.  It  is  not 
only  the  issue  of  taxes,  but  various  regulations  as  well;  air  quality; 
emplo)-ment,  OSHA  etc.  Those  states  that  see  the  benefits  of  having 
business  locate  to  their  region,  recognize  it  is  more  important  to  have 
emplo>'ment  then  unemployment  The  southern  states  view  each 
business  as  another  pipeline  in  which  money  will  flow  into  the 
economy,  via  jobs  and  services  rather  then  an  other  source  to  tax. 


hi  my  humble  opinion,  since  businesses  don't  vote  (can  not  vote),  they 
should  not  be  taxed.  It  is  for  a  business,  taxation  without 
representation.  "Why  should  a  firm  be  taxed  more  then  an  individual? 
Businesses  don't  use  half  the  resources  of  a  community  or  region,  yet 
they  are  taxed  greater  then  those  that  do. 


4.)  Are  any  of  the  Scenarios  based  on  assumptions  you  question? 

Yes,  Scenario  II,  the  third  paragraph  is  unrealistic,  "  The  New  England 
States  woiild  voluntarily  agree  on  a  regional  intermodal  freight 
container  facility  strategy., ,  This  study  would  lead  to  implementation  of 
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a  regional  investment  strategy.."  I  don't  believe  that  any  state  will  allow 
their  fimds  to  flow  to  another  state.  The  state  of  Connecticut  is 
attempting  to  develop  its  ports,  will  Mass.  contribute  funds  for  that 
development  I  think  not. 


The  concept  that  a  voluntary  attitude  will  prevail  is  unrealistic.  I  can 
not  recall  one  instant  where  over  time  everyone  volunted  to  work  for 
the  good  of  a  region.  One  can't  even  get  the  doctors  to  reduce  their 
fees  for  the  good  of  the  patient  and  the  US  economy.  Why  should  a 
business  stop  emitting  CO  into  the  air  unless  there  are  required  too. 


In  Scenario  II,  a  comment  was  made  about  improving  commuter 
service  for  the  inter  cities.  I  don't  know  about  Boston  of  Providence, 
but  Hartford  is  crumbling.  One  would  question  why  improve  the 
commuter  service  there,  few  travel  to  inter-cities  offices  any  more.  Just 
look  at  the  office  buildings  outside  of  Hartford  or  on  Route  128  outside 
of  Boston.  Why  travel  to  the  inter-city?  The  shopping  isn't  there;  the 
manufacturing  isn't  there;  the  service  jobs  are  not  there.  One  might 
question  and  attempt  to  answer  this  question;  "Should  we  save  the 
cides  and  why?" 


My  general  comment  for  Scenario  Til  is:  We  need  less  government  not 
more.  Government  has  failed  in  helping  to  retain  businesses  or  to  stop 
the  out  flow  of  money,  people  and  business  from  the  region.  Why  do 
you  think  they  can  now  reverse  the  trend  long  after  the  horse  went 
through  the  gate. 


Scenario  III  will  only  come  about  it  there  is  a  major  crises  in  the  nation: 
an  oil  embargo,  a  depression  or  war.  Trying  to  implement  a  Scenario 
III  will  only  force  more  businesses  away  from  the  region  and  bring 
about  a  much  smaller,  restricted  economic  pipeline. 
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In  my  opinion,  Scenario  m  is  completely  unacceptable. 


5.)  IVbat  elements  should  be  deleted?  What  should  be  added? 
What  elements  should  be  included  in  a  different  scenario? 

Delete  as  unreasonable  Scenario  m  and  H.  Add  a  new  Scenario  IV, 
which  goes  in  the  opposite  direction  of  the  nation  or  Europe.  The 
Scenario  might  look  like  this: 

A.  )  Reduce  government  intervention,  i.e.  get  government  out  of 
many  of  the  aspects  of  providing  services  to  the  public.  Currently, 
government  workers  are  earning  more  then  the  private  sector.  The 
public  sector  has  greater  and  better  benefits  then  the  private  sector. 
Just  look  around,  it  is  the  small  firms  carrying  the  load  now-a-days  not 
the  large  multinational  firms.  I  don't  know  of  any  small  firms  capable 
of  pro\iding  a  defined  benefit  pension  plan,  yet  those  same  small  firms 
must  pay  for  the  public  sector's  defined  benefit  plan. 

B.  )  Reduce  regulations  on  business.  The  day  and  age  of  the  sweat 
shop  is  over.  Employees  can  and  do  move  from  job  to  job.  Businesses 
in  New  England  don't  need  to  be  hampered  by  the  restrictive  policies 
imposed  by  the  government  for  the  benefit  of  the  worker.  (This 
argument  goes  with  the  question  of,  Will  voluntary  compliance  work?  Is 
it  not  why  we  have  the  strict  policies  today?)  Remember,  the  worker 
votes,  business  can  not 

C.  )  Change  the  taxation  rules  to  encourage  investment  in  New 
England.  Don't  tax  cbrpordtions.  Just  look  at  the  number  of  businesses 
that  located  to  Puerto  Rico  because  of  the  taxation  laws.  Only  lax  the 
individuals. 

D.  )  You  are  correct  with  telecommunication  and 
teleconferencing.  WTiy  not  attempt  to  have  the  lowest  cost  service  in 
New  England.  Don't  tax  telecommunications  bills.  Then  businesses 
that  use  telecommunications  to  conduct  their  worldwide  operations 
might  be  willing  to  locate  here. 
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E.)  Business  will  flow  to  the  path  of  least  resistance,  so  why  not 
study  what  the  resistance  is.  I  don't  think  it  is  intermodal 
transportation,  pons  or  roadways.  Why  not  look  to  work  ethic, 
education  of  the  workforce,  crime  and  the  cost  of  doing  business. 

6.)  Will  any  of  these  scenarios  enhance  New  England  *s 
competitiveness  or  will  any  detract  from  its  ability  to  compete? 

Yes,  See  answers  to  questions  above.  All  of  the  scenarios  detract  from 
its  ability  to  compete.  The  least  impact  comes  from  scenario  I,  the 
worst  from  scenario  III. 


7.)  Do  the  scenarios  address  issues  of  regional  significance  that 
are  key  to  your  business? 

No.  As  mentioned  in  your  draft,  the  region  is  becoming  a  service  based 
economy.  Our  business  which  is  sendee  based  conducts  very  littie 
busines  in  New  England.  We  should  be  located  in  New  Jersey  or 
further  south.  We  are  here  in  Connecticut  because  many  of  the 
principals  who  started  the  firm  enjoy  the  state  and  the  quality  of  life  not 
found  in  many  other  parts  of  the  nation. 


I  applaud  you  for  the  effort  but  I  truly  feel  it  missed  the  mark.  The 
economy  of  the  region  is  not  based  upon  nor  driven  by  the 
transportation  issues.  Remember,  we  had  the  best  rail  service  in  this 
nation  at  one  time;  the  best  ports  were  Boston  and  New  York  and  to  a 
degree  still  are;  the  road  network  has  reasonable.  The  problem  is  as 
business  moved  from  the  region,  there  was  less  need  to  maintain  those 
facilities  and  slowly  more  and  more  firms  went  south. 


like  a  pendulum  on  a  clock  that  swings  with  time  this  region  can 
recover,  but  first  you  need  the  willingness  of  the  local,  state,  and  federal 
officials  who  want  to  bring  about  change,  not  just  go  after  the  vote. 
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Save  the  money  you  are  spending  on  this  study  and  use  it  to  rally  the 
businesses  to  go  to  their  individual  capital  hills,  to  educate  and  inform 
the  elected  officials  what  really  needs  to  be  done  to  bring  the  New 
England  states  back  to  a  strong  economy  and  a  great  place  to  live. 
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From:  Maria  Mack,  1754  Mooresfield  Rd,,  Wakefield,  RI  02879 

Comments  on  NETI  Plan  of  Cooperation 


Recommendation  number  two  addresses  the  increasing  levels  of  congestion  in  passenger 
transportation  by  expanding  highway  capacity.  This  is  an  unrealistic  and  shon  sighted  solution. 
In  order  to  eflfecdvely  reduce  congestion,  the  passenger  must  have  a  multimodal  system  available, 
and  strategies  to  reduce  vehicle  miles  travelled  should  be  a  major  focus.  There  does  not  appear  to 
be  adeqnaie  evidence  of  this  focus  in  this  document 

Recommendation  number  three  which  proposes  to  undertake  a  regional  tourism  effort  within 
transportation,  is  an  extrenoely  vital  addition.  However,  the  relationship  between  tourism, 
economic  vitality,  environment  and  quality  of  life  does  not  appear  to  be  addressed  or  well 
understood.  The  recommendation  mentions  the  preservation  of  environmental  quality.  This 
cannot  happen  if  the  emphasis  is  on  gieaier  highway  capacity,  and  therefore  greater  auto 
dependency  and  further  environmental  degradation.  It  is  necessary  for  a  well  planned  program  to 
promote  transportation  other  than  the  anto  (that  is  "alternative"  transportation;  why  is  this  still 
labcfled  as  such?  In  order  for  it  to  be  considered  mainstream,  it  must  become  mors  dian  some 
vague  alternative  to  those  individuals  charged  with  ±e  responsibility  of  moving  people).  Tourism 
can  promote  economic  vitality  through  preservation  of  environmental  quality. 
It  becomes  obvious  that  in  order  to  enhance  inrermodal  connections,  an  intermodal  network  must 
first  exist  at  a  state  level.  The  development  of  creative  local  access  strategies  is  imperative. 

One  of  the  9  objectives  hopes  to  rrrTrrirmyt^  travel  demand  frDwth  by  changing  social  and  work 
patterns.  This  can  only  be  effective  through  good  growth  management  techniques;  not  by  creating 
even  more  infrastructare  (SPRAWL).  This  means  an  effort  to  revitalize  existing  areas  which  will 
in  effect,  both  improve  economic  vitality  and  protea  the  environment 

Section  22  Vision  of  NE  Transportation  Fumre  discusses  quality  of  life,  which  is  partially  defined 
by  a  healthy  and  attractive  environment  If  the  natural  resources,  historic  sites  and  vibrant  town 
centers  are  not  preserved,  a  very  unhealthy  and  dismal  environment  will  be  the  result.  Therefore, 
again,  a  revitalizing  effort  is  essential  ratiier  than  creating  more  infiastrucnire. 

Section  23.1  mentions  standardizing  track  regulatory  policy.  This  should  include  stringent 
enforcement 

Section  232  passenger  transportation:  A  reduction  in  VMI  strategy  must  implement  bus  and  rail 
networks  within  the  region,  combined  with  growth  management  planning. 

Expansion  of  highway  capacity  does  not  improve  the  envirormient  or  quality  of  life.  It  is 
counterproductive  to  most  growth  management  strategies.  One  must  fnrst  have  effective  growth 
management  policies,  together  with  mass  transit  options.  This  will  help  to  reduce  congestion.  If 
we  continue  to  expand  highway  capacity,  there  will  be  no  incentive  for  growth  coanagement 

Section  233  tourism  initiative  -  this  must  be  a  priority, .with  the  planning  and  promotion  aspects 
emphasized. 

Section  2,3.5  system  preservation  -  NE  states  using  their  collective  political  strength  to  ensure 
national  support  for  the  maintenance  and  preservation  of  this  system  through  various  means. 
Primarily,  adjustments  in  fuel  taxes  can  be  a  help  in  establishing  intermodal  systems,  but  it  must  be 
understood  that  in  order  to  aUow  for  greater  amounts  of  money  to  be  used  for  maintenance,  the 
political  strength  must  be  properiy  focused  in  that  these  goals  may  require  the  enactment  of  new 
legislation- 
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List  of  Sources 


■  Institutional  Issues 


Documents 

Maine  Department  of  Transportation,  Multi-Modal  Transportation  Improvement  Program 
(1994-1995),  May  17, 1993. 

Maine  Transportation  Capital  Improvement  Planning  Commission,  Transportation  to  the 
Year  2002, 1993. 

Rhode  Island  State  Planning  Council,  Transportation  2010:  Ground  Transportation  Plan,  1991. 

Twenty-First  Century  New  Hampshire  Transportation  Task  Force,  Transportation  in  the  21st 
Century,  September  1993. 

Vermont  Agency  of  Transportation,  Transportation  Policy  Plan,  1990. 


Interviews 

Connecticut 

Michael  T.  Saunders,  Deputy  Transportation  Commissioner,  ConnDOT 
Richard  Hollis,  ConnDOT 

Maine 

Dana  Cormers,  Commissioner,  Maine  DOT 

Paul  Minor,  Director,  Planning,  Maine  DOT 

Gedeon  G.  Richer,  Director,  Policy  Analysis,  Maine  DOT 

Massachusetts 

Dennis  Coffey,  Deputy  Secretary,  EOTC 
Valerie  Southern,  Deputy  Secretary,  EOTC 
Michael  Swanson,  Deputy  Secretary,  EOTC 
William  Steffens,  Deputy  Commissioner,  MHD 
Daniel  Beagan,  Director,  BTP&D,  EOTC 


Cambridge  Systematics,  Inc. 
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New  Hampshire 

Charles  O'Leary,  Commissioner,  NHDOT 
Christopher  Morgon,  MHDOT 

Rhode  Island 

Michael  Bennett,  Rhode  Island  DOT 

Vermont 

Patrick  Garahan,  Secretary,  VAOT 
Lloyd  Robinson,  Deputy  Secretary,  VAOT 
Jeff  Squires,  Director  of  Planning,  VAOT 

Others 

Charles  Repeta,  NETI  Project  Manager,  EOTC 
John  Clements,  Associate  Administrator,  FHWA 
William  Gilday,  N.E.  Governor's  Conference 


■  Highways 


Documents 

Bechtel/ Parsons  Brinckerhoff.  High  Occupancy  Vehicle  Feasibility  Study  for  the  Southeast 
Expressway  (1-93)  and  Route  3.  December  1993. 

Boston  Metropolitan  Planning  Organization.  Transportation  Improvement  Program  1993- 
1995.  October  1993. 

Boston  Metropolitan  Planning  Organization.  Transportation  Plan  for  the  Boston  Region. 
November  1993. 

Cambridge  Systematics  and  Others.  Connecticut  Statewide  Transit  System  Plan:  Investing  in 
Public  Transportation  1990-2010.  March  1991. 

Cambridge  Systematics,  Inc.  and  Vanasse  Hangen  Brustlin,  Inc.  "Review  of  IVHS 
Technologies  and  Major  IVHS  Programs,"  and  "Preliminary  Candidate  Strategies,"  Northern 
New  England  IVHS/CVO  Institutional  Issues  Study.  September  1994. 

Cape  Cod  Commission,  A  2020  Vision:  Long-Range  Transportation  Plan  for  Cape  Cod. 
September  1993. 

Capitol  Region  Council  of  Governments  (Connecticut).  1993-1994  Transportation 
Improvement  Program  for  the  Capitol  Region.  August  1993. 
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Central  Naugatuck  Valley  Council  of  Governments  (Connecticut).  Regional  Transportation 
Plan:  1990-2010.  October  1993. 

Connecticut  Department  of  Transportation,  Master  Transportation  Plan,  January  1994. 
Connecticut  DOT,  Statewide  Transit  System  Plan:  1990-2010, 1991. 

Connecticut  DOT,  Bureau  of  Policy  and  Planning,  Vehicle  Miles  of  Travel  Tabulations, 
January  27, 1994. 

Federal  Highway  Administration,  Office  of  Highway  Information  Management.  Highway 
Statistics,  1992. 

JHK  and  Associates,  Vanasse  Hangen  Brustlin,  Inc.,  and  others,  IVHS  Program  for 
Metropolitan  Boston:  Existing  Conditions  Report,  August  1993. 

JHK  and  Associates,  Vanasse  Hangen  Brustlin,  Inc.,  and  others.  Intelligent  Vehicle  Highway 
Systems:  Strategic  Plan  for  Metropolitan  Boston,  Final  Report.  January  1994. 

Maine  Department  of  Transportation,  Multi-Modal  Transportation  Improvement  Program,  May 
1993. 

Maine  Transportation  Capital  Improvement  Planning  Commission,  Transportation  to  the 
Year  2002:  A  Capital  Improvement  Plan  for  Maine,  1993. 

Massachusetts  Executive  Office  of  Transportation  and  Construction  (EOTC),  Statewide 
Transportation  Improvement  Program  Fiscal  Years  1993-1995  (Draft),  February  1993. 

Massachusetts  EOTC,  Statewide  Transportation  Inventory  Submission,  May  4, 1993. 

Massachusetts  Highway  Department.  High  Occupancy  Vehicle  Feasibility  Study:  Interstate 
93  - 1-95/128  to  the  Charles  River  Crossing.  July  1994. 

Nashua  Regional  Planning  Commission.  NRPC  Area  Transportation  Improvement  Program: 
1994  to  2003.  September  1993. 

New  Hampshire  Department  of  Transportation,  Statewide  Transportation  Improvement 
Program  1994-2003  (Draft),  September  1993. 

New  Hampshire  DOT,  Bureau  of  Transportation  Planning,  1991-1996  VMT  Forecasting, 
August  31, 1994. 

New  Hampshire  21st  Century  Task  Force,  Transportation  in  the  21st  Century,  January  1993. 

Portland  Area  Comprehensive  Transportation  Committee.  Transportation  Improvement 
Program:  Fiscal  Years  1994  to  1996.  August  1993. 
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Rhode  Island  Department  of  Administration,  Division  of  Planning,  Transportation  2010: 
Ground  Transportation  Plan,  March  1992. 

Seacoast  Metropolitan  Planning  Organization  (New  Hampshire).  Long-Range  Transportation 
Plan.  August  1993. 

Seacoast  Metropolitan  Planning  Organization  (New  Hampshire).  Fiscal  Year  1994 
Transportation  Improvement  Program.  August  1993. 

South  Western  Regional  Planning  Agency  (Connecticut).  South  Western  Regional 
Transportation  Improvement  Program:  FY  1994-1998.  Jime  1993. 

U.S.  Department  of  Transportation,  Bureau  of  Transportation  Statistics.  Transportation 
Statistics,  Annual  Report  1994. 

Vermont  Agency  of  Transportation,  Grouping  Study  and  Regression  Analysis  Based  on  1992 
Traffic  Data,  June  1993. 

Vermont  Agency  of  Transportation,  Official  Fiscal  Year  1994  Capital  Program  and  Project 
Development  Plan,  June  1993. 

Vermont  Transit  System  Plan,  Carter  Goble  Associates,  1992. 


Interviews 

Baker,  Robert  F.  Supervisor,  Safety  Section,  Safety  and  Data  System  Division,  Maine 
Department  of  Transportation,  October  18, 1993  (meeting). 

Beagan,  Daniel.  Director,  Bureau  of  Transportation  Planning  and  Development, 
Massachusetts  Executive  Office  of  Transportation  and  Construction,  December  7,  1993 
(letter),  December  17, 1993  (phone),  January  13, 1994  (letter),  January  14, 1994  (letter). 

Berube,  Greg.  Rhode  Island  Department  of  Transportation,  December  14, 1993  (phone), 
January  18, 1994  (phone),  January  20, 1994  (letter). 

Bucci,  Joseph  A.,  P.E.  Supervising  Civil  Engineer,  Program  Development/Traffic  Planning, 
Rhode  Island  Department  of  Transportation,  December  29, 1993. 

Casey,  Jerry.  Maine  DOT,  January  26, 1994  (phone). 

Conard,  Richard.  Bureau  of  Transportation  Planning  and  Development,  Massachusetts 
Executive  Office  of  Transportation  and  Construction,  October  14,  1993  (letter  to  John 
Robinson). 

Connors,  Dana  F.  Commissioner,  Maine  Department  of  Transportation,  October  18,  1993 
(meeting). 
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Croce,  Carl  A.  Assistant  Director,  Bureau  of  Planning,  Maine  Department  of  Transpor- 
tation, October  18, 1993  (meeting). 

Dickerson,  Ted  S.  Fiscal  and  Policy  Programmer,  Bureau  of  Transportation  Planning,  New 
Hampshire  Department  of  Transportation,  October  22,  1993  (phone),  October  25,  1993 
(letter),  and  December  9, 1993  (phone). 

Esch,  Fred,  Transportation  Planning  Bureau,  New  Hampshire  Department  of  Transpor- 
tation, December  9, 1993  (phone). 

Evans,  Frank.  Special  Projects.  Vermont  Agency  of  Transportation.  September  26, 1994. 

Greer,  Robert.  New  Hampshire  Department  of  Transportation.  September  26,  1994 
(phone). 

Lehlback,  Herman.  Bureau  of  Policy  and  Planning,  Connecticut  Department  of  Transpor- 
tation, December  9, 1993  (phone). 

Lemieux,  Richard.  Planning  and  Research  Engineer,  Federal  Highway  Administration, 
Concord,  New  Hampshire,  October  22, 1993  (phone)  and  October  29, 1993  (phone). 

Letourneau,  Robert.  Supervising  Planner/Mass  Transit,  Rhode  Island  Department  of 
Transportation,  November  3, 1993  (meeting). 

Marshall,  Richard.  New  Hampshire  Department  of  Transportation,  September  26, 1994 
(phone). 

Miller,  Kenneth  S.,  P.E.  Technical  Director,  Bureau  of  Transportation  Planning  and 
Development,  Massachusetts  Executive  Office  of  Transportation  and  Construction, 
January  24, 1994  (letter). 

Minor,  Paul.  Director,  Bureau  of  Planning,  Maine  Department  of  Transportation, 
December  7, 1993  (letter)  and  October  18, 1993  (meeting). 

Paiewonsky,  Louisa  B.  Chief  Transportation  Air  Quality  Analyst.  Massachusetts  Highway 
Department.  September  23, 1994  (phone). 

Richer,  Gedeon  G.  Director,  Office  of  Policy  Analysis,  Maine  Department  of  Transpor- 
tation, October  18, 1993  (meeting). 

Pritchard,  Robert.  Executive  Director,  American  Trucking  Association  Foundation,  Inc., 
New  England  Office,  December  17, 1993  (phone). 

Quackenbush,  Karl.  Central  Transportation  Planning  Staff  (Technical  Staff  to  Boston  MPO), 
September  23, 1994  (phone). 


Cambridge  Systematics,  Inc. 


1-5 


NETI  Final  Report 


Queenan,  Thomas  J.  Senior  Planner,  Rhode  Island  Department  of  Transportation, 
December  7, 1993  (letter)  and  November  3,  1993  (meeting). 

Robinson,  John.  Intermodal  Transportation  Policy  Planner,  Massachusetts  Executive  Office 
of  Transportation  and  Construction,  December  14,  1993  (phone),  November  16,  1993 
(phone),  and  November  5,  1993  (phone). 

Sanborn,  Ansel  N.  Administrator,  Bureau  of  Transportation  Planning,  New  Hampshire 
Department  of  Transportation,  December  7, 1993  (letter),  December  21, 1994  (letter). 

Scott,  David  J.  Data  and  Mapping  Engineer,  State  of  Vermont  Agency  of  Transportation, 
October  26, 1993  (phone),  November  1,  1993  (letter),  December  7, 1993  (letter),  January  12, 
1994  (letter),  February  4, 1994  (letter). 

Silva,  Edward  L.  Planning  and  Research  Engineer,  Federal  Highway  Administration, 
Cambridge,  Massachusetts,  October  25, 1993  (phone)  and  November  16, 1993  (phone). 

Spragg,  Joseph.  Assistant  Director  Inventory  and  Forecasting,  Bureau  of  Policy  and 
Planning,  Connecticut  Department  of  Transportation,  November  3,  1993  (letter), 
December  7, 1993  (letter),  October  26, 1993  (phone),  January  31, 1994  (letter). 

Weeks,  Thomas.  Chief,  Planning  Program  Branch,  Federal  Highway  Administration, 
Washington,  D.C.,  October  29, 1993  (phone),  and  December  21, 1993  (phone). 


■  Intercity  Bus 


Documents 

Availability  of  Intercity  Bus  Service  Continues  to  Decline,  U.S.  General  Accounting  Office,  June 
1992. 

Federal  Subsidies  for  Passenger  Transportation,  1960-1988:  Winners,  Losers  and  Implications  for 
the  Future,  Robert  R.  Nathan  Associates,  May  1989. 

Motorcoach  Outlook  1994,  Metro  Magazine,  February  1994. 

The  U.S.  Intercity  Regular  Route  Passenger  Bus  Industry  —  A  Current  Assessment,  Interstate 
Commerce  Commission,  Office  of  Economics,  July  1993. 

Memorandum  from  Christopher  Morgan  (NHDOT)  to  Elizabeth  Peart  (CS),  "Intercity  Bus," 
September  1994. 
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Interviews 


Mr.  George  Anzouni,  Plymouth  and  Brockton  Street  Railway  Co.,  November  30,  1993 
phone  conversation. 

Ms.  Joanne  Champa,  Massachusetts  Executive  Office  of  Transportation  and  Construction 
(EOTC),  November  29, 1993  phone  conversation. 

Mr.  Richard  Hollis,  Connecticut  DOT,  November  29, 1993  phone  conversation. 

Mr.  James  Jalbert,  C&J  Trailv^ay,  November  30, 1993  phone  conversation. 

Mr.  Kit  Morgan,  New  Hampshire  DOT,  November  29, 1993  phone  conversation. 

Ms.  Pam  Poddle,  Maine  DOT,  November  29, 1993  phone  conversation. 

Mr.  Bill  Trevitt,  Rhode  Island  Public  Transit  Association,  December  1,  1993  phone 
conversation. 


■  Motor  Carriers 


Documents 

Commercial  Vehicle  Fleet  Management  and  Information  Systems,  Draft  Technical 
Memorandum  1,  prepared  by  Cambridge  Systematics,  Inc.  in  cooperation  with  the  ATA 
Foundation  and  the  Private  Fleet  Management  Institute  for  the  Federal  Highway 
Administration,  DTFH61-93-C-00084,  March  4, 1994. 

Maine,  New  Hampshire,  and  Vermont  Interview  Summaries,  Northern  New  England 
rVHS/CVO  Institutional  Issues  Study,  Draft,  prepared  by  Cambridge  Systematics,  Inc.  with 
Vanasse  Hangen  Brustlin  for  the  Maine  Department  of  Transportation,  New  Hampshire 
Department  of  Transportation,  and  Vermont  Agency  of  Transportation,  April  1994. 

Maine,  New  Hampshire,  and  Vermont  Motor  Carrier  Administration  Overview,  Northern  New 
England  IVHS/CVO  Institutional  Issues  Study,  Draft  Technical  Memorandum,  prepared 
by  Cambridge  Systematics,  Inc.  with  Vanasse  Hangen  Brustlin  for  the  Maine  Department  of 
Transportation,  New  Hampshire  Department  of  Transportation,  and  Vermont  Agency  of 
Transportation,  April  1994. 

Systems  Planning  for  Automated  Commercial  Vehicle  Licensing  and  Permitting  Systems,  Interim 
Report,  prepared  by  Cambridge  Systematics,  Inc.  in  cooperation  with  Sydec,  Inc.  and 
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Science  Applications  International  Corporation  for  the  Federal  Highway  Administration, 
October  5, 1993. 

Trucking  in  New  England,  prepared  by  the  American  Trucking  Associations  Foundation  in 
conjunction  with  the  Motor  Transport  Association  of  Connecticut;  the  Maine  Motor 
Transport  Association;  the  Massachusetts  Motor  Transport  Association;  the  New 
Hampshire  Motor  Transport  Association;  the  Rhode  Island  Trucking  Association;  and  the 
Vermont  Truck  and  Bus  Association,  1990. 

Trucking  in  Connecticut,  prepared  by  the  American  Trucking  Association  Foundation  in 
conjunction  with  the  Motor  Transport  Association  of  Connecticut,  1990. 

Trucking  in  Maine,  prepared  by  the  American  Trucking  Associations  Foundation  in 
conjunction  with  the  Maine  Motor  Transport  Association,  1989. 

Trucking  in  Massachusetts,  prepared  by  the  American  Trucking  Associations  Foundation  in 
conjunction  with  the  Massachusetts  Motor  Transport  Association,  1990. 

Trucking  in  New  Hampshire,  prepared  by  the  American  Trucking  Associations  Foundation  in 
conjunction  with  the  New  Hampshire  Motor  Transport  Association,  1990. 

Trucking  in  Rhode  Island,  prepared  by  the  American  Trucking  Associations  Foundation  in 
conjunction  with  the  Rhode  Island  Truck  Owners  Association,  1990. 

Trucking  in  Vermont,  prepared  by  the  American  Trucking  Associations  Foundation  in 
conjunction  with  the  Vermont  Truck  and  Bus  Association,  1990. 

Unpublished  data,  American  Trucking  Associations  Foundation. 
Interviews 

Atwood,  John,  Rhode  Island  Motor  Transport  Association,  April  4, 1994. 

Barry,  Dave,  National  Private  Truck  Council,  April  13,1994. 

Hannington,  Dale,  Maine  Motor  Truck  Association,  April  6, 1994. 

Kiley,  Kevin,  Massachusetts  Motor  Transport  Association,  April  4, 1994. 

LaBrake,  Bary,  Motor  Transport  Association  of  Connecticut,  April  4  and  April  6, 1994. 

Loomis,  George,  Rhode  Island  Motor  Transport  Association,  April  4, 1994 

Parent,  Tom,  Vermont  Truck  and  Bus  Association,  April  5, 1994. 
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Pritchard,  Robert,  American  Trucking  Associations  Foundation,  March  31  and  April  4, 
1994. 

ScuUey,  Robert,  New  Hampshire  Motor  Transport  Association,  April  4  and  April  21, 1994. 


■  Railroads 


Documents 

Association  of  American  Railroads,  Railroad,  Facts,  1991  Edition.  Washington,  D.C.;  AAR, 
1993. 

Bentley,  Joyce  S.,  Providence  &  Worcester  —  The  Railroad  That  Can.  Worcester,  MA.  The 
Providence  and  Worcester  Railroad  Company,  1985. 

Brown,  Joyce  S.,  The  Port  of  Worcester.  Worcester,  MA:  The  Providence  and  Worcester 
Railroad  Company,  1993. 

Coalition  of  Northeastern  Governors,  Report  of  the  High  Speed  Rail  Task  Force  and  Appendices, 
Washington,  D.C.;  CONEG,  July  1986. 

Connecticut  Department  of  Transportation,  A  Report  Concerning  Commuter  Parking  Along  the 
New  Haven  Line  —  Special  Act  86-58.  Wethersfield,  CT;  Connecticut  DOT  Bureau  of  Planning 
with  U.S.  Department  of  Transportation,  Federal  Highway  Administration,  January  1987. 

Connecticut  Department  of  Transportation,  Connecticut  Statewide  Transit  System  Plan. 
Wethersfield,  CT:  Connecticut  Department  of  Transportation,  March  1991. 

Connecticut  Department  of  Transportation,  Master  Transportation  Plan  —  1992. 
Wethersfield,  CT:  Connecticut  Department  of  Transportation. 

Connecticut  Department  of  Transportation,  New  Haven  Line  Maintenance  Facilities  Project  — 
Final  Report  for  Engineering  Assessment.  Wethersfield,  CT;  Connecticut  DOT,  June  1986. 

Cormecticut  Department  of  Transportation,  1983-1986  State  Rail  Plan  Update.  Wethersfield, 
CT:  Connecticut  Department  of  Transportation,  Division  of  Rail  Planning,  December  1983. 

Connecticut  Department  of  Transportation,  1993  Connecticut  Rail  Passenger  Fact  Booklet. 
Newington,  CT:  Connecticut  Department  of  Transportation,  Division  of  Rail  Planning  and 
Programming,  March  1993. 

Connecticut  Public  Transportation  Commission,  2992  Annual  Report  and  Recommendations. 
Wethersfield,  CT:  Connecticut  Public  Transportation  Commission,  December  1992. 
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Conrail  Commodities,  Hayfield,  PA;  Silver  Brook  Publishing  Company,  January  1994. 

DeBoer,  David  ].,  Piggybacks  and  Containers.  San  Marino,  California:  Golden  West  Books, 
1992. 

Federal  Railroad  Administration,  Northeast  Corridor  Improvement  Project,  Draft  Environmental 
Impact  Statement/Report,  Volumes  I,  II  and  III.  Washington,  D.C.:  FRA,  Office  of  Railroad 
Development,  September  1993. 

Heinrich,  Klaus,  Transrapid  Maglev  System.  Darmstadt,  West  Germany;  Hestra-Verlag,  1989. 

Intermodal  North  America  Year  Book  - 1992/93,  London,  UK;  Mundy  Perry  Ltd.,  1991. 

Lewis,  Edward  A.,  American  Shortline  Railway  Guide.  Waukesha,  Wisconsin:  Kalmbach 
Publishing  Company,  1991. 

Maine  Department  of  Transportation,  Multi-Modal  Transportation  Improvement  Program  — 
Fiscal  Years  1994-1995.  Augusta,  ME:  Maine  Department  of  Transportation,  May  1993. 

Maine  Department  of  Transportation,  Rail  Transportation  Plan  —  Revised  Update  —  1991. 
Augusta,  ME:  Maine  Department  of  Transportation,  1991. 

Maine  Department  of  Transportation,  Restoration  of  Passenger  Rail  Service,  Portland,  Maine  to 
Boston,  Massachusetts  —  Alternatives  Analysis  and  Environmental  Assessment.  Augusta,  ME: 
Maine  Department  of  Transportation,  June  1993. 

Maine  Transportation  Capital  Improvement  Planning  Commission.  Transportation  to  the 
Year  2002:  A  Capital  Improvement  Plan  for  Maine,  1993. 

Massachusetts  Bay  Transportation  Authority,  Consolidated  Report  —  Support  Facilities  for 
MBTA  Commuter  Rail;  Update  and  Revision  for  High  Speed  Rail  Service,  Boston,  MA;  MBTA, 
July  1990. 

Massachusetts  Bay  Transportation  Authority,  Framingham  to  Worcester,  Milford  and 
Marlborough;  Commuter  Rail  Extension  Feasibility  Study.  Boston,  MA;  MBTA,  November 
1989. 

Massachusetts  Bay  Transportation  Authority,  MBTA  Commuter  Rail  Contract  &  Performance 
Analysis.  Boston,  MA:  MBTA,  February  1993. 

Massachusetts  Bay  Transportation  Authority,  New  Bedford/Fall  River  Commuter  Rail 
Extension  Feasibility  Study.  Boston,  MA;  MBTA,  January  1990. 

Massachusetts  Bay  Transportation  Authority,  Newburyport  Commuter  Rail  Restoration 
Project  -  Schematic  Design  Report.  Boston,  MA;  MBTA,  July  1991. 
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Massachusetts  Bay  Transportation  Authority,  Old  Colony  Railroad  Rehabilitation  Project  Final 
Environmental  Impact  Statement/Report,  Volumes  I,  II,  III  and  IV.  Boston,  MA:  MBTA, 
March  1992. 

Massachusetts  Bay  Transportation  Authority,  Ridership  and  Service  Statistics,  Operations 
Planning  Directorate,  December  1992. 

Massachusetts  Bay  Transportation  Authority,  South  Boston  Piers/Fort  Point  Channel  Transit 
Project  -  Transportation  Impacts  Methods  and  Results  Report.  Boston,  MA;  MBTA,  October 
1992. 

Massachusetts  Executive  Office  of  Transportation  and  Construction.  Building  for  an 
Intermodal  Future  —  The  North-South  Rail  Link.  Boston,  MA:  Central  Artery  Rail  Link  Task 
Force,  May  1993. 

Massachusetts  Executive  Office  of  Transportation  and  Construction,  State  Rail  Plan  —  1989. 
Boston,  MA,  September  1989. 

Military  Traffic  Management  Command,  Civil  Rail  Lines  Important  to  National  Defense.  Falls 
Church,  VA:  Military  Traffic  Management  Command,  Office  of  the  Special  Assistant  for 
Transportation  Engineering,  October  1990. 

Moody,  Manish  M.,  Railroad  Traffic  in  the  United  States  -  1992.  Princeton,  NJ;  ALK 
Associates,  Inc.,  September  1993. 

National  Railroad  Passenger  Corporation,  Northeast  Timetable  —  Fall  1993pNinter  1994. 
Washington,  D.C.:  Amtrak,  November  1993. 

Nev^^  Hampshire  Department  of  Transportation,  New  Hampshire  State  Rail  Plan  1991. 
Concord,  NH:  New  Hampshire  Department  of  Transportation,  Bureau  of  Railroads  and 
Public  Transportation  March  1992. 

The  Official  Railway  Guide,  North  American  Freight  Service  Edition,  K-III  Press,  New  York, 
NY,  September-October,  1993. 

The  Official  Intermodal  Guide,  K-III  Press,  New  York,  NY,  Winter  1993. 

The  Official  Intermodal  Equipment  Register,  Intermodal  Publishing  Company,  Ltd.,  New  York, 
NY,  Volume  25,  No.  2,  November  20, 1993. 

Pioneer  Valley  Transit  Authority,  Springfield  Union  Station  Intermodal  Feasibility  Study. 
Springfield,  MA:  PVTA,  1988. 

Rhode  Island  Department  of  Transportation,  Purpose  and  Need  for  Dedicated  Freight  Track  and 
Improved  Vertical  Clearance  from  Quonset  Point  —  Davisville  to  Boston  Switch,  Providence,  RI; 
RIDOT,  October  21, 1993. 
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Rhode  Island  Division  of  Planning,  Rhode  Island  Freight  Rail  Plan.  Providence,  RI:  Rhode 
Island  Department  of  Administration,  June  1993. 

Rhode  Island  Statewide  Planning  Council,  Transportation  2010:  Ground  Transportation  Plan 
(Summary).  Providence,  RI:  1991. 

Sjokvist,  Eric,  A  Survey  of  Wheel-on-Rail  Traction  Vehicles  Capable  of  Running  at  200  km/h  or 
More.  Miami,  Florida;  American  Railway  Engineering  Association,  1989. 

Transportation  Research  Board  In  Pursuit  of  Speed  —  New  Options  for  Intercity  Passenger 
Transport.  Washington,  D.C.;  TRB,  1991. 

TTX  Company  2992  Annual  Report,  Chicago,  IL;  TTX  Company,  March  1993. 

U.S.  Department  of  Transportation  -  The  Northeast  Corridor  Transportation  Plan  —  New  York 
City  to  Boston  —  Report  to  Congress,  Volumes  1  and  2.  Washington,  D.C.;  Federal  Railroad 
Administration  -  Office  of  Railroad  Development,  July  1994. 

U.S.  Department  of  Transportation  Maglev  Cost  Estimation.  Cambridge,  Massachusetts; 
Volpe  National  Transportation  Systems  Center.  January  1993. 

Vermont  Agency  of  Transportation,  Vermont  State  Rail  Plan  1986  Update.  Montpelier,  VT: 
Vermont  Agency  of  Transportation,  Division  of  Rail,  Air  and  Public  Transportation, 
September  1987. 

Vermont  Agency  of  Transportation,  Vermont  Rail  Feasibility  Study.  Montpelier,  VT: 
Vermont  Agency  of  Transportation,  March  1993. 

Vermont  Agency  of  Transportation,  Fiscal  Year  1994  Capital  Program  and  Project  Development 
Plan.  Montpelier,  VT:  Vermont  Agency  of  Transportation,  December  1992. 

Vermont  Agency  of  Transportation,  Vermont  Public  Transit  System  Plan,  Montpelier  VT: 
Vermont  Agency  of  Transportation,  February  1993. 

Vermont  Agency  of  Transportation,  Vermont  Statewide  Transit  Needs  Study  —  Volumes  I,  II,  III 
and  IV.  Montpelier,  VT:  Vermont  Agency  of  Transportation,  June  1991. 

Periodicals  and  Newspapers 

Boston  Globe,  Battle  Over  a  Track  Switch,  October  25, 1993.  Pages  11-12. 
Boston  Globe,  Tourist  Railroads  Thriving,  August  7, 1994. 

Dolzall,  Gary  W.  Conrails'  Steel  Artery  to  Boston.  Trains  Magazine,  October  1993. 
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Harper,  Donald  V.  and  Evers,  Philip  T.  Competitive  Issues  in  Intermodal  Railroad  Truck 
Service.  Transportation  Journal,  Spring  1993. 

Hartley,  Scott  Yankee  Independence,  Trains  Magazine,  June  1994. 

Johnston,  Michael  L.  and  Mashall,  Steven.  Shipper  Perceptions  of  Intermodal  Equipment. 
Transportation  Journal,  Fall  1993. 

Needham  Chronicle,  Bay  Colony  Sees  Future  in  Freight,  September  2, 1993. 

New  York  Times,  CP  Rail  Offers  $1  Billion  for  Rival  Operations,  Page  D3,  September  23, 1994. 

New  York  Times,  Rail  Freight  Undergoes  a  Revival  in  New  York,  November  27, 1993.  Pages  1 
and  25. 

New  York  Times,  Resurgence  in  Export  Business  Revitalizes  Port,  Pages  Al,  B2,  August  24, 
1994. 

Providence  Journal  Bulletin,  Freight  System  in  Danger  of  Derailing,  June  4, 1993.  Pages  B-1 
and  B-4. 

Providence  Journal,  P&Ws  Bid  for  Railroad  puts  its  Sale  in  Question,  January  25, 1994. 

Providence  Journal  Bulletin,  Tracking  New  Means  of  Transportation,  March  4, 1993.  Pages  C-1 
and  C-3. 

Stephens,  William  Conrail  Caters  to  CustomersTrains  Magazine,  August  1994. 
Strawbridge,  Kenneth,  The  Land  Ships,  Trains  Magazine,  March  1994. 

Traffic  World,  Consortium...  Plans  Intermodal  Service  with  5000  RoadRailers,  Pages  36-37, 
August  15, 1994. 

Traffic  World,  Boston  Loses  Major  Inbound  Service,  November  15, 1993.  Pages  62-63. 

Traffic  World,  Rails  Must  Adjust  to  Avoid  Becoming  Victim  of  Intermodalism's  Success, 
January  24, 1994. 

Traffic  World,  Shippers  Interest  in  CN,  CP  Talks;  Is  System  Sufficient  to  Industry  Needs?, 
January  17, 1994. 

Transportation  Research  Board,  Intermodal  Marine  Container  Transportation,  Special  Report 
No.  236.  Washington,  D.C.:  Transportation  Research  Board,  1992. 

Zimmermann,  Karl.  By  Domeliner  to  the  Maritimes.  Trains  Magazine,  December  1993. 
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Interviews 

Alberstadt,  Laura,  Amtrak  -  Planning,  November  2, 1993. 
Bartlett,  A.,  Maine  Department  of  Transportation,  October  18,  1993. 
Bascom,  Scott,  Vermont  Agency  of  Transportation,  October  20, 1993. 

Boice,  H.  James,  Connecticut  Department  of  Transportation,  November  17,  1993  and 
January  24, 1994. 

Carpenter,  William,  New  Hampshire  Department  of  Transportation,  October  20, 1993. 

Carroll,  David.  Amtrak  —  NECIP  Project  Director,  Government  Affairs  February  1, 1994. 

Coffey,  Dennis,  Massachusetts  Executive  Office  of  Transportation  and  Construction, 
November  17, 1993. 

Leete,  Richard,  Connecticut  Department  of  Transportation,  October  18, 1993. 

Le  Tourneau,  Robert.  Rhode  Island  DOT  -  Supervising  Planner  Mass  Transit  February  15, 
1994. 

Miller,  Roland,  City  of  Auburn,  Maine,  November  30, 1993. 

Prokoby,  John.  Amtrak,  Director  —  Market  Planning,  February  4, 1994. 

Quenan,  Thomas,  Rhode  Island  Department  of  Transportation,  November  3, 1993. 

Robinson,  John.  Massachusetts  EOTC  —  Intermodal/Transportation  Policy  Planner, 
February  2, 1994. 

Snyder,  Harry,  Providence  and  Worcester  Railroad,  November  22  and  December  2, 1993. 

■  Airports 
Documents 

21st  Century  Transportation  Task  Force,  New  Hampshire's  Transportation  in  the  21st  Century, 
January  1993. 

Arthur  D.  Little,  Inc.,  Strategic  Assessment  Report:  Volume  I  —  Executive  Summary,  July  1993. 
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Arthur  D.  Little,  Inc.,  Strategic  Assessment  Report:  Volume  II  -  Final  Report,  July  1993. 

Arthur  D.  Little,  Inc.,  Strategic  Assessment  Report:  Volume  III  -  Public  Commentary,  July  1993. 

Arthur  D.  Little,  Inc.,  Strategic  Assessment  Report:  Volume  IV  —  Appendices,  July  1993. 

Aviation  Planning  Associates,  Inc.,  Maine  Aviation  Systems  Plan:  Air  Service  Study, 
December  1991. 

Aviation  Planning  Associates,  Inc.,  State  of  Maine  Aviation  Systems  Plan:  Technical  Document, 
December  1991. 

Aviation  Planning  Associates,  Inc.,  Vermont  Agency  of  Transportation  Air  Transportation 
Study:  Technical  Report,  November  1990. 

Bechtel  Corporation,  Pease  Air  Force  Base  Comprehensive  Redevelopment  Plan:  Phase  II/III 
Action  Plan,  August  1990. 

Connecticut  Department  of  Transportation,  Connecticut  Master  Transportation  Plan:  1993, 
February  1993. 

Department  of  Transportation,  Federal  Aviation  Administration,  Boston  Logan  International 
Airport  Capacity  Enhancement  Plan,  October  1992. 

Department  of  Transportation,  Federal  Aviation  Administration,  National  Plan  of  Integrated 
Airport  Systems  (NPIAS):  1990-1999,  March  1991. 

Industry  News,  Airport  Consultants  Council  News,  December  1993,  p.  9. 

Maine  Department  of  Transportation,  Multi-Modal  Transportation  Improvement  Program: 
Fiscal  Years  1994-1995,  May  1993. 

Maine  Transportation  Capital  Improvement  Planning  Commission,  Transportation  to  the 
Year  2002:  A  Capital  Improvement  Plan  for  Maine,  1993. 

New  Hampshire  Department  of  Transportation,  Statewide  Transportation  Improvement 
Program:  1994-2003,  November  1992,  revised  September  1993. 

Official  Airline  Guides,  OAG  Desktop  Flight  Guide:  North  American  Edition,  August  1993. 
Rhode  Island  State  Planning  Council,  Ground  Transportation  Plan,  June  1991. 
Rhode  Island  Statewide  Plarming  Program,  State  Airport  System  Plan,  March  1984. 
TransPlan,  New  Hampshire  Airport  System  Plan,  January  1992. 

Vanasse  Hangen  Brustlin,  Inc.,  Boston  Logan  International  Airport  Final  Generic  Impact  Report, 
July  15, 1993. 
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Vermont  Agency  of  Transportation,  Capital  Program  and  Project  Development  Plan,  December 
1992. 

Vermont  Agency  of  Transportation,  Vermont  on  the  Move:  Policy  Plan,  1992. 

Wallace,  Floyd,  Associates,  Inc.,  Second  Major  Airport  Siting  Study:  Part  A  Report,  December 
1990. 

Wallace,  Floyd,  Associates,  Inc.,  Second  Major  Airport  Siting  Study:  Summary  Report,  August 
1991. 

Wilbur  Smith  and  Associates,  Connecticut  State  Airport  System  Plan,  December  1986. 
Worcester  Municipal  Research  Bureau,  Inc.,  The  Future  of  Worcester  Airport,  May  6, 1993. 


■  Written  Survey 

Faramelli,  Norm,  Massachusetts  Port  Authority,  Logan  International  Airport 
Hamilton,  John,  Burlington  Airport  Commission,  Burlington  International  Airport 
Kares,  Jon,  Connecticut  Department  of  Transportation,  Bureau  of  Policy  and  Planning 
Roy,  Ron,  Maine  Department  of  Transportation,  Air  Transportation  Division 
Schneider,  Eugene,  Pease  Development  Authority,  Pease  International  Tradeport 
Schulter,  Jeff,  City  of  Portland,  Portland  International  Airport 

Wanner,  Ron,  New  Hampshire  Department  of  Transportation,  Division  of  Aeronautics 
Ziegelaar,  Bob,  City  of  Bangor,  Bangor  International  Airport 


■  Ports 

Documents 

1992  Annual  Report,  Massachusetts  Port  Authority,  1993. 
1992  Annual  Report,  Eastport  Port  Authority,  1993. 
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2010  Regional  Transportation  Plan,  Summary  Report,  Greater  Bridgeport  Regional  Planning 
Agency,  October,  1991. 

Analysis  of  the  Market  Potential  and  Feasibility  of  New  Port  Development  at  Eastport,  Booz-Allen 
&  Hamilton  Inc.,  September  1990. 

Connecticut  International  Trade  Directory  1991-1992,  State  of  Connecticut,  Department  of 
Transportation,  Bureau  of  Aviation  and  Ports,  October  1991. 

Horizons:  The  Port  of  New  Hampshire's  International  Trade  Directory  1992-1993,  New 
Hampshire  State  Port  Authority,  1992. 

News,  Notes  &  Information,  New  Hampshire  State  Port  Authority,  June  1993. 
Penobscot  Bay  Area  Port  Directory,  Eastern  Maine  Development  Corporation,  1992. 
Port  of  Fall  River  Fact  Sheet,  Fall  River  Port  Authority,  1992. 

Port  of  Providence  Fact  Sheet  and  Directory,  Providence  Port  Commission,  April  1987. 

Port  Series  No.  1,  The  Ports  of  Portland  and  Searsport,  Maine  and  Portsmouth,  New  Hampshire, 
U.S.  Army  Corps  of  Engineers,  Revised  1985. 

Port  Series  No.  3,  The  Port  of  Boston,  Massachusetts,  U.S.  Army  Corps  of  Engineers  Revised 
1983. 

Purpose  and  Need  for  Dedicated  Freight  Track  and  Improved  Vertical  Clearance  from  Quonset 
Point-Davisville  to  Boston  Switch,  Rhode  Island  Department  of  Transportation,  October,  1993. 

Quonset  Point/Davisville  Industrial  Park  Facts,  Rhode  Island  Port  Authority  and  Economic 
Development  Corporation,  1993. 

The  Port  of  Boston:  New  England's  International  Gateway,  Massachusetts  Port  Authority,  1993. 

The  Port  of  Portland:  Its  Value  to  the  Region,  City  of  Portland,  October,  1993. 

The  State  of  Maine's  Port  of  Portland  Marine  Directory,  City  of  Portland,  1989. 

Tonnage  for  Selected  United  States  Ports  in  1991,  U.S.  Army  Corps  of  Engineers,  Waterborne 
Commerce  Statistics  Center,  August,  1993. 

Waterborne  Commerce  of  the  United  States,  Calendar  Year  1989,  Part  1  Waterways  and  Harbors  - 
Atlantic  Coast,  U.S.  Army  Corps  of  Engineers,  Water  Resources  Support  Center,  1991. 
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Interviews 

Thomas  Armentano,  Eastport  Port  Authority 
Daniel  J.  Burns,  Fall  River  Line  Pier,  Inc. 

Eugene  Cavanaugh,  Massachusetts  Department  of  Environmental  Management 

Ernest  Connor,  Nev^^  Hampshire  Port  Authority 

Robert  Elder,  Maine  Department  of  Transportation 

Gerald  Jennings,  Connecticut  Department  of  Transportation 

Ronald  Klein,  Providence  and  Worcester  Railroad  Co. 

Thomas  F.  O'Connor,  City  of  Providence  Port  Commission 

David  Rita,  Massachusetts  Department  of  Environmental  Management 

Matthew  Santos,  City  of  Providence  Port  Commission 

Gerald  Silverman,  Connecticut  Department  of  Transportation 

Harold  Snyder,  Providence  and  Worcester  Railroad  Co. 

Marc  S.  Stuart,  Rhode  Island  Port  Authority  and  Economic  Development  Corporation 
Thomas  F.  Valleau,  City  of  Portland 
James  Wong,  Bridgeport  Port  Authority 

Travel  Demand  Management 


Documents 

1990  NTPS  Databook  —  National  Personal  Transportation  Survey,  FHWA,  November  1993. 

Can  Telecommuting  Help  Solve  America's  Transportation  Problems,  Arthur  D.  Little,  February, 
1993. 

Edge  Cities,  by  Joel  Garreau,  American  Demographics,  February  1994. 
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The  Federal  Flexible  Workplace  Pilot  Project:  Work-at-Home  Component  (Final  Report),  January 
1993,  U.S.  Office  of  Personnel  Management. 

Federal  Transit  Administration,  Telecommuting:  Description,  Issues  and  Areas  ofFTA  Support, 
informational  material,  no  date. 

Massachusetts  Telecommunications  Council,  information  material,  no  date. 

National  Transportation  Strategic  Plarming  Study,  U.S.  DOT,  March  1990. 

Schmick,  Paul  and  Don  Pickrell,  Driven  to  Extremes:  The  Explainable  Growth  of  Car  Use  in  the 
1980s,  Volpe  National  Transportation  Systems  Center,  unpublished  draft,  August,  1994. 

Strategic  Assessment  Report,  Volume  II,  Final  Report  by  Arthur  D.  Little  for  the  Massachusetts 
Aeronautics  Commission,  July  1993. 

Telecommuting  Times  Newsletter,  published  by  MarketForce  Inc.,  Fall  1993. 

Transportation  Control  Measure  Information  Documents,  Cambridge  Systematics  and  Comsis 
Corp.,  March  1992. 

Transportation  Implications  of  Telecommuting,  April  1993,  U.S.  Department  of  Transportation. 
TDM  Status  Report,  Telecommuting,  August  1992,  Federal  Transit  Administration. 
U.S.  Department  of  Commerce,  Bureau  of  the  Census,  1980  and  1990. 

■  Economics 
Documents 

Bank  of  Boston,  New  England  at  a  Glance:  A  Guide  to  the  Region's  Economy,  February  1993. 

Bank  of  Boston,  New  England  Exports:  Where  Do  We  Go  From  Here?,  December  1993. 

Bushnell  Marketing  Research  Associates,  Connecticut  Tourism  (prepared  for  Connecticut 
Department  of  Economic  Development),  February  1993. 

Chinitz,  Benjamin  (ed.).  The  Declining  Northeast,  1978. 

Davidson-Peterson  Associates,  Inc.,  The  Economic  Impact  of  Expenditures  by  Tourists  on  Maine, 
1991  (prepared  for  Maine  Tourism  Coalition),  July  1992. 
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Center  for  Survey  and  Marketing  Research,  The  Economic  Impact  of  the  Connecticut  Travel  and 
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